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Just Call ALLIED! 


First in Experience—Safety—Service— 
Albuquerque, Atlanta, Buffalo, San 
Diego— wherever a member of your 
firm must be moved, we’re ready to 
handle the job safely and promptly. 

Standing ready to transport his 
household possessions is the great 
nationwide long-distance moving or- 
ganization of Allied Van Lines. With 


alert Allied agents in 360 key cities 
. with more than 1000 modern, 
weatherproof vans manned by care- 
ful, thoroughly experienced drivers 
.. . Allied qualifies by experience and 
performance as America’s Master 
Movers. Whether your next move 
involves one man or an entire depart- 
ment, call Allied and be SURE! 


\VAV/( 0) 82 fy D. 


The name of your local Allied agent is listed 


in the classified telephone directory. 
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Are you shipping freight overseas? thing 
incre 
railr 
quate 
phra 
of th 
way 
% Your cargo space bookings % Your documenting from point of origin petit 


Then why not do as other leading companies are doing? Get in touch with the 
American Express Foreign Freight Service. 


More and more leading companies are simplifying carload shipping problems and 
reducing their costs by turning the whole job over to American Express Foreign Freight 
Service. American Express takes over such shipping details as: 


% Your customs clearances % Your Marine Insurance placement be n 
the < 


%* Your warehousing %* Your consular invoicing 
temp 


% Your collection against Letters of Credit 


AIR CARGO BOOKINGS AND DOCUMENTATION — 


Experience and world-wide facilities for complete shipping follow-through are the reasons ‘if fp 
behind the importance and dependability of American Express Foreign Freight Service to quen 
exporters and importers. Call Traffic Division at any of the following offices. incre 
incre 


AMERICAN EXPRESS : 


Foreign Freight Service 

65 Broadway—New York 6 Receiving Office: 61 Hudson St. stud 
and International Air Terminal Building, La Guardia Field for c 

Cuicaco—180 No. Michigan Ave. Boston—177 Milk Street Montreat—Sun Life Building 
San Francisco—253 Post Street New Orteans—819-823 Gravier St. Toronto—19 Melinda Street own 
offices in leading foreign countries billio 
five 
tion | 
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The New Freight Rate Increase Petition 


The cold figures quoted in the petition of the rail- 

roads for a new general increase in freight rates 
are convincing. They show that the added railroad 
revenue, resulting from the general freight rate increase 
of a year ago, and from increases in passenger fares and 
express rates, fall short by about a billion dollars a year 
from meeting increases in railroad payrolls and in the 
prices they have to pay for materials and supplies. 

If the fixing of freight rates were a purely mathe- 
matical problem, it would be difficult to bolster any 
denial to grant the railroads the increases they seek. 

The bedeviled shipper, however, can’t do business 
on a purely mathematical basis. He is less likely to 
approach the new proposal in the spirit of a student 
attacking an equation than to consider it glumly or 
frantically, depending on his particular temperament, 
and wonder how much more of that sort of thing he can 
stand before he applies for admission to some quiet 
sanitarium. 


If his temperament be sardonic, he can find some 
things in the petition to cause sarcastic laughter. The 
increase, if granted, the petition says, will enable the 
railroads ‘‘to continue to provide the public with ade- 
quate and efficient transportation service. ...” The 
phrase, almost identical in words, is twice repeated, one 
of the repetitions saying ingenuously that “the net rail- 
way operating income which would be earned by these 
petitioners, should their proposal be approved, would 
be no more than necessary to enable them to provide 
the adequate and efficient transportation service con- 
templated by law.” 


Finally, his nerves will not be quieted by the softly 
worded, but nonetheless threatening statement that 
‘if present operating expenses should increase subse- 
quent to the filing of this petition, whether due to 
increased costs of fuel, materials and supplies, or to 
increased wages, it will be necessary to bring the 
changed situation to the attention of the Commission 
by a supplemental petition.” 


At the time the petition was filed, railroads were 
studying demands of operating railroad brotherhoods 
for changes in working rules which, according to their 
own statistical authorities, threatened to add another 
billion dollars a year to rail operating expenses. Just 
five days after the filing, the railroads went into media- 
tion on the question of wage increases for over a million 
non-operating workers. And if, optimistically, anyone 
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believed that both those proceedings would end without 
substantial payroll increases, there existed for certain 
the prospect of increased prices for coal, because, also 
five days after the filing of the petition, coal mine 
operators entered into an agreement for an increase 
of 44 cents an hour in the wages of miners and it was 
predicted that the result would be a raise of about a 
dollar a ton in the price of coal. ° 

All of which means that, if the railroads are to 
trim their expenses and income to something like a 
balance, the level of the increase prayed for will be 
considerably higher, eventually, than that contained in 
the original petition. 

The 1947 increase proposal differs from that of 
1946 at least in this, that it does not stress an emer- 
gency and asks for no temporary adjudication in some- 
thing like thirty days. The 1947 case, we predict, will 
be a long-drawn-out-proceedings, perhaps the most 
exhaustive general consideration of railroad freight 
rates in the history of the American railroads. 

The 1946 case—Ex Parte 162—-was remarkable in 
a number of ways, not the least of which was the way 
in which large shipping interests were practically united 
in the expressed opinion, for the record, that the rail- 
roads ought to have a substantial general freight rate 
increase. The shipper testimony at the comparatively 
brief hearings bore chiefly on objections particular ship- 
pers had to the increases on their own commodities as 
affecting competitive situations, and expressions of 
preferences for various methods of applying the in- 
creases. 


S TO THE MAJOR THESIS, we fail to see how the 
position of the shippers can be much different now 
from that expressed last year. Obviously, if the rail- 
roads are to continue to operate at all—we won’t say 
“continue to provide the public with adequate and effi- 
cient transportation service”—and are to continue under 
private ownership and management, the billion-odd 
dollars they need must be picked up somewhere, and 
it can only come from freight revenue. Industrial traf- 
fic men, as we know them, are not so dense nor so 
stubborn as to deny that simple statement. 

We have a feeling, however, that they are going to 
have a great deal more to say than last year—and they 
had considerable to say then—about inadequate and 
inefficient service. They are going to appear in large 





ES, IT’S THE receiving dock 
of one of Michigan’s largest 
automobile manufacturing plants. 


The designer of this newly-modern- 

ized building has tied feeder lines 

of Truck-Trailers directly with sub- 

assembly lines by means of the 

enclosed truck-level dock. By build- 

ing-in this dock as part of the assembly line, 
double handling of incoming parts has been 
eliminated to streamline and speed the final 
assembly of cars. 


Today, shipping and receiving are largely by 
Truck-Trailers. This modern means of hauling 
can best serve you if your plant or warehouse 
has motor transport designed into the building. 
Here’s where the experience of your Traffic Man- 
ager, your Architect and a Representative of 
Highway Haulers can lend money-saving assist- 


» By adopting the Fruehauf “Shuttle” 

FA method of hauling, you can easily in- 

crease the earning power of your 
trucks. 


A 
W ONE TRUCK 
Handles 
2 OR MORE 
TRAILERS 


FRUEHAUF TRAILERS 
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STOCK-PILE ON WHEELS! 


Here is a loading-dock view which illustrates how the Trailer method 
of hauling eliminates factory stock piles. It puts them .on wheels, saves 
double handling and lowers delivery costs. Note another saving. Only 
the Trailers need be left standing for loading and unloading. Tractors 


keep working and earning and one tractor can handle several Trailers 
in a “shuttle” operation. 


ance. Their advice in planning any moderniza- 
tion of your building or in new building design 
will certainly pay dividends in the labor-saving 
movement of goods within the structure. Be sure 
to include them on your planning committee. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. © DETROIT 32 
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numbers before the Commission in this case and de- 
mand that, for the money they are new paying and the 
added money they are being asked to pay, they get 
reasonably adequate and efficient service. 

We have recently been going over reports, cover- 
ing many thousands of cars from Chicago to points all 
over the country, showing the percentage of on-time 
performance by the railroads in delivery, the ‘‘on-time”’ 
being based on the railroads’ own schedules, many of 
which are still considerably slower than in the days 
before the recent war. 











S AN INDEX of “adequate and efficient service” 

these reports are revealing. They show, for in- 
stance, that in 1939 on-time delivery was effected on 
96.82 per cent of these cars; that only 3.18 per cent 
were received late, and of those less than a half of one 
per cent more than one day late. 

Contrast that with the first four months of this 
year, under the slower schedules, with only 52.3 percent 
of the cars delivered on time, and 47.7 delivered a day 
or more late. As a matter of fact, the percentage of 
cars delivered more than five days late in the first four 
months of this year was 3.2—higher than the total 
number of those that failed to arrive on time in 1939. 

That, we think, is the sort of thing the Commission 
is going to hear a lot about at its hearings on this new 
petition. In the proceedings before rate committees 
involving increased rates on merchandise traffic in Of- 
ficial Territory, for instance, little was heard except 
complaints about service and the general atmosphere 
was that, were it possible to remove some of the gross 
failures in that respect, there wouldn’t be much objec- 
tion to the rate increases. Under existing conditions, 
and with the temper of the shippers as we sense it at 
present, the. tenor of testimony in the new general 
freight rate increase case will, we feel sure, be pre- 
dominantly on that note. 

We note that, optimistically, the petitioning rail- 
roads say that there “will not result (from the pro- 
posed increases) a loss of traffic to an extent which will 
deprive petitioners of the benefit of a substantial in- 
crease in revenue.” Transportation facilities of all kinds 
are still taxed pretty much to capacity and, so long as 
that condition prevails, the statement is, perhaps, jus- 
tified. 

But there are other factors that may well result in 
considerable shift of rail traffic to other means of trans- 
portation under any substantial increase in rail freight 
rates. 

There is, for instance, the circumstance under 
which much traffic in the manufactured steel industry 
has, in recent years, been changed from rail to highway. 
This shift was due almost entirely to unreliability of 
tail service, according to our information, and was 
effected despite the fact that, under O. P. A. controls, 
delivered price had to be made on the basis of rail rates 
substantially lower than the truck rates the manufac- 
turers had to pay. 
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Despite the removal of O. P. A. price regulations, 
we understand, the practice has continued and has by 
now become embedded in the industry. To the extent 
that rail rates may now again rise to nearer the level of 
the truck rates, the absorption of the difference by the 
manufacturer will be lightened by a not inconsiderable 
sum. 

We have heard such a manufacturer say, however, 
that, instead of profiting by that condition, he intends 
to extend the benefit of the faster and more reliable 
truck service to a larger area in the event of a new rail 
rate increase. Here, for certain, the increase, if granted, 
will operate directly to reduce rail traffic. 


Busiest Transportation News Year 


Mr. Stanley H. Smith, the chief of our Washington 

@ news bureau, says that this is ‘Washington’s 
busiest transportation news year.’”’ We are sure that the 
readers of the Traffic World will agree with him. It is 
largely because of our continued determination to pro- 
vide for the world of transportation complete coverage 
of transportation legislative matters that Volume 79, 
covering the first half of 1947, again breaks a record 
for number of pages included. 

In these columns we have commented a number 
of times, in recent months, on the unprecedented com- 
plexity and far-reaching implications of various rate 
matters of general scope now in process. These, too, 
have added to our task of furnishing complete informa- . 
tion to the man in transportation who is doing his best 
to keep up-to-date. 

The interim class rate decision by the U. S. Su- 
preme Court marks the high-point in rate development 
in the half year; but the Commission’s decisions in the 
transcontinental and the rail-water cases, and the pro- 
posed increases in Official Territory less-carload rates 
are almost of equal importance. 

It is not, however, in these “high-spots” that the 
whole usefulness of the Traffic World to its users lies. 
It is in the week-by-week reports of the more or less 
routine things with which a traffic man must keep in 
touch that it performs its most important and most 
arduous work. In this most recent half-year we have 
carried on as we carried on in the forty years before. 
And we shall continue to do so to the best of our ability 
in the years that lie ahead. 

With this issue of the Traffic World is mailed, to 
each subscriber, the semi-annual index covering Volume 
79, January to June, 1947. It should be preserved for 
reference and bound with the issues. 


RELAXATION OF MERCHANDISE CAR RULES 


The Office of Defense Transportation has issued amend- 
ments No. 4 to general permits O. D. T. 10 and 11 under gen- 
eral order O. D. T. 1-Revised, extending indefinitely the provi- 
sions contained in those permits, which would have expired 
June 30. The amendments, made public July 2, extend provi- 
sions explained by the O. D. T. as follows: 


General permit 10 permits any common carrier by railroad to 
accept from a shipper or load and forward from any city or town 
situated in that part of Official Classification Territory which is east 
of the Indiana-Illinois state boundary and the Chicago switching dis- 
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trict any car loaded with merchandise freight when such car is destined 
to any point or points south or west of the first loading point of such 
car without regard to the weight contained therein. 

General permit 11 permits any common carrier to accept from:a 
shipper or load and forward any railway closed car, containing not less 
than 15,000 pounds of merchandise, from any city or town situated in 
that part of Official Classification Territory which is east of the Indiana- 
Illinois state boundary, but including the Chicago switching district, 
when such car is destined to any point east of the loading point of 
such car in such territory, providing that such car shall move from the 
loading point direct to destination by-passing all transfer stations en 
route. 


Homer C. King Made Permit Agent 
for Port Area Grain Shipments 


By amendment No. 7 to service order No. 624, Movement 
of Grain to Terminal Elevators by Permit, the Commission, 
division 3, has appointed Homer C. King, who has returned to 
his duties as director of the Commission’s Bureau of Service 
after duty as deputy director of the Office of Defense Trans- 
portation, as agent of the Commission to appoint elevators or 
delivering carriers in port areas as permit agents for the move- 
ment of export grain into Atlantic port areas. 

. The pertinent portions of the order, made effective July 2, 
ollow: 


§ 95.624 Movement of Grain to Terminal Elevators by Permit, of 
Service Order No. 624, as amended be, and it is hereby, further 
amended by substituting the following paragraphs (a) and (b) for 
paragraphs (a) and (b) thereof: 

(a)(1) Movement of grain into port areas restricted. No common 
carrier by railroad subject to the Interstate Commerce Act shall accept 
for transportation, transport, or move any car loaded with export grain 
waybilled and consigned to any elevator or for direct delivery to a 
vessel in the port area of Albany, New York, or any Atlantic Seaboard 
port (Hampton Roads, Va., and north thereof) unless such origin car- 
rier has first obtained a permit from the elevator or the delivering 
railroad in the port area. 

(2) Priority for Loading Certain Grain Required. All common car- 
riers by railroad, subject to the Interstate Commerce Act, serving 
points where export grain subject to this order is loaded, shall give 
preference and priority over all other traffic to supplying or placing a 
box car or cars for loading grain, providing the Agent appointed 
herein, certifies in writing that such box car is intended for loading 
with grain for the foreign relief program. 

(b) Appointment of Agent and Designation of Duties: 

(1) Homer C. King, Director, Bureau of Service, Interstate Com- 
merce Commission, Washington, D. C., is hereby designated and ap- 
pointed as an agent of this Commission and authorized to appoint 
elevators or delivering carriers in the port areas as permit agents 
under paragraph (a) hereof. 

(2) In appointing elevators and delivering carriers in port areas 
described herein as permit agents Agent King is authorized to pre- 
scribe the terms and conditions under which permits may be issued 
and is authorized at any time to change, revoke or cancel the terms 
or conditions under which permits may be issued. 


Service Order Sets Up Grain Car 
Loading Standards at Country Stops 


The Commission, division 3, has issued third revised serv- 
ice order No. 244, Distribution of Grain Cars, effective from 
12:01 a. m., July 7, until 11:59 p. m., December 31, setting up 
standards in connection with the supply of box cars for grain 
loading at country stations. The revised order supersedes sec- 
ond revised service order No. 244, as amended. It noted that 
the demand for cars at such stations was placing a severe bur- 
den on the car supply and that the need for an equitable dis- 
tribution of cars to obtain a fair supply between all country 
shippers was of vital importance. 

Pertinent provisions of the order follow: 


It is ordered, That: 

(a) Definitions. (i) The term ‘‘prompt loading,’’ as used in these 
rules, is intended to mean that a car placed for loading not later than 
12:00 noon must be loaded and billing instructions tendered on or before 
10:00 a. m. the following business day, failing which, such car will be 
charged against the consignor’s or shipper’s allotment as an additional 
empty for each succeeding day held for loading, or for billing instruc- 
tions. 

(ii) The term ‘‘blocked elevator,’’ as used in these rules, shall be 
held to mean an elevator containing grain to at least 90 per cent of its 
rated capacity and that the carrier’s agent has been notified to this 
effect in writing and other consignors or shippers have been given an 
opportunity for verification. The term ‘‘rated capacity’’ shall be held 
to mean the capacity filed with state authorities as basis for license. 

(iii) The term ‘grain’? means barley, buckwheat, corn, grain 
sorghums, oats, rye, spelt and wheat; also soybeans and flaxseed. 

(iv) For the purpose of this order, where a shipper owns, leases, 
operates or manages more than one grain loading facility served by 
one common carrier at a given station all such facilities shall be con- 
sidered as a unit and the term ‘‘elevator’’ shall be construed accordingly. 
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(b) Cars not to be furnished or supplied for grain loading. No com- 
mon carrier by railroad subject to the interstate commerce act shall 
supply or furnish any car to any consignor or shipper of grain for load- 
ing and transportation unless such consignor or shipper has first: 

(i) Advised the carrier’s agent daily of the total quantity of grain 
on hand available for tender for rail shipment the following day, and 

(ii) Made a written order on the carrier’s agent (see Note below) 
for cars wanted for grain loading showing the (a) date of order, (b) 
number of cars wanted, (c) whether car is for bulk or sacked grain, 
(d) destinations, (e) date wanted to load, (f) quantity of each kind of 
grain on hand and conveniently located for prompt loading tendered 
for rail shipment, and (g) name of shipper. 

Note.—Orders from shippers served by more than one railroad shall 
be placed jointly when cars are required from more than one carrier, 
Copies of all orders, whether single or joint, shall be sent as informa- 





tion to each of the other roads serving the industry. Such combined Cc 
orders shall not exceed the total grain conveniently located for prompt 
loading tendered for shipment. an 

(c) Distribution. After a consignor or shipper has complied with the 
paragraph (b) hereof, each common carrier by railroad subject to the li 
interstate commerce act shall supply a car or cars to such consignor or le 
shipper but such carrier or carriers shall distribute its cars available Pa 
for grain loading in accordance with the following standards: 

(i) 1. Number of cars ordered. ‘ 

2. Quantity of grain on hand for immediate shipment as shown in§ in N 
(b)(1) of this order (expressed in car loads). that 

3. Number of cars which can actually be loaded per day. Char 

Whichever of the above standards required the least number of 
cars shall govern, and shall establish the ratio among the distributors crea: 
to the cars available. ; 

(ii) In case one or more elevators at a station are blocked, the § the ! 
available cars shall be distributed as follows: the first car to first § 10 p 
elevator blocked and thereafter during such time as elevators remain § in S 
blocked cars shall be distributed consecutively to blocked elevators in § tains 
the order in which they became blocked until the blocked condition in such 
all elevators is relieved. After each blocked elevator has been furnished 
one car, any cars remaining will be furnished all shippers at such sta- incre 
tion in accordance with the provisions of paragraph (c) hereof. 

(d) Application. (i) The provisions of this order shall apply to appl 
intrastate as well as interstate commerce. crea 

(ii) This order shall apply only at country loading points located § jner 
in the United States. in li 

et Part 

DEMURRAGE APPLICABLE TO REFRIGERATORS 20 p 

In his supplement No. 30 to Circular CSD-275, Chairman a 
Kendall, of the car service division of the Association of Ameri- } oyry 
can Railroads, says: and 

Question has arisen as to whether Amendment 14 to Fourth Revised No. 
Service Order 180 affected the scheduled expiration of Amendment 12. | CON 

Amendment 12 provided for demurrage charges lower than the rates | Con 
previously in effect in accordance with Amendment No. 5. Amendment § the 
No. 12, however, carried an expiration date of 7 a. m., July 1. 

Amendment No, 14 changed the expiration of the service order to and 
7 a.m., December 31, 1947, but it did not change the expiration date of ° 
Amendment No. 12. ings 

Demurrage charges now applicable to detention of refrigerator cars Alsc 
after expiration of free time are those set forth in paragraph (a)(2) of § ord 
the service order as modified by Amendment No. 5, namely, $2.20 per — No. 
car per day the first 2 days, $5.50 for the third day, $11 for the § ejsjx 
fourth day, $22 for the fifth day and $44 per car per day thereafter. 

We are advised by the Bureau of Service that the charges appli- ial 
cable for detention after 7:00 a. m., July 1 are to be determined by cla. 
the number of days each car has been detained prior to that date. _ 

Tor 
vac 
oO. D. T. DEFERMENT POWER REVOKED 

The Office of Defense Transportation, July 2, revoked ad- 

ministrative order O. D. T. 33, by which, under rules issued 

by the Selective Service System, the O. D. T. was authorized 
to act as agent for the Civilian Production Administration to § pan 
certify for deferment from induction into military service trans- § latt 
portation workers who qualified under the rules issued by na- § °rig 
tional headquarters of the system in August, 1946. The O. D. T. § Sup 
administrative order became effective September 3, 1946. ‘ain 
pp. 
Oo. D. T. POTATO PERMIT EXTENDED of t 
By amendment No. 2 to general permit revised 29 under 4 
general order O. D. T. 18-A Revised, the Office of Defense § ;,;, 
Transportation has extended indefinitely from June 30 the § tio; 
provisions of the permit, allowing shipments of new immature § 23: 
Irish potatoes known as “Bliss Triumphs” to be loaded to a @ wo 
weight of not less than 30,000 pounds when packed in sacks, § ma 
paper, cloth or burlap; and to not less than 31,500 pounds @ °%: 
when packed in boxes, crates, barrels, baskets or tubs. mr 
HANDLING CARBON DISULFIDE of 
The Manufacturing Chemists’ Association has announced “y 
the publication of Chemical Safety Data Sheet SD-12 on carbon § ,,, 
disulfide, the twelfth in the series of chemical product safety § ha; 
manuals being prepared by it. The manuals present essential J rec 
information for the safe handling and use of chemical products. @ rat 
The latest bulletin may be obtained at 20 cents a copy from the # Pe 
association, 608 Woodward Building, Washington 5, D. C. cla 
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July 12, 1947 


Class Rate Increase of 22.5 Per Cent 
in Lieu of Ex Parte 162 Granted 


Carriers ordered to apply the prescribed increases 
and decreases in No. 28300 to the 1945 rates and may 
then increase the resulting rates by 22.5 per cent in 
lieu of the class rate increases authorized in Ex 
Parte 162 


The Commission has issued its second supplemental report 
in No. 28300, Class Rate Investigation, 1939, and embraces in 
that report Ex Parte 162, Increased Railway Rates, Fares and 
Charges, 1946, so far as the latter proceeding related to in- 
creases in class rates in the territory involved in No. 28300. 

The supplemental report requires the carriers to establish 
the interim class rates prescribed in No. 28300 (an increase of 
10 per cent in Official Territory, and a decrease of 10 per cent 
in Southern Territory, and in states east of the Rocky Moun- 
tains), without prejudice to the filing of new tariffs increasing 
such revised class rates 22.5 per cent in lieu of the general 
increases in class rates authorized in Ex Parte No. 162. 

At the Commission it was explained that the carriers would 
apply to the rates in effect in May, 1945, the prescribed in- 
creases and reductions ordered in No. 28300. They may then 
increase the resulting rates by 22.5 per cent in all territories 
in lieu of the general increases in class rates granted in Ex 
Parte 162, which were: 25 per cent within Official Territory; 
20 per cent within and between other territories; and 22.5 per 
cent between Official Territory and other territories. 

Commissioner Splawn, concurring in part, said he con- 
curred in the finding that the Commissioner’s order Nos. 27460 
and 27461, permitting postponement of the effective date of the 
No. 28300 class rates, should be vacated, but said he was not 
convinced by anything in the supplemental report that the 
Commission was justified in undertaking to modify or change 
the findings in Ex Parte 162. 

Attached the report was an order in Ex Parte No. 162, 
and Ex Parte No. 148, modifying the order in those proceed- 
ings insofar as it affected the class rates included in No. 28300. 
Also attached to the report were supplemental fourth section 
order No. 15410, and third supplemental fourth section order 
No. 15650, amending those orders in conformity with the de- 
cision in No. 28300. 

Also attached to the report was amendment No. 5 to spe- 
cial permission No. 31715, in Ex Parte Nos. 162 and 148, fur- 
ther amending the special permission to authorize departure 
from the Commission’s tariff-publishing rules, together with 
vacations of special permissions Nos. 27460 and 27461. 


The Commission’s Report 
Following is the text of the Commission’s report: 
























































































































































































Antecedent steps taken in this proceeding, and also in the com- 
panion proceeding, No. 28310, Consolidated Freight Classification, which 
latter proceeding is not now immediately before us, are set forth in the 
original report upon both proceedings, 262 I. C. C. 447, and the First 
Supplemental Report, 264 I. C. C. 41, of May 15 and October 30, 1945, 
respectively. 

As shown in our 59th Annual Report to Congress, November 1, 1945, 
pp. 29-31, and 60th Annual Report, 1946, pp. 29-30, and in the opinion 
of the Supreme Court of the United States May 12, 1947, 331 U. S. —, 
in State of New York et al. vs. The United States of America et al., 
following our report and supplemental report herein, we made an 
interim order requiring (among other things) that pending the comple- 
tion of the new uniform classification then found to be requisite in No. 
28310, which the railroad carriers involved have formally stated they 
would undertake to make, certain interim readjustments should be 
made, based upon the existing classifications, as a temporary measure 
of relief from the violations of the Interstate Commerce Act found in 
parts I and II of our original report herein. 

As summarized in our 59th Annual Report, p. 30: 


‘In part III, as a temporary measure of relief from the violations 
of the act found in parts I and II of our decision, and for an interim 
period until a uniform classification of freight can be established, all 
of the present class rates in and between southern, western trunk line, 
and southwestern territories, and between those territories on the one 
hand and official (eastern) territory on the other, are required to be 
reduced 10 per cent, subject to certain minima. All of the present class 
rates within official (eastern) territory are required to be increased 10 
Per cent. This will greatly reduce the differences in the levels of the 
Class rates in the various class-rate territories. The minimum charge 
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per shipment on less-than-carload shipments moving at class rates is 
increased from 55 to 75 cents. These interim changes are ordered to 
become effective November 30, 1945.’’ 

And we found such interim rates to be just and reasonable. The 
railroad respondents undertook the publication of the required tariffs 
to be filed with us and published as required by our order, but were 
prevented by a printers’ strike, and for cause shown by our order of 
October 26, 1945, the effective date of the interim adjustment was post- 
poned until January 1, 1946. 


Injunction Granted 


The railroads filed tariffs in time to constitute a compliance with 
the order of October 26, 1945, as to time, and as to the original order 
and the order upon the first supplemental report, and the interim ad- 
justment found to be requisite and ordered to be made was in a fair 
way to becoming effective, when suits were brought in a district court 
of the United States under the provisions of the urgent deficiencies act, 
1913, 38 Stat. 29, to enjoin us from enforcing our interim order, and to 
secure a decree vacating and annulling our orders. These suits were 
brought by the state of New York and eight other states in Official 
Territory (the governors of the New England States intervening), and 
by the Atchison, Topeka & Santa Fe Railway Co. and other railroads 
in the western district (called the Western Lines). 

After a preliminary hearing, an interlocutory injunction was 
granted, December 21, 1945, State of New York vs. United States, 65 
Fed. Supp. 856, 860. 

Confronted by the interlocutory injunction pendente lite, on De- 
cember 27, 1945, we entered Special Permission Orders Nos. 27460 and 
27461, permitting the respondents in this proceeding and also other 
carriers that had published and filed like tariffs to file supplements to 
their tariffs 

‘*. . . to postpone or suspend until the further order of the Commis- 
sion the effective date of rates and provisions published in purported 
compliance with the Commission’s orders in Dockets Nos. 28300 and 
28310, and rates and provisions related thereto, upon not less than one 
day’s notice to the Commission and the general public by posting and 
filing in the manner required by law.’’ 


Necessary permission to deviate from technical requirements in 
these tariffs was accorded, and by appropriate tariffs filed under this 
permission the rail carriers and others filed supplements that suspended 
the effectiveness of those that had been filed in compliance with our 
orders. These orders were compelled, and we stated in each of them 
that the permission for postponement was in pursuance of the order 
of the district court referred to. 

The injunction proceedings came on before the district court on the 
merits, and on May 9, 1946, the court adopted our findings as its own, 
and dismissed the petitions, the dismissal in the case of the Western 
Lines being without prejudice to another suit to restrain the enforce- 
ment of the ad interim rates if they are found, after a fair test, to be 
confiscatory, 65 Fed. Supp., at page 860. However, the interlocutory 
injunction was allowed to remain in effect pending appeal to the Su- 
preme Court. The United States and the Commission moved in the 
Supreme Court to vacate the interlocutory injunction pending appeal, 
but the motion was denied. 

Appeal was taken by the petitioners in both cases to the Supreme 
Court, which on May 12, 1947, rendered its decision, stating its ultimate 
conclusion that: 

“The injunction staying the orders of the Commission is vacated 


and the judgment of the District Court dismissing the petitions is 
affirmed.’’ 


Injunction Vacated 


The petition of the state of New York and others for rehearing was 
denied by the Supreme Court promptly: none was filed by the Western 
Lines, petitioners, in their independent proceeding in the District 
Court, or as interveners in the suit brought by the state of New York 
and other states. The decree entered by the Supreme Court is in con- 
formity with its conclusion above recited, The mandate, following the 
direction of the Supreme Court, provides, in part: 

“It is further ordered, That the injunction of the District Court 
staying the orders of the Interstate Commerce Commission herein be 
and the same is hereby vacated.’’ 

No further court action is necessary to vacate the injunction, which, 
as heretofore recited, furnished the predicate upon which we permitted 
the carriers to file supplements that suspended or postponed the effec- 
tive date of the tariffs that had been filed in purported conformity with 
our orders in this proceeding. 

Our orders Nos. 27460 and 27461, entered December 27, 1945, per- 
mitting the suspension or postponement of the rates required as an 
interim adjustment, being made under compulsion of injunction orders 
that are now vacated, should likewise be vacated, and the rates re- 
quired should become effective according to the terms of the suspended 
tariffs as filed. Our decisions and findings although made during the 
pendency of the appeal above referred to, and other matters that were 
brought to the attention of the Supreme Court for its judicial notice, 
indicate that the rates stated in these tariffs may well be permitted to 
be increased in conformity with our general findings in Increased Rail- 
way Rates, Fares, and Charges, 1946, 264 I. C. C. 695, decided June 20, 
1946, and the report on further hearing, 266 I. C. C. 537, decided Decem- 
ber 5, 1946, docketed as Ex Parte No. 162. By reference those reports 











were considered as before the Supreme Court, as disclosed by the dis- 
cussion of their effect; and we likewise will consider them in deter- 
mining whether the tariffs filed to become effective January 1, 1946, 
suspended pursuant to an injunctive order now vacated, should go into 
effect according to their terms or be permitted to be increased to comply 
with the general tenor of the findings in the reports last cited. (Other 
supplementary reports have been issued, considered here immaterial.) 

On April 15, 1946, substantially all the class I railroads and some 
other smaller railroad carriers petitioned for authority to make effective 
increases in their freight rates and charges, and to maintain without 
expiration date their present passenger fares and charges. This peti- 
tion was based upon increases in the wages of their employes, and in 
the price of railway materials and supplies, and an alleged decline in 
the volume of railway traffic and railway revenue. Supplementary peti- 
tions of similar character were filed by other railroad carriers, water 
earriers and freight forwarders. We conducted a hearing, and heard 
argument, and on June 20, 1946, in Increased Railway Rates, Fares, 
and Charges, 1946, supra, 264 I. C. C, 695, permitted certain increases 
to be made by these carriers and forwarders, that became effective 
July 1, 1946. Further hearings were necessary, and were held, and our 
decision of December 5, 1946, 266 I. C. C. 537, modified in important 
respects the findings in the original report, and granted considerably 
enlarged permission to make increases, which generally became effec- 
tive January 1, 1947. As to freight rates and charges, these increases, 
except for casual changes, are still in force. 

The basis for the increases authorized, and found to be just and 
reasonable, may be summarized in the language of the syllabus to the 
report on further hearing, 266 I. C. C. 537: 

‘1. The national transportation policy and the rule of rate making 
(section 15a) found to require that there be substantial increases in the 
basic freight rates and charges of railroads and water carriers and 
continued maintenance of the present temporarily increased basis of 
passenger fares and charges. Basic freight rates and charges and pas- 
senger fares and charges so increased, or authorized to be continued, 
found to be just and reasonable. 

“2. Except as otherwise specifically provided, all basic freight rates 
and charges of petitioning rail and water carriers may justly and rea- 
sonably be increased by 20 per cent. Basic freight rates and charges 
defined. 

“3. Various increases in basic freight rates and charges on specific 
commodities and services found to be just and reasonable. 

‘“‘4. Except as otherwise provided, class rates, and less-than-carload 
rates, and rates on articles under the general commodity group of 
manufacturers and miscellaneous, and on any-quantity traffic may 
justly and reasonably be increased 25 per cent within official territory, 
20 per cent within and between other territories, and 22.5 per cent 
between official territory and other territories. 

“5. Just and reasonable rules for the application of increases 
prescribed. 

“6. The increase in passenger fares authorized by our order in Ex 
Parte No. 148, dated January 21, 1942, as modified by our order in 
Ex Parte No. 148, dated October 30, 1945, authorized to be continued 
in effect without expiration date, and for the future found to be just 
and reasonable. 

“7. Freight forwarders authorized to increase their rates and 
charges simultaneously and ratably, or in direct proportion to analogous 
or corresponding increases made in the freight rates and charges of 
the common carriers whose facilities and transportation services they 
use. 

“8. Record held open for the purpose of giving consideration to 
any necessary readjustments or corrections which the circumstances 
may warrant.”’ 


In the Supreme Court it was argued by the appellants that the 
granting of these nation-wide increases in all freight rates rendered 
the interim orders of the Commission, issued prior thereto, obsolete and 
unenforcible. To support this claim it was urged that we had found 
greatly different conditions affecting transportation rates in the later 
general increase than in the proceedings leading up to the interim 
orders; that the greater increases allowed in Official Territory than 
elsewhere undo the uniformity policy on which the interim orders are 
framed; and that the enforcement of the orders in view of these 
changed conditions would produce results plainly not contemplated. 
The Court did not uphold these claims. Instead, it held that the pro- 
ceedings before it were not a case where by reason of changed condi- 


tions the record is stale: changed circumstances did not affect the issue. 
The Court said: 


“‘To repeat, this is a proceeding to eliminate territorial rate differ- 
ences not justified by territorial conditions. The general rate increase 
recently granted by the Commission was a revenue proceeding. Revenue 
adjustments can be and are superimposed on such rate structures as 
exist. The fact that revenue adjustments may produce lack of uni- 
formity in rates is not inconsistent with the decision in the present case. 
As we said earlier, section 3 (1) does not dictate a policy of national 
uniformity in rates; it only requires that the lack of uniformity in rates 
among and between territories be justified by territorial conditions. 
The finding of the Commission, if supported by evidence, that the 
revenue needs of carriers in one territory demand a lower or a higher 
rate in that territory is a justification for a difference in rates as be- 
tween that territory and other territories. The order of the Commission 
granting the general rate increase is not before us and we intimate no 
opinion on it. It is sufficient for our present purposes to say that it 
emphasizes the distinction between revenue and rate relationship cases 
and in no way impairs the finding in the present case that the existing 
class rate structure that has prevailed in the several territories stands 
condemned under section 3 (1). Nor is there any inherent inconsistency 
between the interim orders reducing class rates and the recent order 
increasing all rates. The latter was based on conditions in a period 
subsequent to the discrimination proceedings. Whether the general 
rate increase will require adjustments in the new permanent uniform 
scale which awaits the new uniform classification is a question for the 
Commission when the new classification is ready.’’ 


TRAFFIC WORLD 


As stated by footnote 39 in the opinion of the Supreme Court, the 
fact that our order granting the general freight rate increase did not 
affect the orders in No. 28300, ‘‘is made clear by the following provi- 
sion’’ [in the Commission’s order; and see finding 13, p. 745, 264 
iG: G4: 

‘‘That outstanding unexpired orders in other proceedings are hereby 
modified so as to permit the increases in freight rates and charges 
herein authorized to be established; provided, however, that the provi- 
sions of this paragraph shall not be construed to suspend or supersede 
or modify or affect the findings and order entered in Class Rate Inves- 
tigation, 1939, Docket No. 28300, the operation of which is stayed by 
court order. .. .”’ 

We come then to the question whether the increases authorized 
in the class rates in Ex Parte No. 162, as above summarized in the 
syllabus of the report on further hearing in 266 I. C. C.°537, shall be 
superimposed upon the class rates required to be published in conform- 
ity with the interim order that accompanied the report cited. These 
were, as above stated, 25 per cent in Official Territory, 20 per cent 
within other territories, and 22% per cent between Official Territory 
and other territories. The minimum scales prevented the reduction 
from amounting to 10 per cent in many cases, particularly between 
points in zones 1 and 2 of Western Trunk Line Territory and between 
points in Official Territory and points in Western Trunk Line Territory, 
and between points in Official Territory and points in Southern Terri- 
tory. 

That it was the intent in the petition in Ex Parte No. 162 that 
whatever increase we authorized should be imposed upon the rates of 
the petitioners, as if the suspended rates here involved were in effect, 
in the event the pending court review proceedings should result in sus- 
taining our interim order, is clear from our report, 264 I. C. C. 695, 
at page 710: 

“Specifically, the petitioning class I railroads do not propose to 
change in this proceeding the relation between the class rates within 
and between the several territories prescribed by us in Class Rate Inves- 
tigation, 1939, 262 I. C. C. 447, 264 I. C. C. 41. By proceedings brought 
under the Urgent Deficiencies Act, 1913, in the United States District 
Court for the Northern District of New York, nine states in Official 
Territory brought suit to annul our order in that proceeding, and to 
stay all attempts by us to enforce it. In this they were joined by rail- 
roads in Western Territory as interveners. A temporary restraining 
order was granted and was in effect at the time of the hearing in this 
proceeding. While the hearing was in progress before us, the district 
court announced its decision, which sustained our order in the Class 
Rate Investigation, 1939, supra, and adopted our findings of fact in the 
reports cited as its own. The decree was not entered in the district 
court until May 27, 1946, and when entered continued the stay of our 
order for 60 days, conditioned upon an appeal being taken within that 
period to the Supreme Court of the United States, and if the case was 
so appealed, until determination thereof by the Supreme Court. From 
this provision of the decree of dismissal of the suit, the United States, 
the Commission, and other interveners perfected an appeal directly to 
the Supreme Court of the United States, and moved—unsuccessfully— 
for a dissolution of the stay ordered by the district court.’’ 

‘In this situation, only partially developed at the time of the hear- 
ing in this proceeding, the petitioners herein suggest that the 25 per 
cent increase sought should be applied to the class rates in effect at 
the time our order is entered based upon the hearing, conditioned that 
if and when the order in the class rate proceeding becomes effective, 
the same percentage increase shall apply to the class rates prescribed 
in that case.”’ 

This interpretation followed a formal statement to the same effect 
by the chief counsel for the railroads, during the hearing of Ex Parte 
No. 162, on May 8, 1946, which has not been changed, either in that 
proceeding (which as shown, was elaborately further heard), or in the 
proceeding now under consideration, while pending in the courts. 

In carrying out for the future the continuing authority for increases 
in Ex Parte No, 162, the petitioners in that proceeding, having accepted 
without question the Commission’s interpretation of their petition and 
the relief sought to be justified by them, as far as these class rates 
then under suspension are concerned, must accept that interpretation 
as a qualification when the event occurs that they contemplated might 
be possible, namely, that the Commission’s order fixing interim rates 
might eventually be sustained by the courts and become effective. The 
rates that have been sustained are below those approved on any of the 
three bases of percentage increase, 20, 22% or 25 per cent. From in- 
formal telegrams sent us by the respondents in southern, official, and 
western territories, it is clear that they recognize the obligation that 
the increases allowed in Ex Parte No. 162 should be applied to the 
interim class rates approved by us in this proceeding, instead of those 
in effect when they took advantage of our authorization in Ex Parte 
No, 162. They urge that the increase be 25 per cent, as originally applied 
for by them in Ex Parte No. 162. 

The state of New York and the New England governors urge vari- 
ously by telegrams that we enter no order except after the conclusion 
of certain proceedings before us, instituted on our own motion, not 
yet heard, involving charges for pick-up and delivery services and 
small-package charges: and pending action on certain petitions filed by 
official territory lines with respect to rates on less-carload and any- 
quantity freight: and that no order be entered without further hearing, 
or without opportunity to introduce testimony as to changed condi- 
tions, and to present oral argument. 

The unlawful discriminations found by us October 30, 1945, have 
been continued until the present day by proceedings brought by the 
interests last mentioned, upon which temporary injunctions were issued, 
without bond, and without possibility of redress for wrong suffered by 
those aggrieved. The Supreme Court found on May 12, 1947, that the 
record was not stale. We know of no circumstance since that time that 
changes in any material respect the situation as it then existed, and 
the Supreme Court virtually so held in overruling the petition for 
rehearing of some of these interests and issuing its mandate dissolving 
the injunction and affirming the District Court’s order dismissing their 
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petition to vacate our order. The parties are reminded that the proceed- 
ing, No. 28300, now under consideration, remains upon our docket and 
may be reopened for just cause shown upon proper application made 
jn the manner provided by our General Rules of Practice. Necessarily 
general, continuing orders such as here made must be subject to 
change in details as need is shown, Railroad Commission of Wisconsin 
ys. Chicago, B. & Q. R. Co., 257 U. S. 563, at page 591. 

In No. 28300 we ordered the carriers to increase class rates in official 
territory and to reduce class rates in southern and western territories 
(exclusive of mountain-Pacific territory). As shown above, such changes 
in those rates have not become effective. The prior rates and relation 
of rates generally remained in’ effect and were those affected by our 
action in Ex Parte No, 162. Our findings herein contemplate that the 
carriers promptly will effect the relation of rates in the different ter- 
ritories as required by our interim order in No. 28300. It does not follow 
necessarily that the increases authorized in Ex Parte No. 162 should be 
added to the rates resulting from that adjustment. The increases and 
reductions ordered in No. 28300 were designed to bring about a closer 
uniformity in the level of class rates in the respective rate territories. 
When the level and relation of rates prescribed in No. 28300 are made 
effective, we are of the view that a uniform percentage increase under 
Ex Parte No. 162 should be applied. 

We find that the class rates prescribed in No. 28300 may be in- 
creased by 22.5 per cent, in lieu of the percentage increases previously 
authorized in Ex Parte No. 162. Our action in that proceeding accord- 
ingly is hereby modified. We further find that rates so constructed will 
we just and reasonable. 

An appropriate order will be entered under section 6 and section 
4(1), and our previous findings and orders as to interim rates in No. 
98300 will remain in effect, without prejudice, however, to the filing 
of new tariffs in accordance with the findings herein. Orders will be 
entered vacating Special Permission Orders Nos. 27460 and 27461 of 
December 27, 1945, effective 15 days from and after the service of a 
copy thereof upon the respective respondents. An appropriate order 
will be entered in Ex Parte No. 162 modifying the order in that pro- 
ceeding entered December 5, 1946. 

This proceeding will remain upon our docket for such other and 
further orders as may be requisite, upon proper showing. 


Commissioner Splawn Concurs in Part 
In his statement, concurring in part, Commissioner Splawn 


In obedience to a mandatory injunction, we issued orders Nos. 
21460 and 27461 permitting respondents to postpone the effective date 
of the rates published in compliance with our original orders in this 
proceeding. Now that the injunction has been dissolved and our ad 
interim order has been sustained by the Supreme Court we have before 
us the simple procedural matter of vacating orders Nos. 27460 and 
27461, and making effective our ad interim order. 
ing that orders Nos. 27460 and 27461 be vacated, but I am not convinced 
by anything in this supplemental report that we are justified in under- 
taking to modify or change our findings and order in another proceed- 
ing: Ex Parte No. 162, Increased Railway Rates, Fares, and Charges, 
1946, 264 I. C. C. 695, and 266 I.-C. C. 537. 


I concur in the find- 


Commissioner Mitchell, not having been a member of the 
Commission when the proceedings were decided, and Commis- 
sioner Barnard, necessarily absent, did not participate in the 
consideration or disposition hereof, the report said. 


Rates Effective August 23 


The railroads announced July 10 that the changes in class 
rates authorized and directed by the Commission in its second 
supplemental report in the class rate case would become effec- 
tive August 23 on statutory notice. The tariffs effecting the 
changes will be filed July 23. The new rates will reflect both 
the 10 per cent “interim” adjustment and the 22.5 per cent 
increased authorized in lieu of the Ex Parte 162 increases. 


N. Y. State Motor Purchase Involving 
Dual Operations Denied 


The Commission, division 4, by a report and order in MC 
F-3357, Willard Sulzberger—Control; F. D. McKay, Inc.—Pur- 
chase (Portion)—-Howard G. Mathews, has denied an applica- 
tion of F. D. McKay, Inc., Salamanca, N. Y., for authority to 
purchase certain operating rights of Howard G. Mathews, dba 
Mathews Trucking Co., Rochester, N. Y., and of Willard Sulz- 
berger for authority to acquire control of the operating rights 
through the purchase. It said dual operations were involved. 

The report said the rights proposed to be purchased cov- 
ered general commodities between Buffalo, N. Y., on the one 
hand, and, on the other, points in Erie, Chautauqua, and Cat- 
taraugus counties, N. Y. It said that as a matter directly re- 
lated to the transaction, Mathews Trucking Co. requested, in 
the event the proposed purchase were approved and consum- 
mated, that it be issued a certificate authorizing continuance 
of certain operations as a motor carrier of property in and 
through the aforementioned three New York counties. 

Willard Sulzberger, said the report, was president, and 
actually exercised control, of F. D. McKay, Inc., and also con- 
trolled, through ownership of all its capital stock, Willard 
Sulzberger Motor Co., which operated as both a common and 
a contract carrier. 
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Under the authority proposed to be acquired, continued the 
report, F. D. McKay, Inc., would be authorized as a common 
carrier to transport the same commodities as Willard Sulz- 
berger Motor Co., and to serve in common with it all points 
in the three named counties. Said the report: 


In some cases it has been possible to condition approval under 
section 5 in such a manner as to eliminate the objections to dual 
operations, through modification of either the contract or common- 
carrier rights involved. Such action does not appear practicable here, 
since it would require almost complete cancellation of either the 
contract-carrier rights or the common-carrier rights sought to be 
acquired. 

There is another objectionable feature to the transaction. Upon 
consummation of the purchase, vendee (F. D. McKay, Inc.) proposes 
to render service between points on its present regular routes and all 
points in the aforesaid three New York counties. Vendee proposes to 
do this by operating over its regular routes to Salamanca and James- 
town, thence under the irregular-route operating authority acquired to 
Buffalo, and thence also under the irregular-route authority, to other 
points in the three counties. Such operation would not be authorized. 
Under the rights at present, vendor (Mathews Trucking Co.) may not 
transport traffic between Salamanca and Jamestown, on the one hand, 
and other points in the three counties, on the other, through Buffalo. 
G. & M. Motor Transfer Co., Inc., Common Carrier Application, 43 
M. C. C. 497. It follows that, although, under the unified rights, vendee 
could, through the use of Salamanca and Jamestown as gateways, serve 
Buffalo, it could not lawfully operate through Buffalo to other points 
in those counties, If the rights acquired were used in conjunction with 
vendee’s present rights for performance of service only to and from 
Buffalo, where vendee proposes to establish a terminal, the practical 
effect of the transaction would be to extend vendee’s present regular- 
route service from Salamanca and Jamestown to Buffalo. The use to 
which vendee would put the rights would bear little resemblance to 
that intended to be authorized by the considered portion of vendor’s 
certificate, and, if combined with vendee’s existing rights, unauthorized 
use of the irregular-route rights acquired for performance of regular- 
route service would be almost inevitable. Compare Falwell Fast Frt., 
Inc.—Pur.—Draper, and Evans Lines, Inc., 40 M. C. C. 439, and No. 
MC C-246, Transportation Activities of Brady Transfer & Storage Co. 

. . decided February 3, 1947. 


The report said further consideration of the proposal of 
Mathews Trucking Co. for continuance of certain operations 
was unnecessary in view of the division’s denial of the appli- 
cation on other grounds. 


McNAMARA PURCHASE AND CONTROL 


The Commission, division 4, by a report and order in MC 
F-3370, LeRoy Elkins—Control; McNamara Motor Express, 
Inc.—Purchase (Portion)—-George H. Mickow, has approved 
and authorized, subject to condition, purchase by McNamara 
Motor Express, Inc., of Kalamazoo, Mich., of certain operating 
rights of George H. Mickow, doing business as Hammond Mo- 
tor Express, of Hammond, Ind., and acquisition of control of 
the operating rights by LeRoy Elkins, of Kalamazoo, through 
the purchase. 

After stating that the purchase involved regular-route 
rights between Detroit, Mich., and Elkhart, Ind., over U. S. 
highway 112, Michigan highway 205, and Indiana highway 19, 
including intermediate and off-route point authority, the report 
said, in part: 


The vendee has had numerous requests to transport shipments from 
Milwaukee and Chicago to Detroit but, because of the reluctance of 
connecting carriers, who also serve Chicago, to accept the shipments 
through interchange at Battle Creek, it has refused the traffic. The 
considered operating rights of vendor, when unified with those of 
vendee, would afford the latter a direct route into Detroit over which 
it proposes to render an overnight service between Milwaukee, Chicago, 
and Detroit, resulting in a more efficient and economical service to 
shippers, and the saving of from one day to one week in transit time 
between Milwaukee and Detroit. With terminal space which it proposes 
to lease in Detroit, the vendee would have adequate personnel, equip- 
ment, and other facilities to conduct the extended operation. 


Luckenbach Gulf-Pacific Operation 
Extended to Oregon Ports 


Luckenbach Gulf Steamship Co., Inc., New York, has been 
granted authority for extension of operation in the transporta- 
tion of passengers and commodities generally by self-propelled 
vessels between specified Gulf of Mexico ports and North Bend, 
Empire, and Coos Bay, Ore., through the Panama Canal. The 
authority was granted by the Commission, division 4, effective 
September 17, by a report and second amended certificate and 
order in W-512, Sub. 2, Luckenbach Gulf Steamship Co., Inc., 
Extension—North Bend, Empire, and Coos Bay, embracing also 
W-512, Same, Common Carrier Application, and Same, Sub. 1, 
Extension—Good Hope. 

By amended certificate and order issued in Nos. W-512 and 
Same, Sub. 1, on February 24, now superseded and canceled by 
the instant action, said the division, Luckenbach was author- 
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ized to operate by self-propelled vessels in transporting pas- 
sengers and commodities generally between the Gulf of Mexico 
ports of Beaumont and Houston, Tex., Mobile, Ala., New Or- 
leans and Good Hope, La., and Panama City and Tampa, Fla., 
and 34 Pacific coast ports, and in transporting commodities 
generally from Houston to Mobile and Tampa. Said the division: 


The additional ports proposed to be served are located on Coos Bay, 
which is in Oregon about 119 miles south of the mouth of the Columbia 
River, Applicant is presently authorized to serve many ports north of 
Coos Bay and the proposed service would be intermediate, necessitating 
a divergence of about 25 miles from the direct steamship route along 
the Oregon coast. 

Lumber production in the Pacific northwest has been undergoing a 
change in recent years. With less tidewater timber available in the 
Puget Sound, Washington coast, and Columbia River areas, there has 
been a constant increase in the intercoastal lumber cargoes originating 
on Coos Bay. In the Oregon counties of Douglas, Lane, Coos, and 
Curry, which are in the vicinity of Coos Bay, there is a larger stand 
of timber than in any similar area in the United States. 


A present disability of Coos Bay, said the division, was its 
shallow channel that limited ingress and egress to ships with 
drafts of less than 22 feet, six inches. Continuing, it said: 


The loaded draft of a Victory or Liberty type vessel is approxi- 
mately 28 feet, 6 inches. While recommendations are before Congress 
for a proposed ship channel 30 feet deep, it will be some time before 
this is an actuality. Meanwhile, the larger intercoastal ships can only 
partially load at Coos Bay ports, and must go elsewhere to complete 
loading. It follows that to adequately serve these ports, more ships are 
required than would be necessary if it were possible to load full cargoes. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Peanuts ° 


No. 29604, De Soto Candy Co. vs. A. C. L. et al. By divi- 
sion 3. Dismissed. Column 35-V rates, minimum 30,000 pounds, 
on raw shelled peanuts, not salted, in bags, from various points 
in Georgia to Miami, Fla., found not shown to have been or to 
be unreasonable or unduly prejudicial. Complainant sought 
rates for the future, according to the report, to be based on a 
minimum of 50,000 pounds, which minimum was established in 
1942 under O. D. T. order No. 18, asserting that it preferred to 
buy 50,000-pound carloads because it was cheaper to unlodd 
the larger quantity than to unload the additional cars that 
would be required for the lower minimum, as they might arrive 
on different days. The report said no evidence had been intro- 
duced to show that an increase in the carload minimum as 
sought would benefit any shipper other than complainant. 
O. D. T. order No. 18 was an emergency order formulated to 
conserve equipment needed to carry vital war supplies, and it 
might be assumed, said the report, when the emergency was 
over, shippers generally would revert to the lower loadings. 
Moreover, the report said, an increase in the present minimum 
would “further” handicap defendants in meeting truck compe- 
tition, and added that it was ‘‘not the Commission’s policy to 
make alternative rates based on different minima or to raise 
the carload minimum weight for the benefit of a single ship- 
per.” The division said, however, that nothing in its finding 
should be construed to prohibit defendants from establishing a 
rate or rates from the origin points involved to Miami lower 
than those considered in the instant report, “providing that 
such rate or rates do not violate any provision of the interstate 
commerce act.” 

Cotton Piece Goods 


MC C-491, Rhea Manufacturing Co. vs. Acme Fast Freight, 
Inc., et al. By the Commission, Commissioner Splawn. Dis- 
missed. Rate of $2.31 a 100 pounds, published in forwarder 
tariff, on five less-truckload shipments of finished cotton goods 
transported by motor common carrier and Acme Fast Freight, 
Inc., from Danville, Va., to Milwaukee, Wis., found applicable 
and not unjust or unreasonable, on a finding that the ship- 
ments moved in all-forwarder service. The report said the 
complainant sought charges based on an aggregate of interme- 
diate motor carrier rates, the shipments having originated at 
an off-line point of the forwarder. It said the motor carrier 
received a so-called division of the through forwarder rate 
from which, it added, it was evident that the motor carrier 
treated the shipments as received for through movement in 
Acme service. 


Pilots’ and Tail Gunners’ Armor 


MC C-409, The Glenn L. Martin Co. vs. W. T. Cowan, Inc. 
By division 2. On further hearing, charges sought to be col- 
lected on less-truckload shipments of pilots’ and tail gunners’ 
armor, moved in the period from August 7, 1941, to May 3, 
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1946, inclusive, from Newark, N. J., to Baltimore, Md., founqelled 
unreasonable to the extent they exceeded third class rategghigher 
ranging from 58 to 74 cents, in effect when the shipment movedgwere ' 
Finding in prior report, 44 M. C. C. 726, that assailed rates ofttansit 
1% times first class, ranging from $1.25 to $1.59, maintainedgof gra’ 
on airplane parts, n. 0. i., other than cloth and metal or wooggthere 
combined, were applicable and not shown to have been or tqthey |! 
be unjust or unreasonable, modified, and proceeding closeqjson tl 
After discussing analyses of rail and motor ratings on the in4siuture 
volved traffic, the report said it was of significance that moto 
carriers generally, including the defendant, had established 
effective July 15, 1946, a third class 1. t. 1]. rating on steel 
armor, n. o. i., weighing 24 pounds or more a cubic foot, andjrom | 
contrasted earnings of 6.4 to 8.2 cents a ton mile under thosefépplic 
rates and 13.9 to 17.7 cents under the assailed rates. Autho 


ions, 
Fermented Cider e108 


No. 29495, Central City Pickle Co. vs. Alton railroad, et aljpound 
The Commission, division 2. Complaint dismissed. Found nojfdistric 
unreasonable and not shown unduly prejudicial, present ratashort- 
of 29 cents a 100 pounds on fermented cider or vinegar stockgWas & 
shipped from Bailey, Mich., to Peoria, Ill. The report said thaRelief 
complainant sought a rate of 25 cents, 23.8 per cent of the cor#lavinj 
responding first-class rate. It said the division could not a traffic 
sume that competing manufacturers or jobbers at Chicago omfoutes 
points taking the same rates shipped either fermented cider ompoints 
vinegar from origins in Michigan on the Pere Marquette, o 
from origins from which the carrier or carriers that effectivel 
controlled the rates from Bailey to Peoria also controlled the 
rates to Chicago, at rates lower than 27.5 per cent of first clas (Ar 
which was the basis generally applicable and on which the be p: 
present rate from Bailey to Peoria was made. It said the com-§{ Comr 
plainant had not established a prima facie case of undue pref-{ taine 
erence and prejudice. * 


“ 


Imported Rum tion ¢ 
P tificat 


No. 29550, Pensacola Liquor Distributors vs. F. E. C., et alfiee q 
By the Commission, Commissioner Mitchell. Domestic rates ge 
charged on three carloads of imported rum, in glass, in cases, Phila 
weighing 66,640, 56,000 and 46,000 pounds a car, moved in Feb- Track 
ruary and March, 1944, from the Port of Palm Beach, Fla., to hom 
Pensacola, Fla., of 95 cents a 100 pounds for the first 20,000 und 
pounds of each shipment and 76 cents for weights in excess off.ng 
20,000 pounds, found inapplicable. The report said the appli- posed 
cable rate was an import rate of 83 cents, minimum 40,000fp, 4, 
pounds, which was found not unreasonable or otherwise un-finoy 
lawful. Reparation of $103.70, with interest, awarded. * 


Black Strap Molasses 


Fourth Section Application No. 22178, Black Strap Molasses 
Texas to Kansas and Oklahoma. By division 2. Authority 
granted by fourth section order No. 15789, subject to a 50 pe 
cent circuity limitation, to establish and maintain rates not 
lower than 33 cents a 100 pounds on black strap molasses, in 
tank-car loads, from Galveston, Houston, Sugar Land, and 
Texas City, Tex., to Kansas City, Mo.-Kan., and other point 
in Kansas and Oklahoma, without observing the long-and-short- 
haul part of the fourth section. Temporary relief was given 
by fourth section order No. 15608. The report said the purpose 
of the relief sought was to enable applicants having circuitous 
routes to meet the rates of direct and competing routes without 
reducing present rates at intermediate points on their longer 
routes. 
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Lignum-Vitae Logs 


No. 29388, Lignum-Vitae Products Corporation vs. Alabama 
Great Southern Railroad Co., et al. The Commission, division 2, 
Commissioner Splawn dissenting in part. Reparation awarded. 
Found that assailed rates a 100 pounds on lignum-vitae logs, in 
carloads, from New Orleans, La., and Tampa, Fla., to Jersey 
City, N. J., were unreasonable to the extent that they exceeded 
59 cents prior to May 15, 1943, and 56 cents on and after May 
15, 1943, to August 19, 1944, inclusive, minimum 60,000 pounds, 
but were not thereafter and were not now unreasonable. 
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Grain 


I. and S. No. 5422, Routing Grain to California. The Com- 
mission, division 3. Order of suspension vacated, as of July 19, 
and proceeding discontinued. Found just and reasonable, sched- 
ules proposing cancellation of joint commodity rates on grain 
and grain products, in carloads, from points in Idaho, Oregon, 
Montana, Wyoming, and Utah to points in California, over! 
routes through Klamath Falls, Ore. The report said the sched- 
ules had been filed to become effective August 23, 1946, by the 
respondent railroads. On protest of the U. S. Department of 
Agriculture and others, the schedules were suspended to March 
23, 1947, and by voluntary action of the respondents, the effec: 
tive date of the schedules was later postponed until Septembe 
23, said the report. It added that the rates proposed to be can- 
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1., foungeelied applied over an indirect route, and _were substantially 
ss ratesgtigher than those over the direct routes. Those rates, it said, 
t moveggwere voluntarily established by the respondents so as to make 
rates offttansit arrangements available at Klamath Falls on shipments 
1intaineqpof grain from specified origins to California destinations. It said 
or woodthere had been no movement under those rates in the period 
en or tothey had been in effect, and the record warranted the conclu- 
x closeqjsion that there would be no movement under those rates in the 
n the in-#uture. 

at moto Aluminum Sheet 

tablished : MEL ; 

on steel Fourth Section Application No. 22032, Aluminum Sheet 
foot, andjirom Chicago, Ill., to Louisville, Ky., embracing fourth section 
ler thosef@pPlications Nos. 22032, as amended, and 22128. By division 2. 
Authority granted by fourth section order No. 15792, on condi- 
tions, to establish and maintain a rate not lower than 33 cents 
a 100 pounds on aluminum sheet, in carloads, minimum 40,000 
ad, et algpounds, from Chicago, Ill., and points in the Chicago switching 
ound nojffiistrict, to Louisville, Ky., without observing the long-and- 
sent rata@short-haul provision of the fourth section. Temporary relief 
ar stockgwas given by fourth section order No. 15554, as supplemented. 
said thaRelief was sought, the report said, to enable the applicants 
‘the cor#iaving circuitous routes to participate in the movement of the 
1 not as4traffic from Chicago to Louisville in competition with the direct 
1icago omfoutes, without reducing the present rates at intermediate 
| cider ompoints on their longer routes. 
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Commission Motor Reports 
(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 3647 Sub. 73, Public Service Interstate Transporta- 
tion Co., Newark, N. J., embracing also Same, Sub. 75. Cer- 
tificate granted, in Sub. 73; denied in Sub. 75, Commissioner 
C., et alice dissenting in part. In Sub. 73: Passengers and their bag- 
stic TateShhase, in roundtrip special operations, beginning and ending at 
in CaS€s,Philadelphia, Pa., and extending to Monmouth Park Race 
d in Feb-Itack, Oceanport, N. J., over irregular routes, in the period 
1, Fla., toftrom May 1, to November 15, each year. In Sub. 75, the report 
rst 20,000lound that the applicant had failed to establish that present 
and future public convenience and necessity required a pro- 

















excess of 


the appli-lioced extension of operations between Laurelton and Asbury 
im 40,000fark, .N. J., on the one hand, and Monmouth Park, on the 
rwise UN-ither. 

d. *MC 75698, Sub. 1, Lehigh Valley Transportation Co., Al- 
lentown, Pa., embracing also MC 107345, Easton & South 
Bethlehem Transportation Co., Allentown. Certificates granted. 
In MC 75698, Sub. 1, passengers, between Easton, Pa., and the 
Borough of Wilson, Pa., over a described route, serving all 
intermediate points. In MC 107345, passengers, between Easton 
and Palmer township, over a described route, serving all inter- 
mediate points. : 
*MC 106236, Blue Ridge Transportation Co., Inc., Kings- 
fort, Tenn. Certificate granted. Over irregular routes, petro- 
eum and petroleum products, in bulk, in tank trucks, from 
Lookout Mountain, Ga., to specified Tenn. points, and damaged 
or rejected shipments of the same commodities in the reverse 
direction. 

*MC 107073, Elmer Hankey, Newark, N. J. Permit granted. 
New furniture, uncrated, from Newark, N. J., to points in Pa., 
Md., Del., N. Y., Conn., R. I., Mass., N. H., Vt., and Washing- 
ton, D. C., and rejected shipments of new furniture from the 
aforementioned destination points to Newark over irregular 
routes. 

*MC 107344, Kenosha Yellow Cab & Transfer Co., Kenosha, 
Wis. Certificate granted. Passengers and their baggage in 
roundtrip charter operations, beginning and ending at Racine 
and Kenosha, Wis., and at points in Racine and Kenosha coun- 
ties, Wis., within 15 miles of Racine and Kenosha, and extend- 
ing to points in Minn., Ill., Ind., O., and Mich., over irregular 
toutes. 

*MC 107432, Delcon Service Co., Philadelphia, Pa. Cer- 
tificate granted. Stoves and stove parts between Philadelphia, 
Pa, and Camden, N. J., on the one hand, and, on the other, 
Points in New Castle county, Del., and Mercer, Monmouth, 
Qcean, Burlington, Camden, Gloucester, Salem, Cumberland, 
Atlantic and Cape May counties, N. J., over irregular routes. 

*MC 52581, Sub. 5, Kenneth Subler, dba Subler Transfer, 
Versailles, O. Permit denied. Specified commodities from Lan- 
taster, Pa., to Indianapolis and Richmond, Ind., and Cincin- 
nati, O., and rejected shipments on return, over irregular 
Toutes. 

*MC 10872, Sub. 13, Be-Mac Transport Co., Inc., St. Louis, 
Mo. Certificate granted. General commodities, with exceptions, 
Serving specified points in Mo., and IIll., in the vicinity of St. 
uis, Mo., as intermediate or offroute points in connection 
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with applicant’s presently authorized regular route operations 
from and to St. Louis. 

*MC 15204, Sub. 7, Raymond Lee Dance, dba R. L. Dance 
Trucking Co., Cincinnati, O. Certificate granted, subject to 
conditions, to Dance Freight Lines, Inc., successor-in-interest 
to applicant. General commodities, with exceptions, between 
Cincinnati, O., and Winston-Salem, N. C., between Kings Moun- 
tain, N. C., and Spartanburg, S. C., and between Lexington, 
Ky. and Chattanooga, Tenn., over alternate routes for operat- 
ing convenience only. 

*MC 20783, Sub. 13, Tompkins Motor Lines, Inc., Nash- 
ville, Tenn. Certificate granted. General commodities, with 
exceptions, over irregular routes, between Nashville and Mur- 
freesboro, Tenn., on the one hand, and, on the other, Greens- 
boro, N. C. 

*MC 25643, Sub. 5, W. E. Everts, Aberdeen, Wash. Cer- 
tificate granted on reconsideration. Formaldehyde, in bulk, in 
tank trucks, from Springfield, Ore., to Seattle, Wash., and re- 
jected shipments in the reverse direction, over irregular routes. 

MC 31386, Sub. 1, Earl Sliver, dba Sliver Truck Line, Ger- 
mantown, O. Certificate granted. Unmanufactured tobacco, in 
containers, from Germantown, O., to Frankfort, Ind., and 
empty tobacco containers in the opposite direction, over irregu- 
lar routes. Commissioner Lee dissented in part. 

*MC 36394, Sub. 12, W. H. Johnson, dba Great Southern 
Coaches, Jonesboro, Ark. Certificate denied. Passengers and 
their baggage, and express, mail and newspapers between New- 
port and Little Rock, Ark., over U. S. highway 67, with service 
at all intermediate points. 

*MC 60850, Sub. 10, McDonough Motor Express, Inc., 
Meridian, Miss. On reconsideration, certificate granted subject 
to conditions, to Dixie Highway Express, Inc., as substitute 
applicant. General commodities, with exceptions, between 
Clanton and Selma, Ala., over Ala. highway 22, as an alternate 
route for operating convenience only. 

*MC 76266, Sub. 41, Merchants Motor Freight, Inc., St. 
Paul, Minn. Certificate denied. General commodities, with ex- 
ceptions, over a specified route between Chicago, Ill., and 
Cameron, Mo. 

*MC 87431, Sub. 7, Gilbertville Trucking Co., Inc., Wheel- 
wright, Mass. Certificate granted. General commodities, with 
exceptions, over irregular routes, between the town of Hard- 
wick, Mass., and New York, N. Y., and points in N. Y., and 
N. J., within 20 miles of New York City. 

*MC 104287, Sub. 2, A. F. Posnik, dba A. F. Posnik & Co., 
Detroit, Mich. Certificate granted. Petroleum and petroleum 
products, in bulk, in tank trucks, from Toledo, O., and points 
within four miles thereof, to a designated area in Mich., and 
from points in Isabella county, Mich., to a specified territory 
in O., over irregular routes, with return of rejected shipments. 

*MC 105503, Schirmer Transportation Co., Inc., St. Paul, 
Minn., embracing MC 105512, Terminal Transport Co., St. Paul, 
MC 10386, Sub. 4, Rapid Transit, Inc., Marshfield, Wis., and 
MC 106046, Sub. 2, William Quist, dba Petroleum Carriers Co., 
Minneapolis, Minn. Certificates granted. Petroleum products, 
in bulk, in tank trucks, from and to specified points in Minn., 
and — over irregular routes, with return of rejected ship- 
ments. 

*MC 106450, Sub. 1, Atlas Moving Service, West Haven, 
Conn. Certificate granted. Boats, uncrated and unboxed, not 
exceeding 100 pounds in weight, from New Haven, Conn., to 
points in Mass., N. J., N. Y., Pa., and R. I., of new furniture, 
uncrated and unboxed, from New Haven and West Haven, 
Conn., to points in Mass., N. J., N. Y., Pa., and R. L, and new 
furniture frames, uncrated and unboxed, between Hamden, 
Conn., and points in the New York, N. Y., commercial zone, 
over irregular routes in each instance, and return with rejected 
shipments. 


Requirements of Greyhound es 
Stock Split Modified 


The Commission, division 4, has issued a supplemental 
report in connection with the three-for-one stock split author- 
ized in Finance No. 15388, Greyhound Corporation Stock, elimi- 
nating a condition that the applicant transfer $3,382,441.77 
from its surplus account to its capital stock account. The re- 
port requires that the applicant not declare to pay any dividend 
or distribution of earnings if, after such payment, the amount 
remaining in the earned surplus account would be less than 
$7,382,442. 

The report said the required transfer of $3,382,441.77 from 
surplus would require payment of about $93,000 federal stamp 
taxes, and that the applicant desired to avoid payment of the 
tax, contending that the purpose of the order was to assure 
stockholders the surplus would not be dissipated by dividends 
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or other distribution of earnings. The division said it was of 
the opinion that under the circumstances the modification pro- 
posed by the applicant (to hold the surplus at $4,000,000) would 
be of no real effect, and that its earned surplus account should 
not be reduced below $7,382,442. That requirement was made 
pending further order of the Commission. 

Commissioner Mahaffie dissented, saying it was an appli- 
cation “for our help in avoiding the payment of a tax which is 
apparently payable if the stock split as approved by us is car- 
ried out.” He added he thought a better way to avoid it would 
be “for us to reverse our action approving the application,” and 
that he had indicated some of the reasons he thought that 
course desirable in a separate expression attached to the prior 
report. 





1. C. C. ACCIDENT REPORTS : 

A rear-end collision between an Atlantic Coast Line freight 
and a passenger train at Valdosta, Ga., May 9, that resulted 
in the injury of 17 passengers and 27 employes, was caused by 
failure to provide adequate protection for the preceding train, 
according to a report of the Commission, by Commissioner 
Patterson, in Investigation No. 3103. In this territory, said the 
report, trains were operated by timetable and train orders only. 
It said that if an adequate block system had been in use, the 
passenger train would have been required to stop at a signal 
at the entrance to the occupied block, and the accident might 
have been prevented. 

Derailment of a passenger train on the St. Louis-San Fran- 
cisco Railway near Mansfield, Mo., on May 30, which resulted 
in the death of two train-service employes, and the injury of 
14 passengers, six railway-mail clerks and two express mes- 
sengers, was caused by a broken rail, according to a report by 
the Commission, written by Commissioner Patterson, on inves- 
tigation of the accident, No. 3105. 


MOTOR MINIMA EFFECTIVE DATE POSTPONED 


By an order in MC C-360, Minimum Class Rate Restric- 
tions—Central and Eastern States, the Commission, by Com- 
missioner Lee, has postponed the effective date of the Commis- 
sion’s orders in the proceeding from July 1, to January 1, 1948. 
In its order of March, 1945, in the proceeding, the Commission, 
division 2, prescribed reasonable bases for class-rate restric- 
tions or “stops” to be used by the respondent motor carriers 
in order either to exclude low-rated and allegedly unprofitable 
traffic or to transport such traffic at rates higher than those 
normally applicable. It did not require any carrier to estab- 
lish such stops, but said if they were maintained they must 
na ee on the bases prescribed for single-line and joint- 
ine c. 


WILLIAMS TARIFF STRICKEN 


The Commission, division 2, has ordered stricken, effective 

June 24, tariff MF-I. C. C. No. 2 and power of attorney MFXA 
3 No. 1, filed by R. L. Williams, doing business as R. L. Williams 
Tank Line, of Enid, Okla. 
_ The action was taken following revocation of a certificate 
issued in MC 2076, by an order entered in October, 1946, in MC 
C-494. The instant order said R. L. Williams, after having been 
requested to cancel his effective tariff and power of attorney, 
had refused to do so. 


UNITED VAN CONTROL INQUIRY BROADENED 

The Commission, division 4, has issued a supplemental 
order in MC F-3457, Geitz Storage & Moving Co., Inc., et al.— 
Investigation of Control—-United Van Lines, Inc., in which, on 
its own motion, it had instituted an investigation into and con- 
cerning possible violation of the provisions of section 5(4) of 
part II of the interstate commerce act in the control and man- 
agement of United Van Lines, Inc., of St. Louis, Mo. (See 
Traffic World, May 10, p. 1456.) 

The supplemental order adds the names of 84 household 
goods carriers to those named in the order instituting the in- 
vestigation. 


M. P. REORGANIZATION BALLOTS 


By an order and notice in Finance No. 9918, Missouri Pa- 
cific Railroad Co. Reorganization, the Commission, division 4, 
has ordered the submission of a plan of reorganization ap- 
proved by the Commission and the court in this proceeding to 
the stockholders and creditors of specified classes for accept- 
ance or rejection under the provisions of section 77 of the 
bankruptcy act. It said holders of such securities on August 
5, 1947, would be entitled to vote on the plan and that copies 
of the plan, the ballots and other requisite material would be 
mailed to the stockholders and creditors entitled to vote, on 
or about August 5. 

The notice, issued by Secretary Bartel, said that in order 
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that a ballot might be valid, it must be filled out in duplicate 
and filed with the Commission on or before September 19, or 
the envelope containing the ballot must bear postmark show- 
ing that it was placed in the mail on or before that date. Ballots 
executed by persons outside the continental United States, in 
order to be valid, must be returned to the Commission’s office, 
Washington 25, D. C., not later than October 6, said the notice. 


COTTON BELT NOTE EXTENSIONS 


Subject to return to the Cotton Belt of its properties now 
held by the trustee in bankruptcy, the Commission, division 4, } 
by a report and order in Finance No. 15724, St. Louis South-} 
western Railway Co. Securities, has authorized extension of} 
certain notes, after payment of 20 per cent on those held by| 
Chase National Bank of the City of New York and the Missis- } 
sippi Valley Trust Co. 

The authority is to issue a note of $17,882,250 to Southern | 
Pacific Co., together with a noninterest-bearing note for 
$1,000,000 in payment of accrued and unpaid interest on the 
old note; a $2,800,000 note to Chase National Bank; and a 
note for $200,000 to the Mississippi Valley bank. The notes to! 
the banks will be payable in 10 equal semi-annual installments. | 
The large note to the Southern Pacific will mature in 38 semi- | 
annual installments. The notes for unpaid interest will be 
eight in number, seven to be for $140,000 each, and one for | 
$20,000, the notes to be paid semi-annually beginning Janv- | 
ary 1, 1948, the $20,000 note to be payable July 1, 1951. 

Application for authority to issue the notes was made | 
as part of a program for dismissal of bankruptcy reorganiza- © 
tion proceedings after the federal court for the eastern Mis- | 
souri district, eastern division, found that, if the aforementioned 
notes were refunded, the Cotton Belt and its subsidiaries could © 
meet their debts as they matured. ’ 


COMPLAINANT SETTLEMENT AND DISMISSAL 


The Commission, division 2, has issued an order denying 
a request of the complainant in MC C-893, Excelsior Mills vs. 7 
Cooper Motor Express, Inc., et al., which was based on a set- © 
tlement arranged between the complainant and the defendant. | 

The order said the complaint alleged rates on 13 ship- 
ments of secured wool from Boston and Norwood, Mass., to 
Union, S. C., were inapplicable and the shipments over charged ~ 
in the amount of $584.23. It said the complainant had received 
a settlement of $292.12 from Cooper and requested that the 
complaint be dismissed. 7 

However, the order added, the settlement reached was not 
based on rates maintained by the defendants on the shipments, ff 
but on a compromise resulting in payment to complainant of 
a lesser amount than the alleged overcharge. 


4 


ERIE ISLES FERRY RIGHTS 

The Commission, division 4, has issued an order in No. 
W-859, Sub. 1, Erie Isles Ferry Co. Temporary Authority, 
authorizing the applicant, of Put-in-Bay, O., to operate, to 
and including December 26, 1947, as a common carrier by} 
self-propelled vessels, in interstate or foreign commerce, in 
the transportation of commodities generally between Port! 
Clinton, Middle Bass Island, and Put-in-Bay, O. The division | 
said there was an immediate and urgent need for the service © 
and it found that there was no other carrier service capable 7 
of meeting such need. 


MESECK STEAMBOAT RIGHTS MODIFICATION 


The Commission, division 4, by an amended certificate and } 


order effective July 21 in W-958, Meseck Steamboat Co., Inc., 
Common Carrier Application, has eliminated the words “on 
excursion cruises’ from its order of April 28, authorizing the 
applicant to transport passengers by self-propelled vessels be- 
tween Jersey City, N. J., and New York and Rye, N. Y., on the 
one hand, and, on the other, Bridgeport, Conn. 


GULF-CANAL LINES CASE REOPENED p 
The Commission, division 4, by an order in W-923, Chester | 


' 


D. and David C. Bintliff, Common Carrier Application, has) 


granted a petition of the applicants for reconsideration of a|” 


Commission order denying authority to engage in tug and barge} 
operations on the Gulf Intracoastal Waterway and the Gulf of 
Mexico coast. The applicants operate as Gulf-Canal Lines, Inc.| 

Coyle Line, Inc., had asked the Commission to deny the) 
petition as being repetitious and as stating no valid ground for! 
any additional authority (see Traffic World, June 21, p. 1957). | 

The division order assigned the proceeding for further hear- | 
ing July 30, at 9:30 a. m., U. S. standard time (or 9:30 a. m.,| 
local daylight saving time, if that time was observed), at the? 
_ Milam hotel, Houston, Tex., before Examiner Charles B.§ 

ray. 
The order reopened the proceeding for further hearing on 
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the applicants’ request for authority to transport general com- 
modities, without the use of trailers, when tendered for ship- 
ment in quantities of less than 300 tons, along the routes pres- 
ently authorized in the proceeding, by the use of self-propelled 
and non-self-propelled vessels. 


TEMPORARY AUTHORITY GRANTED 


The Commission made public July 2 an order by its 
division 4, dated June 25, in W-926, Sub. 15TA, United States 
Maritime Commission Temporary Authority —Stockton (2) 
authorizing the M. C. to operate as a common carrier by self- 
propelled vessel through United States Line (New Jersey), as 
agent, in the transportation of commodities generally from 
San Francisco to Stockton, Calif. The order was to continue 
in force to and including June 30. 


COMMISSION ORDERS 


MC-C 360, Minimum Class Rate Restrictions, Central and Eastern 
States. Orders of March 15, 1945, and September 27, 1945, further modi- 
fied so as to become effective on January 1, 1948. 

Finance 15175, Chicago, Rock Island and Pacific Railway Co. Trus- 
tees abandonment, etc. Time for completion of construction extended 
to September 15. 

No. 13535, et al., Consolidated Southwestern Cases. Order of April 
5, 1927, as since amended, further amended by eliminating the follow- 
ing commodities from requirements thereof, and from above-entitled 
proceedings, except 15217 and 15231: Platforms or skids, warehousing 
or shipping, wooden, set up, carloads. Waste liquor consisting of ap- 
proximately 80 per cent water and 20 per cent impure sodium com- 
pounds, predominately sodium sulphate, and waste sulphate black 
liquor, consisting of approximately 80 per cent water, 10 per cent dis- 
solved wood substances, and 10 per cent impure spent sodium com- 
pounds all resulting from production of woodpulp by the sulphate 
process, in straight or mixed carloads, in tank cars, carloads; minimum 
weight as per Rule 35 of Consolidated Classification, R. C. Fyfe’s I. C. C. 
30, and estimated weight of 9 pounds a gallon. 

No. 13535, et al., Consolidated Southwestern Cases. Order of April 
5, 1927, as since amended, further amended so as to provide that de- 
fendants in above-entitled proceedings may continue in effect until 
further order of Commission interstate rates on caustic soda, in car- 
loads, from Baton Rouge and Lake Charles, La., Corpus Christi and 
Velasco, Tex., and Baldwin, Ark., to Herty, Tex., and Spring Hill, Ad- 
vance, West Monroe, Bastrop and Shreveport, La., as shown in ap- 
pendix A to petition filed by W. F. Knobeloch on behalf of Southwestern 
Lines, defendants, so as to permit continuance of present competitive 
relation existing between those rates and Texas and Louisiana intra- 
state rates. 

No, 13535, et al., Order of April 5, 1927, as since amended, further 
amended to permit, for the transportation of tacks, not otherwise 
indexed by name and not more specifically provided for in classification, 
iron or steel with iron or steel flat heads, to, from, and between points 
in Southwestern territory, the publication of commodity rates, the same 
as commodity rates published on nails, iron or steel carloads, subject 
to Rule 27 of Tariff Circular 20, without contemporaneously establish- 
ing and maintaining corresponding rates to, from, and between other 
points as required by Finding 27. 

No. 29122, Bacon Brothers, et al., vs. A. G. S., et al. Complainants’ 
petition for reconsideration and reargument, denied. 

Ex Parte 104, Part Il, Terminal Services, Practices of Carriers Af- 
fecting Operating Revenues and Expenses, American Smelting & Re- 
fining Company. Order of October 14, 1946, further modified to become 
effective October 1. 

Ex Parte 104, Part Il, Terminal Services, Practices of Carriers Af- 
fecting Operating Revenues and Expenses, nited States Smelting, 
Refining and Mining Company. Order of October 14, 1946, further modi- 
fied to become effective October 1. 

Ex Parte 104, Part Il, Terminal Services, Practices of Carriers Af- 
fecting Operating Revenues and Expenses, Anaconda Copper Mining Co. 
Order of October 14, 1946, further modified to become effective No- 
vember 1. ° 

MC-F 2846, C. E. and Frieda Stahly, purchase (portion), Refiners 
Transport and Terminal Corp. Request of C. E. and Frieda Stahly, dba 
Stahly Cartage Co., for a further extension of time within which to 
exercise authority granted by order of June 27, 1946, extended to 
August 21. 

MC-F 3194, R. L. Villeneuve, control; Victory Coach Lines, Inc., 
purchase (portion), Indiana Motor Bus Co., and MC-F 3297, B. D. 
Kramer and C. J. Villeneuve, control; I & S Trailways, Inc., control 
and merger, Victory Coach Lines, Inc., and Empire Trails, Inc., Peti- 
tion of Southeastern Greyhound Lines, protestant requesting that ef- 
fective date of order of May 14, be stayed, denied. 

MC-F 3213, W. Vance Howard, et al., control; Howard Motor Lines, 
Inc., purchase (portion) Smith Dray Line and Storage Co., Inc., re- 
opened for hearing. 

No. 13535, et al. Consolidated Southwestern Cases. Order of April 
5, 1927, as since amended, further amended by eliminating following 
commodity from requirements thereof, and from proceedings except 
15217 and 15231: Cake or Meal manufactured from dried bean refuse 
or screenings (not fit for human consumption), carloads. 

W-367, Waterways Transportation, Inc., contract carrier application. 
Time for filing petitions for reconsideration extended to September 2. 

MC 108141, Arvie M. Burchett, common carrier application, Re- 
opened for further hearing. . 

MC-F 1518, Frisco Transportation Co., lease, Missouri-Arkansas 
Transportation Co., and MC-F 2529, St. Louis-San Francisco Railway Co. 
(Frank A. Thompson, trustee), control; Frisco Transportation Co., pur- 
chase, Missouri-Arkansas Transportation Co. MC-F 2529 reopened; St. 
Louis-San Francisco Ry. Co. substituted in lieu of Frank A. Thompson, 
trustee. Denial order of July 15, 1946 modified to become effective 90 


~(Portion) and Purchase—W. G. Burgess. 
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days from June 20, MC-F 1518, Order to be of no effect 90 days from 
June 20. 

MC-F 2726, Charles L. Atwater and John W. Craig, control; Brada 
Cartage Co., purchase, Great Lakes Trucking Co., Inc. Time within 
which applicants may exercise authority granted by order of September 
19, 1945, extended to expire July 26. 

MC 9876, Sub. 11, National Transportation Co., extension, New Free- 
dom, Pa. Reopened solely for purpose of receiving as a late-filed exhibit 
a letter signed by G. W. Lockwood, dated September 27, 1946. 

MC-F 3429, Leslie C. Drake, control, Delaware Valley Transporta 
tion Co. Application dismissed. 


MOTOR PURCHASE ACTIONS 


MC F-3428, H. C. Griffin, et al.—Control; Rogers Cartage Co. of 
Indiana, Inc.—Control—Arrow Transportation Co. of Delaware. 

1. Acquisition by Rogers Cartage Co. of Indiana, Inc., Chicago, IIl., 
of control of Arrow Transportation Co. of Delaware, Portland, Ore., 
through purchase of capital stock, and by H. C. Griffin, Walter Mullady, 
and J. B. O’Connor, all of Chicago, through the acquisition by Rogers 
Cartage Co. of Indiana, Inc., approved and authorized, subject to 
condition. 

2. Rogers Cartage Co. of Indiana, Inc., on consummation of the 
transaction, to be considered a motor carrier subject to sections 
204(a)(1), 204(a)(2), 214, and 220 of part II of the interstate commerce 
act. The report said Messrs. Griffin, Mullady, and O’Connor, owners of 
the common capital stock of Rogers Cartage Co., of Indiana, Inc., 
operating solely in Indiana, similarly controlled Rogers Cartage Co., 
an Illinois corporation operating as a motor carrier in interstate or 
foreign commerce, and that Messrs. Mullady and O’Connor also con- 
trolled, through stock ownership, three other companies, operating as 
motor carriers in interstate or foreign commerce, The report, noting 
that Rogers Cartage Co. of Indiana, Inc., was presently not a carrier 
subject to the act, added that its stockholders controlled a carrier sub- 
ject to the act and, in the event the proposed transaction were con- 
summated, would acquire control of an additional carrier. Accordingly 
the transaction was one subject to section 5, said the report. 


MOTOR FINANCE CASES 


MC F-3508, Keystone Freight Lines—Lease (Portion)—W. G. Bur- 
gess. Application for authority under section 210a(b) of Keystone 
Freight Lines, of Tulsa, Okla., for temporary operation of a portion 
of the motor-carrier rights of W. G. Burgess, doing business as Re- 
liable Motor Freight Lines, also of Tulsa granted, provided within 30 
days from that date Keystone Freight Lines shall have (1) complied 
with sections 215 and 217 of the act and rules and regulations prescribed 
thereunder, (2) instituted operations pursuant to the authority granted, 
and (3) confirmed, in writing, to the Commission, immediately upon 
commencement of operations, the date operations were commenced. 

MC F-3509, Lee H. Jones—Control; Southern Express, Inc.—Lease 
Application for authority 
under section 210a(b) of Southern Express, Inc., of Dallas, Tex., for 
temporary operation of a portion of the motor-carrier rights and prop- 
erties of W. G. Burgess, doing business as Reliable Motor Freight 
Line, of Tulsa, Okla., granted, provided within 30 days from that date 
Southern Express Co., Inc., shall have (1) complied with sections 215 
and 217 of the act and rules and regulations prescribed thereunder, (2) 
instituted operations pursuant to the authority granted, and (3) con- 
firmed, in writing, to the Commission, immediately upon commencement 
of operations, the date operations were commenced. 

MC F-3451, David H. Ratner—Control; The Emery Transportation 
Co.—Purchase (Portion)—Truck Transport, Inc., and MC F-3452, David 
H. Ratner—Control; Midwest Transfer Co. of Illinois—Control and 
Merger—Truck Transport, Inc. 

1. Application of The Emery Transportation Co. of Chicago, IIl., 
of certain contract carrier operating rights of Truck Transport, Inc., 
and acquisition of control of the operating rights by David H. Ratner, 
through the purchase, approved and authorized, subject to condition. 

2. Merger into Midwest Transfer Co. of Illinois, of the operating 
rights and property of Truck Transport, Inc., for ownership, manage- 
ment, and operation, and acquisition of control of the operating rights 
and property by David H. Ratner, through the merger, approved and 
authorized, subject to condition. 

Action by Division 4, July 7, 1947, in Nos. MC-F 3478, Johnnie Aaron 
—Lease (Portion)—Continental Bus System, Inc., and MC-F 3479, 
Johnnie Aaron—Purchase (Portion)—Continental Bus System, Inc. 

1. Application of Johnnie Aaron, doing business as West Texas 
Transportation Company, of Eastland, Tex., for authority to lease 
certain operating rights of Continental Bus System, Inc., of Fort 
Worth, Tex., approved and authorized, subject to condition. 

2. Application by Johnnie Aaron for purchase of certain operating 
rights of Continental Bus System, Inc., approved and authorized, subject 
to condition. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15727, C. T. Smith & Son Certificate 
Transfer, and No. W-425, C. T. Smith & Son Contract Carrier Applica- 
tion, authorizing transfer to Essoon H. Smith, an individual, doing 
business as C. T. Smith & Son of the certificate dated June 2, 1943, 
issued in No. W-425 to C. T. Smith and Esson H. Smith, a partnership 
doing business under the trade name and style of C. T. Smith & Son. 
Approved. 


FINANCE APPLICATIONS 
MC F-3517, Kulp & Gordon, Inc., of Phoenixville, Pa., asks author- 
ity to purchase certain operating rights of Herman and Sol Coeh, dba 
East Side Trucking Co., of Philadelphia, Pa. 
MC F-3518, Walker Hauling Co., Inc., of Atlanta, Ga., asks author- 
ity to purchase certain operating rights of Herman and Sol Coeh, dba 
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R. L. Walker, dba Walker Hauling Co., to the former, on issuance of 
8,000 shares of $10 par value stock of the corporation. 

MC F-3519, American Transfer Co., of Baltimore, Md., asks authority 
to purchase certain operating rights of Donata Marine, dba General 
Motor Transportation Co., also of Baltimore, and temporarily to 
operate. 

MC F-3520, Hartford Transportation Co., Inc., of Newington, Conn., 
asks authority to purchase certain operating rights of Trudon & Platt 
Motor Lines, Inc., of Bristol, Conn. 

MC F-3516, American Buslines, Inc., Chicago, Ill., asks authority 
to purchase operating rights and equipment of Capital Motor Lines, 
Montgomery, Ala. 

MC F-3513, American Cartage Co., Cleveland, O., asks authority 
to purchase a portion of the operatihg rights of Ferguson Freight Lines, 
Inc., Beaver Falls, Pa. 

MC F-3515, Ruan Transport Corporation, Des Moines, Ia., asks 
authority to purchase operating rights of John Ruan, dba Ruan Motor 
Freight Co., Des Moines, Ia. 

Finance No. 15714 (amended), Dealer’s Transport Co., Chicago, II1., 
asks authority to issue common capital stock, and equipment, and col- 
lateral notes in an amount not to exceed $750,000 for the purpose of 
increasing its new common capital stock from $275,000 to $300,000 and 
for the further purpose of purchasing additional motor carrier equip- 
ment and refinancing part of present outstanding short term obligations 
which had been voided. 

Finance No. 15765, Middletown & New Jersey Railway Co., Inc., 
asks authority to purchase railroad property and franchises formerly 
owned by Middletown & Unionville Railroad Co., and to lease about 
one mile of track. The purchase is to be made for $22,000, the price 
paid at a foreclosure sale, and includes 13 miles of track between Mid- 
dletown and Unionville, N. Y. The lease is for 1.107 miles of track 


owned by the trustees of the New York, Ontario & Western in 
Middletown. 


MC F-3521, George E. Dewey & Co., Hartford, Conn., asks authority 
to acquire control of United Trucking Co., Inc., Hartford, Conn., 
through purchase of its entire capital stock. 


Finance No. 15768, New York Central Railroad Co. asks authority 
to construct approximately 14 miles of branch line in Nicholas county, 
W. Va., to extend from a point of connection with the Nicholas, Fayette 
& Greenbrier Railroad Co. at the confluence of Peters Creek and the 
Gauley River in a northeasterly direction up the valley of Peters Creek 
and thence southerly up Rockcamp branch of Peters Creek. Applicant 
said the construction would permit access to a large undeveloped coal 
area, comprising approximately 11,000 acres, estimated to produce 
20,000,000 tons of high grade bituminous, to be developed by the Peters 
Creek Coal Co., in addition to approximately 49 square miles containing 
not less than 100,000,000 tons of high grade bituminous. Applicant said 
the proposed construction would be financed from cash in its treasury, 
which later might be reimbursed for such expenditure by the issue of 
securities unless, in the meantime, the Nicholas, Fayette & Greenbrier 
Railroad Co. should become owner of the new branch. 


PETITIONS FOR REHEARING, ETC. 


No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern Territory ask for approval under Find- 
ing 27 of its decision in 123 I. C. C. 203, et seq., to permit establishment 
of commodity rates on crude formaldehyde gas liquor, carloads, from 
Tallant, Okla., of 15 cents per 100 pounds to Wichita, Kan., 25 cents 
to Breckenridge, Tex., and 32 cents to Midland, Tex., to be subject 
to minimum weight of 36,000 pounds, when in barrels or drums and 
when in tank cars to Rule 35 of current Western Classification, Agent 
R. C. Fyfe’s I. C. C. 30, and estimated weight of 9 pounds per gallon. 
Also to be subject to Tariff of Increased Rates and Charges X-162-A, 
Agent D. Q. Marsh’s I. C. C. 3747. 


No. 29083, Peden Iron and Steel Co. vs. Texas and New Orleans 
‘et al. Defendants ask for rehearing and reconsideration. 

MC F-2937, All American Bus Lines, Inc., Control, Burlington 
Transportation Co. American Buslines, Inc. (formerly All American 
Bus Lines, Inc.), asks for reopening, reconsideration and modification 
of findings and order. 

MC F-3488, Malone Freight Lines, Inc., purchase (partial) North 
Alabama Motor Express, Inc. Applicants ask for reconsideration by 
Division 4 of order denying temporary authority. 

MC F-3493, North Eastern Motor Freight, Inc., purchase, Lucyle 
G. Stephens, dba North Eastern Freight Co. J. R. Arnold, principal 
stockholder of North Eastern Motor Freight, Inc., asks that he be 
joined as a party applicant and that he be given authority to control 
operations proposed to be acquired by North Eastern Motor Freight, 
Inc. 

1. & S. M-2725, Agricultural Implements between West and South- 
west. Middlewest Motor Freight Bureau and motor carrier respondents 
ask Commission to vacate its order of suspension and investigation. 

MC F-2596, Ralph Marcuccilli et al., coritrol; Marion Trucking 
Company, Inc., purchase, Harwood Trucking, Inc., and Jaqua Transit 
Lines, Inc. Harwood Trucking, Inc., protestant, and United States 
Gypsum Company, Flintkote Company and Wardway Paint Works, 
interveners, ask for further hearing. 

No. 29417, Gioversville Knitting Co. vs. Fonda, Johnstown and 
Gloversville Railroad Co. Complainant asks for reconsideration by entire 
Commission or by an appropriate Appellate Division. 


Finance 15724, St. Louis Southwestern Railway Company, Notes. 
St. Louis Southwestern Railway Company, applicant, asks for modifica- 
tion of its order of July 2, by providing that said order shall take effect 
and be in force from and after 12 days from its date, instead of 30 days. 

1. & S. 5504, All-Freight, Washington and Virginia to South. South- 
ern Railway, Cincinnati, New Orleans and Texas Pacific Railway, 
Alabama Great Southern Railroad, New Orleans and. Northeastern Rail- 
road and Georgia Southern and Florida Railway, respondents, ask for 
vacation of order of suspension entered by Division 2 on June 27. 





TRAFFIC WORLD 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5508, from July 7, 1947, until February 6, 
1948, the operation of certain schedules as published in Sup. 
No. 64 to Wabash Railroad Company’s tariff I. C. C. No. 7428. 
The suspended schedule proposes to add the H. K. Ferguson 
Company to the list of firms located on the Wabash R. R. at 
Decatur, Ill. 

I. and S. M-2758, Cleaning Compounds—Twin Cities to 
Fargo, N. D., from July 9, 1947, to and including February 8, 
1948, the operation of certain schedules published on third 
revised page 97 to tariff MF-I. C. C. No. 4 of Bison Freight 
Line, St. Paul, Minn. The suspended schedules propose to re- 
duce from 35 to 32 cents a 100 pounds, the commodity rate 
applicable on cleaning compounds, minimum 20,000 pounds, 
from Twin Cities, Minn., to Fargo, N. D. 


Railroad Abandonments 


Colorado & Southern 


Abandonment by the Colorado & Southern of an approxi- 
mately 3.55-mile line of railroad in Boulder county, Colo., ex- 
tending from Coalton to Superior, has been permitted by the 
Commission, division 4, by a report and certificate in Finance 
No. 15475, Colorado & Southern. Railway Co. Abandonment. 
The line involved, said the report, was a portion of a railroad 
constructed by the Denver, Marshall & Boulder Railway Co. 
about 1886 extending from Denver to Boulder for the purpose 
of serving coal mines in the vicinity of Superior and Marshall 
and to furnish general common carrier service in the territory. 
The abandonment was opposed by an owner of coal lands. Said 
the report: 


The prospect of additional coal traffic moving over the branch from 
mines located on the land of the protestant is too speculative to warrant 
serious consideration in view of the fact that substantially all the coal 
now produced in the territory is moved by truck including that from 
the mine owned by the protestant. Inasmuch as the only present shipper 
over the line can be served in a manner satisfactory to it at another 
station and the volume of traffic furnished is insufficient to pay the 
normal costs of maintenance and operation of the line, the continuance 
of such operation would impose an unnecessary and undue burden upon 
the applicant and upon interstate commerce. 


Union Electric 
By a report and certificate in Finance No. 15679, Union 
Electric Railway Co. Abandonment, the Commission, division 4, 
has permitted abandonment by the Union Electric of its entire 
line of railroad in Nowata county, Okla., and Montgomery and 
Labette counties, Kan., extending between Nowata and Parsons, 
a total of 77 miles (see Traffic World, April 19, p. 1232). 


Santa Fe 


The Commission® division 4, by a report and certificate in 
Finance No. 15540, Atchison, Topeka & Santa Fe Railway Co. 
Abandonment, has permitted abandonment by the Santa Fe 
of a 4.52-mile line in Fremont county, Colo., subject to a condi- 
tion regarding its sale. It said the line sought to be abandoned 
was built by the Santa Fe in 1904 to serve coal mines at Ken- 
wood, Fremont county. The line, it said, was operated until 
October 26, 1932, when heavy rains severely damaged the prop- 
erty. Since that date, it added, no operations had been con- 
ducted. 

The division said the application for abandonment was 
protested by W. D. Corley, Jr., who, on October 24, 1946, filed 
a complaint in No. 29636, against the Santa Fe, in which it 
was alleged that the defendant refused to furnish empty cars 
at Kenwood for loading bituminous coal, in violation of sec- 
tions (1) and (3) of the interstate commerce act. No decision 
with respect to the complaint case was made in connection 
with the abandonment proceeding, said the division. 


Mr. Corley owned land in fee underlaid with coal, located 
beyond the southern terminus of the line, said the division, add- 
ing that he and the Santa Fe had agreed that in the event the 
proposed abandonment were permitted, the railroad would sell 
the line to Mr. Corley. It said he intended to rehabilitate it 
for use as a plant facility in connection with a coal mine. 


Feather River 


By an application in Finance No. 15767, the Feather River 
Railway Co., has asked the Commission for permission to 
abandon its approximately 10.05-mile line extending from 
Feather Falls to Ward, all in Butte county, Calif., and to 
abandon operation thereof. It said that the reason for the pro- 
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posed abandonment was that the line’s only traffic, consisting 
of logs hauled for the Feather River Pine Mills, Inc., would 
be transported by that company with its own trucking equip- 
ment. 


Southern Brick and Tile Makers 
Intervene in Lenoir Case 


The Southern Brick and Tile Manufacturers’ Association, 
Atlanta, Ga., has been permitted to intervene in MC 96541, 
Lenoir Chair Co. Contract Carrier Application (Lenoir, N. C.), 
by an order of the Commission, Commissioner Lee, in that pro- 
ceeding. 

In its petition for leave to intervene, the association said 
it concurred, with certain exceptions, in the matters presented 
by the National Industrial Traffic League, which supported the 
private carrier view in the Lenoir case (see Traffic World, 
May 24, p. 1639). 

The association said the test of whether traffic hauled by 
a private industry in its own trucks was common, contract or 
private carriage, was to be determined by the simple rule of 
ownership or title to the goods. 

When title actually passed to the buyer at the place and 
date of shipment, it was self-evident, said the association, that 
the shipper as seller was not hauling its own private goods, but 
rather the goods of others. 

“The question therefore resolves itself into the simple in- 
quiry, who owns the goods?” said the association. “If the ship- 
per does not own them then, manifestly, it is not private car- 
riage on its part, but transportation for others and patently 
for hire. Such transportation is either common or contract 
motor carrier operation.” 

This, said the association, might constitute a harsh rule in 
some cases, “but petitioner is of the view that it defines the 
character of the carriage under the provisions of part II of the 
act.”* 


D. OF J. INTERVENES IN ALLIED CASE 


The Commission, Commissioner Mahaffie, has issued an 
order in MC F-3437, Allied Van Lines, Inc.—Purchase—George 
Edward Johnston, et al., permitting the Department of Justice 
to intervene. The order said the department, in addition to 
asking leave to intervene, asked for a public hearing and that 
the proceedings in MC F-3437 be stayed until after a decision 
was reached in MC F-3360, Allied Van Lines, Inc.—Purchase— 
Edwin Allen, et al. 

The instant order said the proceedings would be assigned 
for hearing at a time and place to be fixed later. In all other 
respects, the department’s petition was denied. 

The cases involve purchase of household goods operating 
rights by Allied from agents who agreed to sell their rights 
after the Commission had approved a petition authorizing the 
purchase of such rights from more than 300 carriers. 


TRANSCONTINENTAL RAIL-WATER RATES HEARING 


The Commission has assigned for further hearing No. 
29663, Transcontinental Rail Rates, No. 29664, Intercoastal 
Water Rates, and No. 29708, All-Water, Water-Rail, and Rail- 
Water Rates Between Pacific Coast Ports and Interior Points, 
before Examiner Howard Hosmer, at the Multnomah Hotel, 
Portland, Ore., July 31. 

In those proceedings, the Commission authorized an “in- 
terim” adjustment, by which, cn narhed commodities, the rail- 
roads were authorized to increase transcontinental rates by 
the amount not allowed in Ex Parte 162, Increased Railway 
Rates, Fares and Charges, 1946, the water carriers to publish 
approximately the same increases in cents, giving them an in- 
crease of about 6% per cent, while the Commission considers 
a “long-range” adjustment of the competitive rail and water 
rates involved (see Traffic World, July 5, p. 13) 


Rail Carriers Ask I. C. C. to Lift 
Mixed Freight Suspension Order 


The Southern Railway Co., and other respondents, have 
asked the Commission to lift its order in I. and S. No. 5504, 
All-Freight, Washington and Virginia to South, and permit 
their tariff proposing establishment of rates on freight of all 
kinds, in mixed carloads, from Washington, D. C., Newport 
News, Norfolk and Richmond, Va., to eleven destinations in the 
south become effective on short notice. The order suspended 
from June 30 to and including January 29, 1948, operation of 
schedules published in supplements 5 and 6 to Agent R. H. 
Hoke’s tariff I. C. C. No. 1073 (see Traffic World, July 5, p. 28). 

The railroads said protests against their tariff proposals 
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were filed with the Commission by the Southern Motor Car- 
riers Rate Conference, Central of Georgia Railway Co., and 
certain steamship lines. Their reply to these protests, they say 
they submitted, demonstrated that there was no merit in the 
protests and that no violation of any provision of the inter- 
state commerce act was made to appear. However, the respond- 
ents said, division 2 entered its order suspending the tariff and 
initiating the investigation, saying that “the rights and interests 
of the public appearing to be injuriously affected thereby.” 
Quite obviously, the order of division 2 did not point out how 
or wherein the rights and interests of the public were in- 
juriously affected, said the respondents, and certainly, they 
added, it had not stated what provision of the act appeared to 
be violated by the tariff. 

“It is an unnecessary burden on respondents and on the 
Commission, and unfair to respondents, to require them to test 
their action in this tariff from every possible and conceivable 
standpoint by which it might be thought that some possibile 
violation of some provision of the interstate commerce act ap- 
peared,” said the petitioning carriers. ‘“The commerce act rec- 
ognizes the justness of this point, for, in section 15, paragraph 
7, wherein the Commission is authorized to suspend tariffs and 
initiate I. & S. proceedings, the Congress specifically provided 
that the Commission should‘ file with the rate schedule and 
deliver to the carrier or carriers affected thereby a statement 
in writing of its reasons for such suspension. The order of 
division 2 herein entered fails to disclose the reason or reasons 
which moved it to suspend your respondents’ tariff. Mere ref- 
erence to an ‘injurious affect’ on the public interest is not 
enough. The Commission has jurisdiction of such ‘injurious 
affect’ only when it flows from some violation of the interstate 
commerce act.” 

The petition asserted that division 2 had failed to conform 
to the standards provided by Congress in section 15(7) for guid- 
ance of the Commission and for the protection of respondents 
in investigation and suspension proceedings, and declared that 
until such reason or reasons had been supplied, “the order of 
suspension stands on its face as improvidently entered and 
should now be lifted.” 


Tennessee Railroads Ask 13th 
Section Investigation 


Twenty-two railroads operating in Tennessee have peti- 
tioned the Commission to enter an investigation of refusal by 
the Railroad and Public Utilities Commission of Tennessee to 
permit intrastate increase in that state corresponding to those 
authorized by the Commission and in effect since January 1, 


ee = Parte 162, Increased Railway Rates, Fares, and Charges, 


The railroads said the Commission’s findings in Ex Parte 
162 as to the need for increased revenues on the part of the 
railroads applied equally to intrastate rates and charges. They 
said that “in order that undue and unreasonable discrimination 
against interstate commerce and undue prejudice against ship- 
pers, persons, and localities in interstate commerce might be 
avoided, and in order that the increases in rates and charges 
might be fairly and equitably distributed, it was, and is now, 
essential that the increases in rates and charges on intrastate 
traffic should conform to and harmonize with those approved 
by this Commission on interstate traffic... .” 


By reason of the refusal of the Tennessee commission to 
increase the requested intrastate increase, said the railroads, 
shippers and receivers of freight moving in intrastate com- 
merce in Tennessee were not bearing their just and proper pro- 
portion of the national transportation burden and were enjoy- 
ing privileges and immunities denied to shippers and receivers 
of the same kind of traffic moving in interstate and foreign 
commerce. 


State Commission Decision 


In a report to the state commissions on the action taken 
by the Tennessee commission, Frederick G. Hamley, general 
solicitor, National Association of Railroad and Utilities Com- 
missioners, said: 


In Tennessee, intrastate railroad rate increases paralleling those 
granted in Ex Parte 162, have been denied. In an opinion and order 
dated June 26, 1947 (Docket No. 2767), the Tennessee Commission found 
that the Tennessee carriers had failed to prove that they are suffering 
from unreasonably low rates or that the intrastate rates in Tennessee 
do not produce their fair share of the earnings required to enable them 
to provide adequate transportation service. The commission affirma- 
tively found that, as compared to the railroads of the country as a 
whole, the Tennessee carriers have been very prosperous. Of the eight 
earriers providing 99 per cent of the intrastate traffic in that state, six 
were found to be in exceptionally. favorable financial circumstances. 
The Nashville, Chattanooga and St. Louis was found to be in ‘‘some- 
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what less prosperous’’ condition, and the Tennessee Central was found 
to be ‘‘in a rather grave plight.’’ 

The commission also held that present Tennessee intrastate rates 
do not discriminate against interstate commerce and noted that no 
evidence was produced tending to show discrimination against persons 
or localities. In this connection the opinion refers to the Class Rate 
case, I. C. C. No. 28300, 262 I. C. C. 447, and the recent Supreme Court 
opinion therein, New York vs. United States, decided May 12, 1947, 
wherein it was held that class rates in the south, including Tennessee, 
are higher than in Official Territory. The 25-page opinion and order 
is signed by Chairman Taylor and Commissioner Jourolmon, In a 
separate opinion, Commissioner Hammer concurred in the result, but 
said that he found himself unable ‘‘to verify many of the statements’’ 
contained in the opinion. 

Commenting on the failure of the railroads to prove their case, 
the opinion states, in part: 

“‘The carriers operating within the state of Tennessee have con- 
sistently treated the Tennessee rate case as an appendage to the cases 
pending before the Interstate Commerce Commission. The petition... 
shows a complete preoccupation with the troubles besetting the rail- 
roads of the United States, most of which are foreign to Tennessee. 
. . . The petition contains no allegation that the Tennessee carriers are 
suffering from unreasonably low rates nor that the intrastate rates in 
Tennessee do not produce their fair share of the earnings required by 
the carriers to enable them to provide adequate transportation service 

. the railroads made no showing whatever that present intrastate 
freight rates are less than just compensation for the service rendered 
by them. The carriers failed completely to separate intrastate reve- 
nues and expenses so as show the effect of intrastate rates on the 
revenues which the carriers are deriving from transportation service 
within the state. . . . In the complete absence of any evidence intro- 
duced before the Tennessee commission designed to show that the 
railroads doing business in Tennessee are not receiving fair and just 
compensation for the services rendered by them within the state, this 
commission has no choice but to deny the application for increased 
freight rates and charges.”’ 


DISCUSS L. C. L. INCREASE PROPOSAL 


The Central Territory Rate Conference met July 2 at the 
Morrison Hotel, Chicago, to discuss the petition of eastern rail- 
roads for increased class rates on 1. c. l. and any-quantity 
freight traffic. Shipper representatives from all states in C. F. 
A. Territory were present. 

Following a lengthy discussion, the meeting authorized 
Arthur Schwietert, traffic director, Chicago Association of Com- 
merce, to appoint a special committee which will make an ex- 
haustive study of.the whole matter of merchandise freight serv- 
ice, including pickup and delivery, minimum charges, and the 
relationship between carload and 1. c. 1. rates and the impact 
= such rates on the movement of traffic and location of in- 

ustry. 

Mr. Schwietert stated July 3 that he had not yet chosen his 
committee. When the committee has completed its study, it will 
Hoyt a findings to another meeting of shippers in the area, 
he said. 


CHANGE IN DOCKET 


Hearing in MC 108207, Sub. 1, assigned for July 14, at Houston, 
Tex., was advanced to July 12, at Lamar Hotel, Houston, Tex., before 
Examiner Peterson. 

Hearing in MC 1502, Sub. 26, and MC 1520, Sub. 13, now assigned 
for July 9, at Newark, N. J., is postponed to July 24, at State Comm., 
Newark, N. J., before Jt. Bd. 3. 

Hearing in MC 3647, Sub. 91, now assigned for July 9, at Newark, 
N. J., is postponed to July 24, at State Comm., Newark, N. J., before 
Jt. Bd. 119. 

Hearing in MC 65639, Sub. 3, now assigned for July 9, at Newark, 
N. J., is postponed to a date to be fixed. 

Hearing in MC 52657, Sub. 380, now assigned for July 10, at In- 
dianapolis, Ind., is postponed to a date to be fixed. 

Hearing in MC 39725, Sub. 5, now assigned for July 10, at Lansing, 
Mich., is postponed to a date to be fixed. 

Hearing in MC F-3333, now assigned for July 10, at New York, 
N. Y., is canceled. 

Hearing in MC 108504, MC 108506, MC 108506, MC 108507, MC 108508 
and MC 108509, now assigned for July 10, at Quincy IIl., is postponed to 
a date to be fixed. 

Hearing in MC 108510, MC 108511, MC 108512, MC 108513, and MC 
108514, now assigned for July 10, at Quincy, Ill., is postponed to a 
date to be fixed. 

Hearing in MC 108679, now assigned for July 22, at Concord, N. H., 
is changed to July 22, at State Comm., Concord, N. H., before Jt. Bd. 
295 instead of Jt. Bd. 134. 

Hearing in MC 43215, Sub. 18, now assigned for July 30, at 
Wichita, Kan., is changed to July 30, at Hotel Lassen, Wichita, Kan., 
before Jt. Bd. 52 instead of Jt. Bd. 39. : 

Hearing in MC 108621, assigned for July 8, at New York, N. Y., 
was postponed to July 22, at 641 Washington St., New York, N. Y., 
before Examiner Kephart. 

Hearing in MC 55905, Sub. 9, assigned for July 8, at Seattle, Wash., 
was postponed to a date to be fixed. 

Hearing in MC ‘108399, assigned for July 9, at Sioux City, Iowa, 
was cancelled. 

Hearing in MC 64932, Sub. 51, assigned for July 10, at St. Louis, 
Mo., was postponed to July 25, at Mark Twain Hotel, St. Louis, Mo., 
before Jt. Bd. 135. 


TRAFFIC WORLD 


Hearing in MC 107593 and MC 108554, assigned for July 11, at New 
York, N. Y., was postponed to a date to be fixed. 

Hearing in MC 43421, Sub. 17, assigned for July 8, at Detroit, Mich., 
was cancelled. 

Hearing in 9200, assigned for July 10, at Washington, D. C., was 
changed to July 10, at Washington, D, C., before Commissioner Mitchell, 
Examiners Mullen and Examiner Koch. 

Hearing in MC 103469, Sub. 9, assigned for July 11, at Cheyenne, 
Wyo., was postponed to July 28, at State Comm., Cheyenne, Wyo., 
before Jt. Bd. 44. 

Hearing in MC 106756, assigned for July 11, at Houston, Tex., was 
postponed to a date to be fixed. 

Hearing in MC 108723, assigned for July 11, at St. Louis, Mo., was 
cancelled. 

Hearing in MC 55874, Sub. 11, assigned for July 10, at Denver, Colo., 
was postponed to July 23, at State Comm., Denver, Colo., before Ex- 
aminer Naftalin, 


DIGEST OF 


Tew Co 





No. 29768, Sub. 2, McAllen (Tex.) Chamber of Commerce vs. A. & S. 
et al. 

Alleges rates on shipments of various commodities, destined to 
Republic of Mexico, on domestic basis, to McAllen and Hidalgo, 
Tex., in violation of sections 1, 2, and 3, because those Texas points 
are entitled to be named Rio Grande River crossings. Asks cease 
and desist order and rates. (J. W. Carlisle, 209 Bentsen Bldg., 
McAllen, Tex.) 

29777, State Corporation Commission of Kansas vs. Santa Fe et al. 

Rates on grain, grain products and related articles, from points 
in Kansas to Mississippi River crossings and to points in the south- 

east, in violation of sections 1 and 3. Asks cease and desist order, 
and rates. (Byron M. Gray, 608 National Bank of Topeka Building, 
Topeka, Kan.) 
. 29778, Kasco Mills, Inc., Waverly, N. Y., vs. A. C. & Y. et al. 

Rates and failure to establish joint through routes on all-rail 
shipments of grain, grain products, and grain by-products, origi- 
nating west of Buffalo, through Waverly and Sayre, Pa., to points 
east and south of those two points, in violation of sections 1, 2, 
3, and 15. Asks cease and desist order, joint through routes and 
rates. (August G. Gutheim, 1425 H St., N. W., Washington 5, D. C.) 

. 29779, Wisconsin Manufacturers’ Association, Madison, Wis., vs. 

Ahnapee & Western et al. 

Alleges class rates, purported to have been published pursuant to 
authority granted in Ex Parte 162, between points in Wisconsin 
and points in other states, increased 25, 22% and 20 per cent, as if 
all that part of Wisconsin located in extended zone C and [Illinois 
Freight Association Territory were within Official Territory as 
defined in Ex Parte 162, in violation of sections 1 and 15. Asks 
cease and desist order and rates. (Philip H. Porter, 1 W. Maine 
St., Madison 3, Wis.) 

. 29780, Acme Fast Freight, Inc., New York, N. Y., vs. Union Pacific. 

Alleges assessment of multiple stop-off charges, based on the 
number of ‘‘theoretical’’ stop-offs performed rather than on the 
actual number, in violation of section 1, due to misinterpretation 
of tariff items, in connection with numerous carload shipments 
tendered for movement in the period February through June, 1946, 
from Chicago, Ill., to Portland, Ore., with stop-off for partial un- 
loading at one or more of various intermediate points on defend- 
ant’s line. Asks ruling on question of tariff interpretation. (James 
L. Givan, 1001 15th St., N. W., Washington, D. C.) 

29781, Dorsey Trailers, Elba, Ala., successor to Dorsey Brothers, 
va: A. ©:-das, e& al. 

Rate and charges, one *carload of steel billets, shipped January 
25, 1945, from Toledo, O., to Elba, Ala., in violation of section 6. 
Asks a cease and desist order and reparation. (G. P. Cochran, 503 
Title Guarantee Bldg., Birmingham 3, Ala.) 

. 29782, Pacific Gamble Robinson Co., dba Pacific Fruit & Produce 
Co., Seattle, Wash., vs. Atlanta, Birmingham & Coast, et al. 

Alleges assessment of class 3 rates on carload shipments of fresh 
peaches, moved in June and July, 1945-46, from Byromville, Ga., 
and Greer, S. C., to Seattle and Spokane, Wash., in violation of 
sections 1, 2, 3, 4 and 6, to the extent they exceeded published 
eastbound rate of $1.63, minimum 27,500 pounds. Asks reparation 
of $1,281.63, with interest. (Fred H. Tolan, 1103 Smith Tower, 
Seattle 4, Wash.) 

29783, L. P. Maggioni & Co., Savannah, Ga., vs. A. C. L., et al. 

Rate of 81 cents a 100 pounds, and charges, on three carloads of 
canned oysters, moved January 29, 1944, April 28, 1944, and Janu- 
ary 3, 1945, from Savannah, Ga., to St. Joseph and Kansas City, 
Mo., partially unloaded in transit at Joplin and Springfield, Mo., 
in violation of sections 1, 4 and 6, to the extent the rate exceeded 
71 cents. Asks a cease and desist order and reparation. (W. Ray 
Alexander, P. O. Box 1188, Savannah, Ga.) 

. 29784, Larrimore, Inc., Boston, Mass., vs. Union Pacific, et al. 

Rate and charges, four carloads of gas mask cannisters, shipped 
in May, 1947, from Ogden, Utah, to Boston, Mass., in violation of 
sections 1 and 2. Alleges that a freight rate was charged under the 
classification of filters, n.o.i.b.n., whereas the commodity shipped 
was ‘‘scrap metal.’’ Asks reparation of $4,988.97. (Melvin J. Spritz, 
treasurer, No. 161 Devonshire St., Boston, Mass.) 
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July 12, 1947 


Canadian Carrier Rights on 
Great Lakes Discussed 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in W-963, Northern Naviga- 
tion Co. Limited, Common Carrier Application, has recom- 
mended that the applicant, a Canadian corporation, be author- 
ized to operate seasonally, from June to September, inclusive, 
as a common carrier by self-propelled vessels in the transpor- 
tation of passengers in round-trip service, in interstate or for- 
eign commerce between Detroit and Duluth. 

It recommended dismissal of those portions of the applica- 
tion involving transportation between Canadian points and be- 
tween Detroit and Mackinac Island, as not subject to the Com- 
mission’s jurisdiction. 

The report said the round-trip cruises included “shore 
leave” for sightseeing and other pleasure purposes at various 
points, and quoted the coasting laws as providing that no for- 
eign vessel should transport passengers between ports or places 
in the United States, either directly or by way of a foreign 
port, under a penalty of $200 for each passenger so transported 
and landed. 

The bureau said it was understood that by administrative 
practice of the Bureau of Customs, “shore leave” allowed for 
sightseeing or other pleasure purposes was not considered a 
“landing” within the meaning of the statutory provision and 
that applicant’s practice in this respect was known to and 
sanctioned by the Bureau of Customs. Observing this was a 
matter not within the jurisdiction of the Commission, the bu- 
reau said issuance of a certificate authorizing service between 
Detroit and Duluth was not to be construed as passing on the 
propriety of the “shore leave” practice, and added that because 
of the jurisdiction of the Bureau of Customs a copy of the 
report would be forwarded to that bureau. 


PROPOSED REPORTS ON NEGRO COMPLAINTS 

Proposed reports by Examiner Charles W. Berry have been 
issued in two Negro complaint cases. 

The examiner, in No. 29570, James E. Stants and Ennis L. 
Powell vs. Louisville & Nashville railroad, has recommended 
that the Commission should find that refusal to serve breakfast 
to the complainants on March 17, 1946, when they presented 
themselves in a dining car, was unduly prejudicial to the com- 
plainants and unduly preferential of white passengers served 
after the complainants demanded service and before the com- 


Plainants were advised that they would be served. The exam- 
iner added: 


It should further find that it is and for the future will be unreason- 
able for defendant to require the separation of white and negro pas- 
sengers in dining cars unless it establishes and maintains definite and 
specific rules and regulations requiring such separation and unless 
those rules and regulations are published in its tariffs, train schedules, 
or posted on its stations or in some other manner made available or 
known to passengers or prospective passengers at the time or before 
they purchase their tickets, 


In No. 29613, Charles E. Byrd vs. Seaboard Air Line, the 
examiner recommended dismissal of the complaint and that the 
Commission should find that the evidence did not prove that 
the complainant was unduly prejudiced or unjustly discrimi- 
nated against by reason of the fact that he was unable to make 
areservation by telephone February 18, 1946, on a train leaving 
Tampa, Fla., for New York on February 20, 1946. He further 
recommended that the Commission should find that the instruc- 
tions issued by the defendant railroad were not unreasonable, 
euly prejudicial or unjustly discriminatory or otherwise un- 
awful. 












WEST COAST-N. Y. FORWARDER SERVICE 


The Bureau of Water Carriers and Freight Forwarders, by 
a proposed report in FF 7, Sub. 1, W. J. Byrnes & Co. of New 
York, Inc., Extension—Animal Hairs, has recommended that 
the Commission issue an amended permit to the applicant for 
extension of service as a freight forwarder in the forwarding 
of imported animal hairs from Vancouver, British Columbia, 
Seattle and Tacoma, Wash., Portland, Ore., and Los Angeles 
and San Francisco, Calif., to New York, N. Y. The bureau said 
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the applicant had specialized in the handling of import ship- 
ments since 1919 and had come to regard its service as unique 
and not in substantial competition with other freight forward- 
ers. It said a number of other forwarders were authorized 
to perform forwarder service from points on the west coast to 
New York but that none had opposed the application of W. J. 
Byrnes & Co. of New York, Inc. 


N. Y.-TRENTON MOTOR RIGHTS PURCHASE PROPOSED 

Examiner James L. Smith, by a proposed report in MC 
F-343, William Albert Stackpole—Purchase—(Portion)—Sid- 
ney Popkin, et al., has recommended that the Commission ap- 
prove, subject to condition, the purchase by William Albert 
Stackpole, doing business as W. A. Stackpole Motor Transpor- 
tation, Manchester, N. H., of certain operating rights of Sid- 
ney, Leo, Anna, Phillip S., Maurice, and Joseph Popkin, part- 
ners, doing business as Supreme Motor Freight Lines, Bristol, 
Pa. The involved rights, said the examiner, covered operations 
between New York, N. Y., and Trenton, N. J., 57 miles, serving 
all intermediate points and certain off-route points in New Jer- 
sey within 30 miles of New York. 


Proposed Reports 


Battery Boxes 


No. 29665, Willard Storage Battery Co. vs. New York 
Central, et al. By Examiners J. A. Russell and John Davey. 
Recommend finding rates of 68 cents a hundred pounds, min- 
imum 24,000 pounds, on shipments, of polystyrene battery 
boxes, carloads, from Florence, Mass., to Cleveland, O., tendered 
for delivery between February 23 and May 3, 1943, unreason- 
able and inapplicable, and that rate of 51 cents is a reasonable 
rate. Recommend award of reparation to that basis. The 
examiners said the gist of the complaint centered around a 
question of tariff interpretation. 


Demurrage Charges 


No. 29685, Federal Roofing & Siding Co. vs. Southern 
Pacific. By Examiners A. C. Wilkins and A. L. Corbin. Rec- 
ommend dismissal and finding that demurrage charges collected 
on cars originating at various points in the U. S. and delivered 
by defendant at Thorne, Nev., between May 3, 1944, and 
August 13, 1945, for transportation to the Naval Ammunition 
Depot, Hawthorne, Nev., by the U. S. Navy over navy-owned 
tracks be found applicable and not shown to have been un- 
reasonable or otherwise unlawful. The examiners said the 
navy-owned interchange tracks at Thorne were private tracks 
and delivery by defendant on those tracks of cars consigned 
to complainant constituted notice of delivery to complainant. 
The question of whether or not the Navy was to blame for 
detention of the car was immaterial in this proceeding, they 
said Thorne was the only place delivery of cars could be 
effected, they said and that the facts of the record were similar 
to those considered by division 2 in dismissing the complaint 
> eg Construction Co. vs. Great Northern Ry. Co., 231 


Pitch Coke 


No. 29693, Mid-West Tar Products Corporation vs. Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co., et al. By Examiner 
M. J. Walsh. Recommended that the Commission find unrea- 
sonable to the extent they exceeded those that would have 
accrued at the actual weight, charges on pitch coke, in car- 
loads, from Terre Haute, Ind., to Alcoa, Tenn., based on a min- 
imum weight of 70,000 pounds. The examiner said the defend- 
ants should be authorized to waive collection of outstanding 
undercharges. The examiner said the record established that 
the minimum weight on which the charges sought to be col- 
lected were based could not be loaded in the equipment fur- 
nished to complainant. He said it was unreasonable to exact 
charges on a commodity based on carload minimum weights to 
which the cars could not be loaded, and cited Arvey Corp. vs. 
Erie R. Co., 222 I. C. C. 683, 685, 686. The examiner added 
that it was an elementary principle of rate making that a car- 
load minimum weight should not exceed the amount that could 
reasonably and ordinarily be loaded in a car of the capacity 
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and size that the carrier was normally in a position to furnish. 
a agg Handling Carload Shipments in West, 246 I. C. C. 
, 62. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


New York (New York)—-MC 108388, Kenray Trucking Co. 
Permit proposed.- Carbonic gas, in cylinders, from Harrison, 
N. J., to New York, N. Y., and empty cylinders in the opposite 
direction, over irregular routes. 

New York (Long Island City)—-MC 108335, James Fasano, 
dba Rivers Trucking Co. Permit proposed. Deep-freeze units, 
stoves, and washing, ironing, and drying machines, between 
New York, N. Y., on the one hand, and, on the other, all points 
in Hudson, Bergen, Passaic, Essex, Union, Middlesex, Mon- 
mouth, Somerset, Hunterdon, Morris, Warren, Sussex, and 
Ocean counties, N. J., and Fairfield county, Conn., over irregu- 
lar routes. 

Connecticut (Moodus)—-MC 108136, Samuel I. Boardman, 
dba Valley Cab Co. Certificate proposed. Passengers and their 
baggage, in special operations, in non-scheduled door-to-door 
service, limited to the transportation of not more than six 
passengers in any one vehicle, not including the driver thereof, 
and not including children under 10 years of age who do not 
occupy a seat or seats, between points in the towns of East 
Haddam and Colchester, Conn., and points within 15 miles of 
East Haddam and Colchester, on the one hand, and, on the 
other, points in the New York, N. Y., commercial zone, over 
irregular routes. 

Maine (Standish)—-MC 108131, Richard W. Harmon. Cer- 
tificate proposed. Fertilizer, in bags, from Woburn, Mass., to 
points in York, Androscoggin, Kennebec, Cumberland, and Lin- 
coln counties, Me., over irregular routes. Grant of authority 
is subject to conditions requiring maintenance of completely 
separate accounting systems for applicant’s private and for- 
hire carrier operations and providing that applicant shall not 
at the same time and in the same vehicle transport property 
both as a private carrier and as a carrier for-hire. 

New York (Brooklyn)—-MC 108120, Sub. 1, Kennedy Motor 
Lines, Inc. Certificate proposed. Steel cabinets from Wee- 
hawken, N. J., to points in N. Y., Conn., Mass., R. IL. Pa., Del., 
Md., Va., W. Va., O., and D. C., and returned or rejected ship- 
ments in the opposite direction, and new furniture between 
Hoboken, N. J., on the one hand, and points in the aforemen- 
tioned destination states, on the other, subject to elimination 
of duplicating rights. 

New York (Spring Valley)--MC 108022, John R. Hirsch. 
Denial of permit proposed. Rolled steel products, lath, nails, 
bolts, nuts, rivets, chain and cable type hoists, and parts and 
accessories therefor, and wooden crating or cases for the afore- 
mentioned products, between Newark, N. J., on the one hand, 
and, on the other, New York, N. Y., points in Dutchess, Colum- 
bia, Orange, Putnam, Rockland, Ulster and Westchester coun- 
ties, N. Y., and those in Lehigh, Montgomery, Northampton, 
Bucks, and Monroe counties, Pa. 

North Dakota (Kenmare)—MC 108033, Walter G. Nelson. 
Denial of application for certificate proposed for want of prose- 
cution. Coal, from the boundary of the U. S. and Canada, 
through the port of entry at Portal, N. D., to Kenmare, N. D., 
and points and places within 20 miles of Kenmare, and return, 
over irregular routes. 


Vermont (Bellows Falls)—-MC 108000, Stefan Ponek. Cer- 
tificate proposed. Gravel, coal, new furniture, new refriger- 
ators, new stoves, new radios, new washing machines, and new 
electrical household appliances, from Bellows Falls, Vt., to 
Walpole, Alstead, Langdon, Acworth, Charlestown, and West- 
moreland, N. H., and between Bellows Falls, Vt., and points 
in Windham and Windsor counties, Vt., and Cheshire and Sul- 
livan counties, N. H., on the one hand, and, on the other, points 
in Vt., and N. H., over irregular routes. 


New York (Brooklyn)—MC 107804, John Nesbit. Denial 
of certificate proposed. Passengers and their baggage, in spe- 
cial door-to-door service, limited to transportation of not more 
than six passengers in any one vehicle, not including the driver 
thereof, between Brooklyn, Manhattan and Bronx, N. Y., on the 
one hand, and, on the other, Ridgefield, Conn., over irregular 
routes. 

New York (New York)—MC 106459, Sub. 1, K & O Truck- 
ing Co., Inc. Denial of permit proposed. Fresh, frozen, and 
processed meats, over irregular routes, between New York, 
N. Y., on the one hand, and, on the other, points in Nassau, 
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Suffolk, Westchester, Rockland, Orange, Putnam, Dutchess, 
and Columbia counties, N. Y., and those in Hudson, Passaic, 
Bergen, Union, Essex, Morris, Middlesex, and Somerset coun- 
ties, N. J. 

South Dakota (Pierre)—-MC 105819, Sub. 4, Blue Line 
Transfer. Certificate proposed. Serving Onida, S. D., as an off- 
route point in connection with applicant’s presently authorized 
regular route between Pierre, S. D., and Sioux City, Ia., author- 
ized in MC 105819, Sub. 1, restricted to pick-up and delivery 
of commodities classified as meats, meat products, and meat 
by-products, as dairy products, and as articles distributed by 
meat-packing houses. 

Minnesota (Minneapolis)—-MC 78643, Sub. 22, George Hart, 
dba Hart Motor Express. Certificate proposed. Household 
goods and emigrant movables, between points in S. D., Minn., 
Wis., Ia., Til., O., Neb., and Mont., over irregular routes, 
traversing Ind., Wyo., and Mo., for operating convenience. 

Kansas (Great Bend)—MC 63610, Sub. 2, Crayton Rowlett: 
Certificate proposed, on transfer to Squaw Transit Co., Inc., 
of Coffeyville, Kan., of operating rights approved in MC-FC 
21342. Machinery, equipment, materials and supplies used in, 
or in connection with, the discovery, development, production, 
refining, manufacture, processing, storage, transmission, and 
distribution of natural gas and petroleum and their products 
and by-products, and machinery, materials, equipment, and 
supplies used in, or in connection with, the construction, oper- 
ation, repair, servicing, maintenance, and dismantling of pipe 
lines, including the stringing and picking up thereof, between 
points in Kan., Neb., Okla., and Colo., except between Coffey- 
ville, Kan., and Bartlesville and Tulsa, Okla., on the one hand, 
and points in Colo., Kan., Neb., and Okla., on the other, over 
irregular routes. 

Wisconsin (Waupun)—-MC 62069, Sub. 4, L. Hinshaw, dba 
Waupun Dray Line. Permit proposed and dual operations rec- 
ommended. Metal radiator enclosures and sheet metal spe- 
cialties, from Horicon, Wis., to points in Minn., Ia., Il., Ind., 
and Mich., and rejected shipments and empty containers on 
return, over irregular routes. 

Texas (Dallas)—-MC 59680, Sub. 62, Strickland Transporta- 
tion Co., Inc. Denial of certificate proposed. General com- 
modities, with exceptions, between Paris and Henrietta, Tex., 
over a specified route. 

New York (Brooklyn)—MC 50344, Sub. 1, Sam Zeid, dba 
A. B. C. Moving Van. Denial of application for certificate pro- 
posed for want of prosecution. Household goods between New 
York, N. Y., on the one hand, and, on the other, points in 
Ulster and Sullivan counties, N. Y., over irregular routes, 
traversing N. J., for operating convenience. 

Virginia (Arlington)—-MC 41041, Sub. 4, Leland E. Carter 
and Harold T. Carter, dba Carter Trucking Co. Permit pro- 
posed. Cream, condensed milk, and milk products, in con- 
tainers, over irregular routes, from Shelbyville, Ind., to Rich- 
mond and Falls Church, Va., points in the Washington, D. C., 
commercial zone, Charlotte, High Point and Asheville, N. C., 
and Greenville, S. C., and empty containers on return, through 
O., W. Va., Ky., and Tenn., for operating convenience. 

New Jersey (Carlstadt)—-MC 38791, Sub. 9, Tuohy Truck- 
ing Corporation. Certificate proposed, subject to elimination 
of duplicating authority. Soaps, soap powders, soap products, 
shortenings, edible oils, toilet preparations, glycerin, washing 
compounds, and cleansing compounds, in containers, and adver- 
tising matter and premiums in connection therewith, from 
Port Ivory, N. Y., to points in Westchester county, N. Y., and 
rejected or damaged shipments in the opposite direction, over 
irregular routes, traversing N. J., for operating convenience. 

New Jersey (New Brunswick)—MC 32775, Sub. 2, Herman 
Forwarding Co. Denial of certificate proposed. General com- 
modities, with exceptions, between points in Washington county, 
O., and Pleasants county, W. Va., on the one hand, and, on the 
other, points in N. J., over irregular routes, traversing Pa., 
and Md., for operating convenience. 

Kansas (Wichita)—-MC 30600, Sub. 65, Santa Fe Trail 
Transportation Co. Certificate proposed. Passengers, baggagé, 
express, mail and newspapers, between Aguila and Congress 
Junction, Ariz., over Ariz. highway 71, for operating convenience 
only, serving no intermediate points. 


Pennsylvania (Jonestown)—MC 25954, Sub. 1, Frank Eff 


Mickey. Certificate proposed. Coal, from points in Schuylkill 
county, Pa., to Baltimore, Md., and points in N. J., on and 
north of N. J. highway 33, except from Pottsville, Pa., to Lyons, 
N. J., over irregular routes. 


New York (New York)—MC 16675, Sub. 1, Shore Haulage, 
Inc. Permit proposed. Rags, and of skids, platforms, and pal- 
lets used in the transportation of paper and paper products, 
between New York, N. Y., on the one hand, and, on the other, 
points in Fairfield and New Haven counties, Conn., and defined 
areas of N. Y., and N. J., over irregular routes. 


West Virginia (Charleston)—-MC 108390, Henry M. Dolli- 
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cent, and those that were more than one dollar by 15 per cent, 
and also increasing minimum charges. He said those commodity 
rates were not in issue in the instant proceeding. Mr. Burch- 
more said he did not think the Express Agency should be per- 
mitted to be “reticent” about subnormal rates. 

Commissioner Splawn asked if Mr. Burchmore thought the 
Commission could deal with the question that had been raised, 
and the latter said it seemed to him it could do so in consider- 
ing the measure of increase asked in the standard express 
rates. He said he had some doubt that the Commission could 
enter an order specifically affecting those commodity rates, but 
added that “you ought to have before you this very long list 
of commodities.” Commissioner Splawn said he thought it 
clear that the commodity rates were not in issue, being in the 
nature of exceptions. 

After a number of questions about the graduation of the 
proposed increased rates, Mr. Burchmore said he did not think 
they formed such a “well thought-out” rate structure as the 
Commission had suggested should be set up. 

After Mr. Cole had put in his revised exhibits, Mr. Burch- 
more asked if he could say how much deficiency there was in 
express revenues the south and how they would be affected by 
application of the standard express scales. Mr. Cole said he did 
not know. 

W. A. Benson, vice-president—accounting read a statement 
prepared in answer to a question voiced by Commissioner 
Splawn at the June hearing as to how much additional revenue 
the company would receive under the application of the higher 
scale proposed for zone 3 than if the lower scale proposed for 
zones 1 and 2 were applied in all zones. He said, among other 
things, that application of rates under the eastern-southern 
scale, systemwide, produced an average charge of about 4.69 
cents less than under the application of the eastern-southern 
scale and the western scale, which, applied to 180,000,000 ship- 
ments, represented about $8,450,000 less revenue to be earned 
under the eastern-southern scale systemwide. 

Mr. Burchmore asked what was done on the traffic in the 
south moving at commodity rates less than the standard scale. 
Mr. Benson said it was included at the present rates, adding 
that the proposed rate increases involved in the proceeding 
applied only to first and second class traffic and not to com- 
modity-rate traffic. 

Both Mr. Benson, and K. N. Merritt, vice-president—traffic, 
said the lower commodity rates in the south were established 
to meet truck competition and that the traffic would be lost to 
the Express Agency if the rates were increased. Commissioner 
Splawn said he would like to know how traffic was divided 
between that moving under the standard rates and under com- 
modity rates in the various territories. 

Referring to verified statements filed with the Commission 
by shippers and receivers, Mr. Merritt said the diversion of 
traffic from the Express Agency noted in those statements was 
due to general conditions rather than to express rates. He said 
general business conditions would bring about a reduction in 
express shipments to 180,000,000, regardless of the level of the 
rates. 

At the close of the hearing, it was ruled that briefs would 
be due July 31, with no reply briefs to be filed. The Commis- 
sion is to decide whether or not there will be a proposed report 
and a call for exceptions. 


Verified Statements Filed 


Verified statements in opposition to further increases in 
express rates in Ex Parte No. 163, and in a number of cases 
asserting that traffic has been diverted from the Express 
Agency by reason of the “interim” increases, as well as con- 
taining allegations that the service is not of the “expedited” 
character expected of the agency, have been filed by: 

Lynchburg (Va.) Traffic Bureau; Marshall Field & Co., 
Chicago, Ill.; Eastern-Columbia, Inc., Los Angeles, Calif.; 
Broadway Department Store, Inc., Los Angeles, Calif.; Bul- 
lock’s, Inc., Los Angeles; Western Traffic Conference, Inc., San 
Gabriel, Calif.; and Milliron’s, Los Angeles. 


Eastern Roads Refused More 
Time in Express Case 


A motion of eastern railroads for a 60-day postponement 
of hearing in No. 29679, Express Earnings, Plan and Method 
of Division, and related cases, has been denied by a. supple- 
mental order of the Commission. The order also reopens 
Finance No. 7322, Securities and Acquisition of Control of 
Railway Express Agency, Inc., and Finance No. 7316, Express 
Contract, 1929, for further hearing on the part of the order 
relating to the pooling arrangement and the distribution among 
the participating carriers of “rail transportation revenue.” 

The proceedings were assigned for hearing in Washington 
before Commissioner Splawn and Examiner Way, July 22. 
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Eastern railroads at hearing, June 3, moved for a post- 
ponement of at least 60 days to permit them to negotiate with 
southern and western carriers for a more equitable basis of 
allocating inter-group revenues, and failing agreement, to pre- 
sent at an adjourned hearing a basis they believed would result 
in lawful and just divisions to the eastern railroads. Commis- 
sioner Splawn required the eastern roads to file a memorandum 
in support of the motion, and the other railroads to file their 
reply, which was done (see Traffic World, June 21, p. 1955). 

The matter of divisions arose when the Commission, in 
Ex Parte 163, Increased Express Rates and Charges, 1946, said 
apparently the agency and the carriers were in violation of 
the Commission’s earlier order because of a new method of 
allocating express revenues to the railroads, and instituted the 
investigation. In reply to the memorandum of the eastern 
roads, the western and southern railroads, among other things, 
asserted the instant proceeding involved only the “improved” 
method of allocating revenues and that the eastern roads were 
trying to make use of the proceeding to persuade the Commis- 
sion to alter the standard agreement. 


Southern Rails Ask Pullman 
Fare Increases 


Twenty-three Class I railroads, and 13 Class II railroads 
operating in the south have asked the Commission to investi- 
gate, determine speedily as just and reasonable, and authorize 
on short notice the following parlor and sleeping car fare in- 
creases: 

1. Increase the basic fares for transportation in sleeping and parlor 


cars by 6.06 per cent. The basic fares so increased will approximate 
3.5 cents per mile. 

2. Increase the minimum one-way fare to 15 cents. 

3. Dispose of fractions in respect of one-way fares as follows: 
When total increased fares result in fraction of a cent, fractions of 
less than 0.5 cent shall be dropped and fractions of 0.5 cent or greater 
be increased to the next whole cent. 

4. File and publish the increased one-way fares herein sought on 
short notice, to-wit, five days, of simple forms of tariff publication. 

5. File and publish increased round-trip fares for transportation 
in sleeping and parlor cars on short notice, to-wit, five days, of simple 
forms of tariff publication, It is petitioners’ intention, in the event they 
are authorized to increase their basic one-way fares as herein sought, to 
increase their round-trip fares to the following basis: 180 per cent of 
the one-way fare (approximately 3.15 cents per mile in each direction) 
adding when necessary to make resulting fare end in ‘‘0’’ or ‘‘5.’’ 

6. Increase basic passenger fares for transportation in sleeping and 
parlor cars between points on the lines of petitioners to the extent 
hereinabove indicated and, also, to correspondingly increase their inter- 
line fares between stations on lines of petitioners, on the one hand, and 
stations on the lines of connecting roads, on the other hand, to the 
extent necessary to reflect the increases herein sought on the lines of 
petitioners. 


After reviewing increased wages and payroll taxes, and 
increased costs of materials and fuel, the railroads said the net 
railway operating income earned in 1946 as reported by the 
Southern Region, applied to the approximate value of railway 
property as of January 1, 1945, as set forth by the Commission 
in its report in Ex Parte 162, yielded a return of only 3.77 per 
cent or, based on a restatement taking into consideration ac- 
celerated amortization of defense projects and concurrent tax 
credits, amounting to 3.03 per cent. Such rates of return, they 
said, were wholly inadequate. 

The southern roads said they received a large proportion 
of their gross revenues from passenger service so that the in- 
creased freight rates, made effective January 1, would not 
yield sufficient revenues to offset all their increased costs. 
They said passenger traffic should contribute its fair share 
towards meeting the increased operating expenses since 1942. 

Also observing a substantial portion of their revenues were | 
derived from intrastate travel, the railroads said, to the extent 
required, they would ask state authorities for increases in in- 
trastate fares to the levels sought interstate. Where 13th sec- 
tion orders might be outstanding, as in No. 11703 covering the 
rates in Illinois, the Louisville & Nashville, the Gulf, Mobile & 
Ohio, and the Southern, asked that they be modified to sanction 
the increases requested in Illinois. 

The petition included “those parts of the lines” of the 
L. & N., the G. M. & O. and the Southern “east and south of 
and including St. Louis, Mo.” ; 


CHICAGO SUBURBAN FARE RAISE SUSPENDED 


The Illinois Commerce Commission on July 8 suspended 
until November 29 the requests: of all railroads operating sub- 
urban trains to Chicago for a 20 per cent increase in commuter 
fares. The commission set a hearing for September 9 in its 
offices at 160 North La Salle St., Chicago, to determine “the 
adequacy and reasonableness” of the increases requested. The 
railroads in their proposed tariffs (see Traffic World, July 5,8 
p. 36) had sought an average increase of 20 per cent in com-§ 
mutation fares, effective August 1. 
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Railroads Estimate Rate Increases. 
Asked Will Average 16 Per Cent 


In filing petition with I. C. C. for authority to increase 
their freight rates and charges rail lines say the in- 
creases will yield approximately $1,091,000,000 a 
year on the basis of 1947 estimated traffic. Increases 
are necessary, they say, to bridge gap between pres- 
ent revenues and increased costs already in effect. 
Further increases in costs will make filing of supple- 
mental petition necessary, they say. Ask “prompt 
hearing” and then authority to make increases effec- 
tive on one day’s notice 


The railroads filed their petition for authority to increase 
their freight rates and charges with the Commission the after- 
noon of July 3 (see Traffic World, July 5). 

As heretofore indicated, the increases asked for vary in 
amount in the different territories. In eastern territory, and 
on inter-territorial movements involving the east, the railroads 
explained, the request was for 25 per cent, while in western 
and southern territories, and on inter-territorial movements 
between them, it was 15 per cent. They pointed out that these 
percentage increases were reduced, however, by limitations as 
to spcific maximum increases on a list of commodities, so that 
for the country as a whole, and taking all commodities in ac- 
count, the increases asked for averaged 16 per cent. 

Legal and traffic representatives of the carriers met in 
Washington July 1 and 2 and completed the drafting of Ap- 
pendix II of the petition containing the detailed changes pro- 
posed. The following day the draft of the petition itself was 
completed, and with appendices, put in mimeograph form, and 
filed with the Commission. Appendix I contains the list of car- 
rier applicants. It was said printed copies of the petition would 
be available the week beginning July 7. 

The extent of the carriers’ proposals as a whole was first 
revealed in the memorandum transmitted to members of the 
executive committee of the National Industrial Traffic League 
by John J. Fitzpatrick, chairman of the Traffic Executive Asso- 
ciation—Eastern Territory; J. G. Kerr, chairman of the South- 
ern Freight Association, and W. H. Dana, chairman of the 
Western Traffic Executive Committee (see Traffic World, 
July 5). ; 

This memorandum later was revised and became Appendix 
II of the petition filed with the Commission. In the revision 
there were no changes made in the amounts of increases asked 
but the explanatory matter was revised and additions were 
made to it. 

The railroads’ petition was signed by H. C. Barron, R. R. 
Bongartz, H. D. Boynton, S. R. Brittingham, Jr., E. H. Burgess, 
Charles Clark; Elmer B. Collins, Frank W. Gwathmey, T. P. 
Healy, George W. Holmes, Edwin C. Matthias, Walter McFar- 
land, C. A. Miller, George H. Muckley, H. M. Mulloy, W. A. 
Northcutt, M. C. Smith, Jr., J. M. Souby, Carson L. Taylor, 
H. L. Walker and Erle J. Zoll, Jr., attorneys for petitioners. 


Text of Petition 


The text of the petition follows: 


The railroads listed in Appendix I hereto, hereinafter sometimes 
referred to’as Petitioners, being substantially all the Class I railroads 
in the United States, and many railroads of other classifications, re- 
spectfully petition the Commission to institute an investigation into the 
level of railway freight rates and charges and to authorize Petitioners 
to increase such freight rates and charges as set forth in Appendix II 
hereto, with permission to make such increased rates and charges effec- 
tive at the earliest possible date on less than statutory notice. In sup- 
port thereof Petitioners respectfully show: 


I 


Petitioners’ costs of operations have increased to such an extent 
since 1939 that their net railway operating income is inadequate to 
maintain Petitioners in such a financial conditions as will enable them 
to continue to provide the public with adequate and efficient transpor- 
tation service to meet the needs of commerce, the postal service, and 
the national defense, as contemplated by Section 15a(2) of the Inter- 
state Commerce Act and the National Transportation Policy. 

By their petition of April 15, 1946, in Ex Parte No. 162, Increased 
Railway Rates, Fares and Charges, 1946, 266 I. C. C. 537, the railroads 
sought immediate action to overcome the critical situation then con- 
fronting them owing to the extraordinary combination of war and post- 
war conditions, and particularly to offset three factors which were then 
of recent development: the increase in wages of railroad employees 
of 16 cents per hour determined under the procedures of the Railway 
Labor Act in April, 1946, retroactive to January 1, 1946; large increases 
in the prices of railway fuel, materials and supplies; and a sharp de- 
cline in the volume of railway traffic with an even greater decline in 
railway revenues. 

It was realized when the petition in Ex Parte No. 162 was filed, 
which was confirmed by experience as the year 1946 progressed, that 
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the increased rates there proposed, even if granted in full, were insuffi- 
cient to overcome the increased costs incurred by the railroads since 
1939. It was then estimated that the increased revenue under the pro- 
posal would approximate $1,000,000,000 per year, which would not 
greatly exceed the increases in wages and material and fuel costs that 
had occurred since January 1, 1946. The proposal was not designed 
to offset the increases in such costs aggregating $1,175,000,000 that had 
occurred prior to that time or to cover further substantial increases 
in costs that might occur subsequent to the filing of the petition. 
After the petition was filed, three events occurred which added 
substantially to the railroads’ operating costs. An additional increase 
of 2% cents per hour was granted under the Railway Labor Act pro- 
cedures, effective May 22, 1946, which, on the basis of 1946 employment, 
represented an additional increase in wages of about $100,000,000 per 
year. The Congress, through enactment of the Crosser Act, increased 
the railroad payroll taxes by 2% per cent of the taxable payroll, effec- 
tive January 1, 1947. This will add at least $90,000,000 to railroad 
operating expenses for 1947. The prices of materials and supplies, 
including fuel, also increased substantially after the petition was filed. 
For example, there was an increase in the price of fuel coal averaging 
40.5 cents per ton. The level of unit prices today is 19.7 per cent 
greater than the average chargeout prices of materials and supplies, 
including fuel, in 1946, as the result of which the same volume of fuel, 
materials and supplies as*purchased in 1946 would at the present time 
cost approximately $258,000,000 more than they actually did cost. 
The annual increased costs of operation due to increases in wages, 
payroll taxes and costs of materials and supplies, including fuel, in- 
curred since the filing of the original petition in Ex Parte No. 162 is 


- at least $448,000,000. 


Class I Petitioners estimate that the increase in their operating 
costs due to increases since 1939 in the prices of fuel, materials and 
supplies, wages and payroll taxes now totals at least $2,300,000,000 
per year, 

Based on their estimated traffic in 1947, the increases in freight 
rates approved by the Commission in Ex Parte No. 162, effective Janu- 
ary 1, 1947, will yield approximately $1,200,000,000 annually. 

Since the Commission’s decision in Ex Parte No. 162, Petitioners 
have sought to obtain additional revenue through increases in passenger 
fares and mail and express rates, but to the extent that such increases 
have been granted or may be granted they are wholly insufficient to 
meet Petitioners’ present needs. 

The 10 per cent increase in basic passenger fares as authorized in 
1942, applied to the estimated passenger traffic of 1947, will produce 
approximately $82,000,000. The recent increases in Eastern passenger 
fares and the adjustment of certain passenger fares in Western territory 
= add approximately $55,000,000 per year based on 1947 estimated 
volume. 

Consequently there is still a gap of approximately $1,000,000,000 
between increased costs and increased revenues received from increased 
rates, fares and charges which must be bridged if sound economic 
conditions in transportation are to be restored. 

The -results,for the first five months of 1947 and the estimated 
results for the balance of the year make it clear that, even though they 
are handling a volume of traffic which was exceeded in only a few of 
the war years, Petitioners can not continue to carry the burden of such 
a substantial portion of the increased costs of operation which so far 
have not been provided for by increases in freight rates and passenger 
fares, The need for a substantially higher level of freight rates is im- 
perative. Otherwise, the ability of Petitioners to provide adequate and 
efficient transportation service will be seriously impaired. 


II. 


The railroads have been making every effort to effect economies to 
offset, to the greatest extent possible, their increased expenses. This 
is a continuing effort but there is no prospect that enough can be ac- 
complished in this respect within the reasonably near future to offset 
any appreciable portion of these extraordinary increases in operating 
expenses. 

The difficult aspect of this problem is apparent from the fact that 
for the first three months of 1941 the compensation paid employees of 
Class I railroads was 43.8 per cent of operating revenues, whereas for 
the first three months of 1947 it had risen to 50.4 per cent. These figures 
are exclusive of payroll taxes. Altogether the wage increases of 1941, 
1943 and 1946, the vacation allowances and the increased payroll taxes, 
including those under the Crosser Act, aggregate $1,655,000,000 per year. 


II 


The Commission is fully aware of the radical changes in the results 
from passenger service operations. Prior to the war years these opera- 
tions resulted in a deficit in net railway operating income of $262,000,000 
in 1940. During the war years these operations contributed substantially 
to the net railway operating income and net income of the railroads. 
For example, in 1943 the passenger service operations yielded a net 
railway operating income of $280,000,000. But with the disappearance 
of the increased volume of war years passenger service showed a sub- 
stantial deficit in net railway operating income in 1946, amounting to 
almost $140,000,000, after taking into consideration certain carry-back 
tax credits. Even with the increases in passenger fares authorized in 
Eastern territory and the requested increases in express and mail 
revenues, should they become effective in 1947, passenger service opera- 
tions in 1947 will unquestionably result in the greatest deficit in the 
history of the railroads. This is inevitable because of the great increase 
in the unit costs of wages, fuel, materials and supplies, the very sub- 
stantial decrease in passenger service revenues and the inability of 
petitioners substantially to reduce passenger train-miles and passenger 
car-miles in proportion to the decline in volume. 


IV 


In view of the serious labor difficulties in the first five months of 
1946, a comparison of the operating results in freight service of the 
Class I Petitioners with the same period of 1947 is of no particular sig- 
nificance as indicating an improvement in Petitioners’ financial condi- 
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tion. The significant fact in comparing 1947 with 1946 is that the revenue 
Passenger miles in the first five months of 1947 decreased under the 
same period of 1946 by 38.3 per cent. On the basis of the present levels 
of costs, rates, fares and charges, it is estimated that in 1947 the operat- 
ing results of Class I railroads will be as follows: 


Millions 
United States 
I) SIN ogi a5 o's wpe GLE bs 09:3 2's emin's isso 60-sestines $8,349 
a os ga 8 TAY cca ae mg y ate aie-a.c Se icce! oetenwiece ton 6,471 
eens en SURDURUESERIN CURUUOONNID 8 oo oss nsas ocre.c.t.e. si acladet deca te 802 
Rate of return on net invéstment*.....)......6...5..-..02. 3.56% 
Eastern District 
I I “IIIS so, 5 cco bcos © ib.0.0 0.0 beip 605.6 Gaawe ¢bine.s 6 asc8 $3,353 
ee ee EE sk cs ce eine Sc. ave aa bape abies Gace sien e 2,721 
TROE ROI. GUTOTINI INCOME. onc cc cece cc sccccecccsac 237 
Rate of return on net investment*..........,.............. 2.69% 
Pocahontas Region 
eS too e wiv cc shave witslne aig ed oa Kaw ea $ 440 
Se | cn Lin ce @.4n5 bios a. s1@ bins Cas mabe 280 
De I RIE SRE SURO goons og bc wloin o co.0'b 0c 0s be Combos e 103 
Rate of return on net investment®....:.. 22.02. ck ele 9.21% 
Southern Region 
LOCA! GDOTALING TEVORUES....... 2). cee cee Tan eater Naa ciate «alate $1,186 
ee oa S'a'S aa payee ad 83 6.67s SE Cele cle ae wb nce 6 918 
DOE RET PMT GeNEe  MICONTID Sooo ae os ii icc hee ss vecesen oane 120 
Rate of return on net investment*....................0000. 4.28% 
Western District 
I SS og ook 80 al os dG Share Sb 0.070 copaie Bipin O18 00° ta aio cask $3,370 
EL II INO 5 oo -c.5 ciel tcc ce scedcetecedsesdesees's 2,552 
EE OI I FICO ao ain ooo ec 0s dine Sede cede daeses 342 


Rate Of POTUTA OM Net MvestmMe;nt® | ood... eee eee etee 3.49% 

*‘‘Net Investment’’ represents investment in road and equipment, 

material and supplies, account 716 and cash, account 708 less accrued 
depreciation. y 


Class I Petitioners estimate that the proposed freight rate increases, 
if authorized by this Commission and by the respective State Com- 
missions, will yield on the basis of estimated 1947 traffic $1,091,000,000. 
Of this sum, carriers in the Eastern District would receive $494,000,000, 
those in the Pocahontas Region $38,000,000, those in the Southern Re- 
gion $137,000,000, and those in the Western District $422,000,000. 

As the proposal contemplates different increases in each of the 
territories. Petitioners will at the hearings in this investigation make 
a more definite and detailed showing as to the revenue needs of the 
respective groups of carriers and as accurate an estimate as possible 
of the revenue results which would flow from the proposal. 


VI 


The following table shows the revenue ton-miles, revenue passenger- 
miles, net railway operating income and rates of return of Class I 
Petitioners for the years indicated: 


-—-Net Ry. Oper. Income— 


Revenue Rate of 
Revenue Passenger- Return on 
Ton-Miles Miles Amount Investment 

Year (Millions) (Millions) (Thousands) After Deprec. 
RR Re ee a 306,840 37,313 $ 600,937 2.99% 
Pa ea et cee 339,285 35,470 760,187 3.75 
SE asc th oer vn ceeaets 412,727 37,957 961,955 4.57 
SINE: sa ravajgvatmna peice unre 388,415 36,091 973,837 4.49 
PS 5 ke 6k Sideste 3 ate 413,814 35,950 1,121,076 5.07 
Average 1921-25 ...... 372,216 36,556 883,599 4.20 
WE eKSck vr okSt seu behoe 443,746 35,478 1,213,090 5.35 
SE S06 vd he vsbenaclod 428,737 33,650 1,067,985 4.64 
RIA ATS AS Fk 432,915 31,601 1,172,864 5.01 
MT raed oad ei fh 447,322 31,074 1,251,698 5.24 
I fainGidsie aisterare blnwths 383,450 26,815 868,879 3.59 
Average 1926-30 ...... 427,234 31,724 1,114,903 4.76 
MME NAS sa do iewae ciaeka 475,072 29,350 998,256 4.28 
MS bo ev ssteink ose tales 637,984 53,659 1,484,519 6.30 
I ok Selva oleh eeu 727,075 87,820 1,359,768 5.71 
BPA re 737,246 95,549 1,106,327 4,71 
WP ccd obcwcess veda 681,001 91,717 852,147 3.77 
Average 1941-45 ...... 651,676 71,619 1,160,204 4.97 

: APES terre 591,984 64,673 620,120 2.75 
1947 (estimated) ..... 625,740 44,303 802,000 3.56 


The net railway operating income which would be earned by these 
Petitioners, should their proposal be approved, would be no more than 
necessary to enable them to provide the adequate and efficient trans- 
portation service contemplated by law. The estimated earnings in 1947, 
based on present expenses, rates, fares and charges, are inadequate to 
accomplish that objective. At this time adequate railway earnings are 
of vital importance. There is an extraordinary need for expenditures to 
rehabilitate and modernize equipment and facilities so that Petitioners 
can operate more efficiently, improve their service to the public, and 
meet the competition of other forms of transportation. The public, of 
course, is entitled to the most economical and efficient service possible 
and one of the best ways to bring this about is by substantial expendi- 
tures for carrier improvements. Such improvements are vitally neces- 
sary to the national defense. The unit costs of these improvements is 
substantially in excess of the unit costs in prewar years. 


vit 


The increased rates and charges proposed herein will be just and 
reasonable for the various services covered thereby and will not result 
in a loss of traffic to an extent which will deprive Petitioners of the 
benefit of a substantial increase in revenue. Said proposed rates and 
charges are necessary to enable petitioners more nearly to realize the 
adequate return on their properties which is essential in order that 
Petitioners may continue to provide the adequate and efficient trans- 





TRAFFIC WORLD 


portation service necessary in the public interest, as declared by Con- 
gress in the National Transportation Policy and in Section 15a(2) of 
the Interstate Commerce Act. 


VIII ; 


The increased operating costs hereinbefore mentioned are being and 
will continue to be incurred in the handling of intrastate, as well as 
interstate, traffic; and the estimates of increased revenues which Peti- 
tioners will receive, as set forth herein, reflect the application of the 
proposed increases in rates and charges to both interstate and intra- 
state traffic. It is respectfully suggested, therefore, that the coopera- 
tion of the State Commissions be invited, as provided by law, in any 
investigation instituted and conducted by the Commission as hereinafter 
prayed. 

Ix 


These estimates of operating: expenses are based upon current costs 
of operation. If present operating expenses should increase subsequent 
to the filing of this petition, whether due to increased costs of fuel, 
materials and supplies, ov to increased wages, it will be necessary to 
bring the changed situation to the attention of the Commission by a 
supplemental petition, 

Wherefore, Petitioners pray that the Commission institute an in- 
vestigation into the matters set forth in this petition; that the Commis- 
sion, after a prompt hearing, determine and find that Petitioners’ 
freight rates and charges, increased in the manner and to the extent 
proposed herein, are and will be just and reasonable and not in excess 
of such maximum reasonable rates and charges as are necessary in the 
public interest to enable Petitioners to continue to provide the adequate 
and efficient railway transportation service contemplated by law; that 
the Commission grant Petitioners special permission to make such in- 
creased rates and charges effective by publication, on one day’s notice, 
of simple forms of supplements to existing tariff schedules, and that 
such supplements be permitted to become effective without suspension; 
that the Commission enter a general order modifying all its outstanding 
orders to the extent necessary to enable Petitioners to make effective 
the increased rates and charges herein proposed; that, where the appli- 
cation of such increased rates and charges would result in creating new 
departures or changing existing departures from Section 4 of the Act, 
the Commission by the entry of special orders authorize such departures; 
that the Commission make such findings and orders herein as will per- 
mit Petitioners, without further order of the Commission, thereafter to 
make revisions in the increased rates authorized by proceeding with 
due diligence to make such reasonable readjustments in the resulting 
rates and charges as commercial and traffic conditions may require; 
and that the Commission grant such other and further relief as may 
be required in the premises. 


Text of Proposals 


Following are the carriers’ proposals as set forth in the 
petition: 
Section 1 


Except as hereinafter specifically stated all freight rates and charges 
will be increased as follows: 

The increases proposed in this petition are over and above the rates 
now in effect. 


(a) Within Eastern Territory (see Note 1).................. 25 per cent 
(b) Within Southern Territory (see Note 2)................. 15 per cent 
(c) Within Western Territory (see Note 3).................. 15 per cent 


(d) Interterritorially between Southern and Western. terri- 

tories, as defined in (b) and (c) on the one hand and 

Eastern territory as defined in (a) on the other hand....25 per cent 
(e) Interterritorially between Southern territory as defined 

in (b) and Western territory as defined in (c).......... 15 per cent 

Note 1.—Eastern territory referred to herein is that territory defined 
in Note 4 of Tariff of Increased Rates and Charges No. X-162-A, as 
amended, Agent B. T. Jones’ I. C. C. No. 4109 and the I. C. C., M. F., 
Cc. T. C. and State Commission numbers shown on the title page thereof. 

Note 2.—Southern territory comprises points in Alabama, Arkansas 
(Helena and West Helena only), Florida, Georgia, Kentucky (except 
where interstate line-haul class rates are governed by the Official Clas- 
sification), Louisiana (on and east of the east bank of the Mississippi 
River, also on carload traffic to and from points in the New Orleans, 
La., switching district), Mississippi, North Carolina, South Carolina, 
Tennessee and Virginia (points not listed in Note 4 of Tariff X-162-A, 
as amended), also between points as described in Exception 2 to Table 
2 of Tariff X-162-A, as amended. 


Note 3.—Western territory comprises: Points in Iowa, Michigan, 
Missouri and Wisconsin not listed in Note 4 of Tariff X-162-A, as 
amended. Also: Points in Arizona, Arkansas, California, Colorado, 
Idaho, Kansas, Louisiana (on and west of the west bank of the Missis- 
sippi River, except on carload traffic to and from points in the New 
Orleans, La., switching district), Minnesota, Montana, Nebraska, New 
Mexico, Nevada, North Dakota, Oklahoma, Oregon, South Dakota, 
Texas, Utah, Washington and Wyoming, also between points as de- 
scribed in Exception 1 to Table 2 of Tariff X-162-A, as amended. 


Section 2 


Line-haul carload freight rates on the commodities specified in this 
section will be increased in the amount and in the manner set forth as 
to each commodity group. Commodity groupings and proposed descrip- 
tions are those provided in the corresponding item numbers of Tariff 
X-162-A, as amended. 

Item 71, cotton, in bales; increase as provided in Section 1, maxi- 
— 7 cents per 100 pounds, applied in the manner set forth in this 

em. 

Item 125, fruits, fresh (not cold-pack nor frozen); increase as pro- 
vided in Section 1, maximum 13 cents per 100 pounds. 

Item 285, vegetables, fresh or green (not cold-pack nor frozen); 
increase as provided in Section 1, maximum 13 cents per 100 pounds. 
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Item 183, oil, fish or sea animal, not edible nor medicinal; increase 
as provided in Section 1, maximum 12 cents per 100 pounds. 

Item 184, oil foots or sediment; increase as provided in Section 1, 
maximum 12 cents per 100 pounds. 

Item 247-B, sand (foundry, glass, molding, etc.); increase as pro- 
wided in Section 1, maximum 40 cents per net ton, but not less than 20 
cents per net ton. 

Item 58, cinders, clay or shale (haydite); Item 59-A, coal ashes and 
coal cinders; Item 155, limestone, agricultural; Item 157-B, limestone, 
broken, crushed, ground or pulverized; Item 174%, marl, agricultural, 
marl, ground or unground; Item 228-A, pumice, crude, pumice waste, 
pumice aggregate, dirty pumice; increase as provided in Section 1, 
maximum 20 cents per net ton. 

Item 230-A, quartzite rock, ganister rock, silica rock; Items 245, 
246-A, sand and gravel, NOIBN; increase as provided in Section 1, 
maximum 20 cents per net ton. 

Item 101-A, dolomite, crude, not roasted; increase as provided in 
Section 1, maximum 20 cents per ton, net or gross as rated. 

Item 250, shells, oyster, clam or mussel, coquina shells, Oyster shell 
lime, unburnt; Item 251%, slag, expanded; Items 258-A, 259-A, stone, 
marble or granite, broken, crushed or ground; Item 270, tailings, iron 
ore; Item 288, Volcanic scoria; increase as provided in Section 1, maxi- 
mum 20 cents per net ton. 

Item 251, slag, furnace, other than ground open-hearth basic slag; 
Item 261, stone, fluxing; increase as provided in Section 1, maximum 
20 cents per ton, net or gross as rated. 

(New), dolomite, roasted; increase as provided in Section 1, maxi- 
mum 50 cents per ton, net or gross as rated, 

Item 25, asphalt, natural, by-product or petroleum, in tank cars; 
Item 203-B, petroleum and petroleum products, in tank cars; Item 275, 
pitch and tar, in tank cars; increase as provided in Section 1, maximum 
6 cents per 100 pounds. 

Item 241, salt; increase as provided in Section 1, maximum 2 cenis 
per 100 pounds. 

(New), sulphur (brimstone), crude; increase 1 cent per 100 pounds. 

Item 165, logs; Item 227, pulpwood; Item 295, wood, fuel; increase 
as provided in Section 1, maximum 8 cents per 100 pounds. 

Item 43, box, crate or cooperage materials, wooden: Item 49-A, 
building woodwork and millwork; Item 167, lumber and articles taking 
same rates; Item 221, posts, poles and piling, wooden; Item 277, ties, 
mine or railroad, wooden; Item 287, veneer and built-up wood; Item 
297, woodpulp; increase as provided in Section 1, maximum 12 cents 
per 100 pounds. 

Item 27, axles, railway car or locomotive; Item 139, iron and steel 
articles, manufactured, as described in Note 8; Item 141, iron and steel, 
as described in Note 9; Item 143, iron or steel scrap and articles taking 
same rates; Item 181, nails, spikes and staples; Item 209, pig iron; 
Item 233, rails and railway track materials, iron or steel; Item 278, 
tin or tin plate, scrap; tin mill black plate, scrap; Item 283, trucks 
(without motors or generators); truck frames, railway car or loco- 
motive; Item 293, wire, iron or steel, not woven; increase as provided 
in Section 1, maximum 7 cents per 100 pounds but not in excess of $1.40 
per ton, net or gross as rated. 

Item 53, cement; Item 153, lime; Item 215, plaster, stucco or wall; 
increase as provided in Section 1, maximum 6 cents per 100 pounds. 

Item 263-B, sugar; increase as provided in Section 1, maximum 12 
cents per 100 pounds. 

New item, paving blocks, granite; curbing, granite; increase as pro- 
vided in Section 1, maximum 30 cents per net ton. 

Item 307, bituminous coal: Except as provided below, increase *15 
cents per net ton. 

Tidewater: Tidewater coal originating at mines on and after the 
date of the increase which moves by rail from New England ports to 
destinations in Connecticut, Maine, Massachusetts, New Hampshire, 
Rhode Island, and Vermont, total increase for the movement to the 
tidewater port and from the New England port, *15 cents per net ton. 

Tidewater coal for transshipment as cargo destined to foreign coun- 
tries, except Canada and Mexico, and as bunker coal destined to foreign 
countries, except Canada, and as cargo and bunker coal destined to 
Panama Canal Zone, Cuba and Insular Possessions of the United States 

(Porto Rico, Hawaiian Islands and Virgin Island); increase *25 cents 
per net ton. 


Rail-Lake-Rail: Lake cargo coal originating at mines on and after 
the date of the increase which moves by rail as road-haul freight from 
docks in the United States on Lake Superior and west bank of Lake 
Michigan (either as coal or as coal briquettes produced from such coal 
at the docks), total increase for the movement to the lake port and 
from the docks in the United States on Lake Superior or west bank 
of Lake Michigan, *15 cents per net ton. 

Rail-River-Rail: Coal transshipped at river ports, originating at 
Mines on and after the date of the increase and which moved by rail 



















































































total increase for the movement to the river port and from the river 
port, *15 cents per net ton. 


Rail-River: Coal transshipped at river ports, originating at mines 
on and after the date of the increase, which does not move by rail as 
road-haul revenue freight from river ports to interior destination; in- 
crease *15 cents per net ton. 

River-rail: Coal transshipped at river ports, which has not had a 
Prior rail haul, 15* cents per net ton. 

“To accrue to rail lines. 


_ Item 307, anthracite coal, except as provided below: Rates to and 
Including 75 cents per net ton or 84 cents per gross ton, increase 10 
cents per net ton or 11 cents per gross ton; rates 76 cents per net ton 
or 85 cents per gross ton to and including $1.50 per net ton or $1.68 per 
gross ton, increase 20 cents per net ton or 22 cents per gross ton; rates 
Over $1.50 per net ton or $1.68 per gross ton, increase 30 cents per net 
ton or 34 cents per gross ton. 


Tidewater: Tidewater anthracite originating at mines on and after 
the date of the increase which moves by rail from New England Ports 
to destinations in Connecticut, Maine, Massachusetts, New Hampshire, 






























as road-haul revenue freight from river ports to interior destinations, - 







107 


Rhode Island and Vermont, total increase for the movement to the 
tidewater port and from the New England Port, 30 cents per net ton. 

Rail-lake-rail: Lake cargo anthracite originating at mines on and 
after the date of the increase, which moves by rail as road-haul revenue 
freight from docks in the United States on Lake Superior or west bank 
of Lake Michigan (either as coal or as coal briquettes produced from 
such coal at the docks), total increase for the movement to the Lake 
Port and from the docks in the United States on Lake Superior or west 
bank of Lake Michigan, 30 cents per net ton. 

Item 307, coke: Rates to and including 75 cents per ton, increase 
10 cents per net ton; rate 76 cents per ton to and including $1.50 per 
ton, increase 20 cents per net ton; rates over $1.50 per ton, 30 cents 
per net ton. 


Item 305, lignite coal, lignite coal briquettes, increase 15 cents per 
net ton. 

Item 187, iron ore, increase 15 cents per ton, net or gross as rated, 
applied to all rates. 


Section 3 


Milk and Cream in Passenger and Freight Service: Line-haul car- 
load, less-carload and any-quantity rates on milk and cream in passen- 
ger or freight service, including commodities listed in the milk and 
cream tariffs, will be increased as provided in Section 1. 

Protective Service: Rates and charges for protective services pub- 
lished in Perishable Protective Tariff No. 14, Agent Quinn’s I. C. C. 
No. 25, will be increased 25 per cent. 

Collection-on-Delivery Service: Charges for collection-on-delivery 
services will be increased 25 per cent. 

Switching: Except at points in the territory described in Note 4 
of Tariff X-162-A, as amended, rates and charges for switching will 
be increased 15 per cent. 

At points in the territory described in Note 4 of Tariff X-162-A, as 
amended, rates and charges for switching will be increased 25 per cent, 
except that rates and charges for switching anthracite coal, bituminous 
coal, coke and iron ore which are subject to absorption, in whole or 
in part, by line-haul carriers will be increased 10 per cent, and such 
absorption by the line-haul carriers will be limited to an increase of 
10 per cent. 

Trap and Ferry Cars: Except at points in the territory described 
in Note 4 of Tariff X-162-A, as amended, rates and charges for trap 
and ferry car services will be increased 15 per cent. 

At points in the territory described in Note 4 of Tariff X-162-A, as 
amended, rates and charges for trap and ferry car services will be 
increased 25 per cent. 

Crane Service: Except at points in the territory described in Note 
4 of Tariff X-162-A, as amended, rates and charges for crane services 
will be increased 15 per cent. - 

At points in the territory described in Note 4 of Tariff X-162-\A, as 
amended, rates and charges for crane services will be increased 25 
per cent. 

Minimum Charges: Minimum charges as described in Item 7 of 
Tariff X-162-A, as amended, will be increased as follows: Paragraph 
(a), increase to $1.25; paragraph (b), increase to $25; paragraph (c), 
increase as provided in Section 1. 

Minimum or Net Line-Haul Revenue: Minimum or net line-haul 
revenue as described in Item 3-A of Tariff X-162-A, as amended, will 
be increased as provided in Section 1. 

Minimum Rate for Pick-Up and/or Delivery Services: The minimum 
rate for pick-up and/or delivery services described in Item 9 of Tariff 
X-162-\A, as amended, will be increased to 65 cents per 100 pounds. 


Loading and Unloading: Charges for loading or unloading as pro- 
vided in Section 2 of Rule 15, Consolidated Freight Classification No. 
17, will be increased to 6% cents per 100 pounds. 

No increase is proposed in charges for loading or unloading of 
live stock. 


Diversion and Reconsignment: Charges for diversion or reconsign- 
ment will be increased 25 per cent. 


Stopping in Transit to Complete Loading and to Partly Unload: 
Charges for stopping in transit to complete loading or to partly unload 
will be increased 25 per cent. 


Wharfage, Handling and Tippling at Southern Ports: No increase 
is proposed in charges applicable at South Atlantic ports, Hampton 
Roads, Va., and south, Florida ports and Gulf ports for wharfage, 
handling or tippling. 

Handling Charges on Iron Ore at Lower Lake Ports: Charges for 
handling iron ore at Lower Lake ports will be increased 10 per cent. 

No increase is proposed in charge for storing iron ore at Lower 
Lake ports. 


Special Freight Trains: Line-haul rates and charges for special 
freight train service will be increased as provided in Section 1. 

Railway Equipment on Own Wheels: Rates and charges per mile 
provided in Consolidated Freight Classification No. 17 will be increased 
25 per cent. 

All-commodity freight rates: Line-haul all-commodity freight rates 
will be increased as provided in Section 1. 

Freight in truck bodies: Line-haul rates on freight in truck bodies, 
trailers or semi-trailers on flat cars will be increased as provided in 
Section 1. 

Payments and allowances for drayage: No increase is proposed in 
amounts paid or allowances made by carriers for drayage or »ther 
services performed by shippers or receivers of freight. 

Other accessorial and terminal‘charges: Rates and charges for ac- 
cessorial or terminal services such as storage, handling, trimming, 
floatage, lighterage, demurrage on lighters or carfloats, loading, un- 
loading, fabrication, other transits, weighing, etc., not otherwise spe- 
cifically provided for in this section, will be increased as follows: 

(a) Except at points in the territory described in Note 4 of Tariff 
X-162-A, as amended, rates and charges for accessorial or terminal serv- 
ices will be increased 15 per cent. 

(b) At points in the territory described in Note 4 of Tariff X-162-A, 
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as amended, rates and charges for accessorial or terminal services will 
be increased 25 per cent. 

(c) No increase is proposed in charges for demurrage on freight 
cars. 

(d) No increase is proposed in charges for handling, loading or 
unloading export, import, coastwise or inter-coastal traffic which do not 
affect the measure of the line-haul rate and are not in addition to the 
line-haul rate. 

‘ Section 4 

Combination rates: Where rates are made by combining separately 
stated rates, each factor of such combination will be increased sepa- 
rately. 

Where a rate is shown in a tariff as composed of two or more fac- 
tors, each such factor will be increased separately and the increased 
rate will be the total of the factors so increased. 

Where tariffs publish through rates and provide that the aggregate 
of intermediates, if lower, will apply, each factor of such aggregate 
will be increased separately and the total of the factors so increased 
will alternate with the increased through rate. 

International rates to and from points in Canada and Mexico: Joint 
international rates to and from Canada or Mexico will be increased to 
the same extent and in the same manner as is proposed within the 
United States. 

Where rates on international traffic are made by use of combina- 
tions on the international border, the factor within the United States 
to or from the international border will be increased to the same extent 
and in the same manner as is proposed within the United States. 

Rates on import, export, coastwise and inter-coastal traffic: In 
initial publication rates applicable on import, export, coastwise and 
inter-coastal traffic will be increased to the same extent and in the 
same manner as provided for domestic rates. After the increases become 
effective, such rates will be revised by specific publication to restore 
recognized port relationships. 

Joint rates with ocean, lake and inland waterway carriers: In initial 
publication joint rates with ocean, lake and inland waterways carriers 
will be increased to the same extent and in the same manner as pro- 
vided for all-rail rates. After the increases become effective, such rates 
will be revised by specific publication to restore existing differentials 
in cents per 100 pounds or other unit. 

Joint rates with truck lines: The increase will be applied to joint 
rates with truck lines to the same extent and in the same manner as 
is proposed for all-rail rates. 

Class rates: In initial publication class rates will be increased as 
provided in Section 1. After the increases become effective, relationship 
of established classes to first class will be restored by specific publica- 
tion, 

Section 5 


Disposition of Fractions: The increases set forth in Sections 1, 2, 
3 and 4 will be subject to the following rules governing the disposition 
of fractions: 

Rates and charges in cents or dollars and cents per 100 pounds,. per 
car or other unit, except line-haul carload commodity rates on grain, 
grain products and by-products: 

Five cents or lower, resolve fractions to the nearest quarter cent; 

Higher than five cents, but not higher than ten cents, resolve frac- 
tions to the nearest half cent; 

Higher than ten cents: Fractions less than % cent—drop; fractions 
% cent or over—convert to the next higher full cent. 

Line-haul carload commodity rates on grain, grain products and by- 
products: Fractions less than .25 cent—drop; fractions .25 cent to .74 
cent—convert to % cent; fractions .75 cent and over—convert to the 
next higher full cent. Rates which under this rule would be increased 
less than % cent to be increased by that amount. 


N. I. T. L. Exec. Committee Meets with Carriers 


Members of the executive committee of the National Indus- 
trial Traffic League met with representatives of the carriers in 
Washington, July 9, to hear the carriers’ explanation of the in- 
creases proposed by them in the rate increase petition filed with 
the Commission July 3. 

Prior to the joint session the N. I. T. L. members held a 
meeting at which they considered questions to be submitted to 
the carriers at the conference. After the joint session the N. I. 
T. L. committee met again to consider the situation arising 
from the filing of the petition. 

John J. Fitzpatrick, chairman, Traffic Executive Associa- 
tion-Eastern Territory, acted as principal spokesman for the 
carriers at the joint conference. 


The executive committee of the league directed that a~- 


confidential letter be sent to all members seeking their views 
and wishes with respect to the rate increase petition of the 
railroads. The committee, it was said, would make certain 
recommendations in the letter but it was decided that these 
recommendations would not be made public at this time. 


PLAN NEW RAILROAD IN GEORGIA 


The Southeastern Railroad Co., Inc., a new corporation, 
has applied to the Commission, in Finance No. 15764, for 
authority to construct and operate a 229-mile line of railroad 
in the state of Georgia, to extend between Atlanta and Savan- 
nah, serving the cities and towns of Monticello, Milledgeville, 
Sandersville, Swainsboro, Greymont, Statesboro and Brooklet, 
in addition to approximately 20 miles of sidings, spurs, team- 
tracks, connecting tracks and yards. 

The application, signed by E. T. Mitchell, as president and 
general manager of the railroad, said the applicant was incor- 
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porated March 21, 1947, in the state of Georgia and organized 
under the laws of that state to operate only within Georgia. 

The new company’s general plan of financing, the applica- 
tion said, called for the issuance, for which authority is also 
sought from the Commission, of 200,000 shares of non-assess- 
able common stock of a par value of $50 a share, totaling 
$10,000,000. It stated that the company would start with an 
issue of $500,000, in accordance with its charter, and amend 
it up to the full amount immediately after the beginning of 
operations. 

The new company would have no financial relation with 
other railroads, the application asserted, but would connect 
for through traffic purposes. 

“The reasons why the present and future public con- 
venience and necessity require the proposed construction are 
many and will be answered in return to the questionnaire,” 
the application says. 


Penalty Per Diem Charge Opposed 
in Argument by Railroads 


Argument before the Commission in No. 29670, Increased 
Per Diem Charge on Freight Cars, an investigation instituted 
by the Commission to determine whether imposition of a per 
diem charge of two dollars, or other increased charge, would 
improve efficiency in the use of, or increase the supply of, 
freight cars, brought opposition from the railroads to a penalty 
per diem charge of $5 to be imposed in periods of car shortages 
under certain conditions, as recommended by Examiners Myron 
Witters and Paul C. Smith in a proposed report in that pro- 
ceeding (see Traffic World, June 21, p. 1943). 

J. M. Hood, president, American Short Line Railroad As- 
sociation, and Thomas L. Preston, for the Association of Amer- 
ican Railroads, said any such penalty per diem system would 
result in less efficiency rather than greater efficiency in the 
utilization of freight cars. Mr. Hood said that “if you ever 
get a railroad man to saving per diem instead of serving his 
shipper,” the result would be a cross-hauling of cars. 

Both Mr. Hood and Mr. Preston criticized evidence by 
Commission service agents as to what Mr. Preston said was a 
“spot” study of car delays, Mr. Preston adding a criticism of 
the summary of the reports of the agents, offered as an ex- 
hibit, asserting the A. A. R. brief set forth instances of dis- 
parity between the reports and the summary “so glaring as to 
establish that the exhibit was prepared without regard to 
accuracy in reflecting the findings of the service agents.” 

Frank Perrin, for the Office of Defense Transportation, 
asked the Commission to increase the per diem charge on a 
“flat, across-the-board basis to a point where it will accelerate 
return of cars to the home roads so that maximum utilization 
of equipment will be assured.” 

Answering a question by Commissioner Mitchell, Mr. Per- 
rin said the figure recommended by the O. D. T., $3.50, had not 
been “picked out of the sky,” adding that the earning capacity 
of freight cars in the United States could be figured on the 
basis of the number of loads handled and the amount of rev- 
enue received. By applying an operating ratio to those figures, 
he said, “you can come out with a fairly reasonable figure.” 
He said that was the manner in which the O. D. T. had arrived 
at the recommended $3.50 charge. 


Argument for Department Agriculture 


H. A. Cockrum, representing the Secretary of Agriculture, 
said the Department of Agriculture was interested in per diem 
both as a large shipper, and because of its interest in ade- 
quate transportation for all forms of food products. Saying the 
estimated 1,093,071,000 bushels of winter wheat and the esti- 
mated 316,822,000 bushels of spring wheat meant a bigger 
transportation job than ever before accomplished, and referring 
to increased demurrage charges and other actions to bring 
about greater utilization of box cars, Mr. Cockrum said any 
further substantial improvement would have to come from the 
railroads. He said the issue was whether or not the carriers 
could obtain greater use of the existing equipment during the 
present shortage emergency. 

Under “present conditions of inadequate car supply on all 
lines,” he said, some consideration should be given, in fixing 
an increased per diem, to the service value of a box car to the 
owning railroad, the department confining its interest to box 
cars as being the equipment most used for moving grain and 
its products. He said the department recommended a “straight, 
across-the-board,” $2 per diem charge. 

Replying to questions from the bench, he said ii a penalty 
was to be prescribed, the department believed it should be 
based on a graduated scale, increasing with the degree of the 
avoidable delay. Commissioner Rogers asked; a number of 
questions as to what the penalty per diem would cause the 
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carriers to do that they were not doing, asking at one point 
for other than a “generalization.” Mr. Cockrum said the evi- 
dence of Commission witnesses showed there were a number 
of avoidable delays for which the carriers were responsible. 
Answering questions by Commissioner Patterson, Mr. Cockrum 
said he believed the service agents had indicated how the de- 
lays could have been corrected, but said he could not say just 
where the evidence was in the record. Commissioner Mitchell 
suggested the delays were insignificant when compared with the 
large amount of traffic handled, and Mr. Cockrum said there 
might be a tendency for them to seem insignificant, but that 
that was not the real issue which, he said, was: Can the car- 
riers, under pressure, do more? 

He said prescription of a $2 per diem charge would result 
in approved handling of equipment with a minimum of hard- 
ship on lines of small car ownership. He said it was the depart- 
ment’s position the $2 per diem, which he said was not a pen- 
alty, should be assessed as a temporary measure only and 
should be withdrawn when conditions justified that action. 

In answer to a question by Commissioner Rogers as to how 
avoidable delay was to be determined, Mr. Cockrum said that 
was a policing problem that would be difficult. In conclusion 
he said if the Commission believed the policing job would not 
be too great, “it would certainly strike at the root of delays 
that should be eliminated.” If the Commission did not feel the 
policing of all avoidable delays would be practicable, he said 
the department believed that the fixing of a “straight, across- 
the-board” per diem as an emergency measure, based on the 
service value of the car to the owning line, was the appropriate 
alternative. 


Commission Has Penalty Power, Says Loos 


Speaking for the Agricultural Cooperating Transportation 
Committee, Karl D. Loos said he was not prepared to say it 
was beyond the power of the Commission to impose a penalty, 
but added he believed it would be easier to defend an order 
based on compensation than one that was considered a penalty 
order. He said he believed the Commission could prescribe in- 
creased per diem to be in effect only during periods of car 
shortage and when in effect to be purely a compensatory per 
diem on the theory that per diem, as a compensation in car 
shortage periods, should include some measure of the value 
of the car to the owner. That value, he added, was something 
more than the measure of the investment in the car, mainte- 
nance, etc. He said it might be assumed the present per diem 
or something less was a proper measure of per diem in periods 
of surplus, and went on to ask: “How much can you add in a 
period of car shortage to make up to the owner” for loss of the 
use of the car? He said the Commission might “very properly” 
add to the compensation for periods of car surplus a figure not 
to exceed the net railway operating revenue a car a day as an 
additional compensation for the value of the car to the owner 
in a car shortage period, suggesting one dollar for the surplus. 
period and one dollar added for the shortage period. 

Commissioner Barnard observed the per diem was a 
“money exaction,’ and asked what difference what it was 
called. Mr. Loos said he thought the Commission’s power must 
be found in the act, adding that the power with respect to 
penalties rested on different language in the interstate com- 
merce act than the power to fix compensation. Mr. Loos said, 
later, if the Commission was going to fix a penalty it must first 
establish some rule or regulation, the violation of which would 
call for imposition of the penalty. Commissioner Splawn asked 
whether the court in Iverson vs. United States, 63 F. Supp. 1001, 
affirmed 66 Sup. Ct. 825, sustaining a demurrage order, set any 
precedent for sustaining a penalty per diem charge. Mr. Loos 
said he did not believe the court had, adding he thought the 
court’s opinion in that case was based on the proposition that 
the demurrage rules, including the demurrage charges, were 
car service rules, regulations or practices, and that the Com- 
mission had the power to fix them and, therefore, the demur- 
rage charge, including a penalty. In answer to a further ques- 
tion, he said he did not think the Commission could include a 
penalty as part of compensation, adding the Commission could 
make a penalty for non-observation of some regulation or prac- 
tice it had first established. When Chairman Aitchison asked 
why, if the Commission could fix a penalty for demurrage, it 
could not fix a penalty for interchange, Mr. Loos said it might 
be sustained on that basis as a car service rule, but repeated 
his thought that the Commission would be in a stronger position 
if it first fixed a rule or regulation or practice, the violation of 
which called a penalty into play. He added that the rule, 
regulation or practice might be prescribed in one of two pend- 
ing proceedings, one involving a request by the Short Line 
Association for an award of reparation to the basis of a 95- 
cents-a-day charge, and the other a complaint by western rail- 
roads that they were being deprived by eastern railroads of 
the use of western owned cars. 


J. M. Hood Speaks for Short Lines 


Mr. Hood explained that C. A. Miller, general counsel of 
the Short Line Association, was ill, and that he was speaking 
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for Mr. Miller. On Mr. Miller’s behalf, Mr. Hood asked the 
Commission to consider the exceptions voiced in the former’s 
brief as exceptions to the examiners’ report. 

Mr. Hood asked that, in the interests of the shippers, the 
Commission dismiss the proceeding and permit the railroads 
to do the best job they knew how with the least possible inter- 
ference. He said the short lines were interested in the pro- 
ceeding because, in 1945, they had a car hire deficit of more 
than $7,700,000 and any order that resulted in an increase of 
the car higher deficit would be transposed into the net income 
deficit figures. 

The entire record in the proceeding, he asserted, was based 
on some conflicting opinions of a few Commission service agents 
and its then director of service, none of whom, he said, in his 
opinion was shown by the record to be “particularly qualified 
by experience” to express opinions. He added that “it was 
opinion testimony.” He said the agents went into the railroads’ 
records, gathered up some figures as to when a car arrived 
and when it departed ‘or something else happened to it,” ap- 
parently took the figures back to their offices without discussing 
the reasons for the figures, furnishing the information ‘‘here,”’ 
where, he said, “it was compiled and resulted in some very 
ludicrous assertions as will be shown by the briefs.” 

He asserted a day’s delay had been reported on a car 
interchanged within 3% hours, because it was delivered before 
midnight and interchanged after midnight. He referred to a 
statement in the proposed report that delays were unexplained, 
and said this was so because there was no long-distance tele- 
phone service available, and the telegraph wires were crowded, 
during the hearing period. 

In answer to a question by Commissioner Rogers as to 
whether the record showed what the carriers would be doing 
that they were not doing, Mr. Hood replied that the record was 
“entirely silent as to a single construction suggestion” in his 
judgment. He said it was replete with testimony of competent 
railroad officers to the effect that, beyond failures known to 
be occurring, and which the railroads were striving to correct, 
every effort was being made to bring about greater efficiency 
in the use of cars. He said the railroad men were of the opin- 
ion any attempt to apply a penalty would be almost certain to 
— in less car efficieney and further depletion of the car 
supply. 

Referring to the position taken by the Chesapeake & Ohio 
in the proceeding, Mr. Hood said he would like to point out 


-that that road’s position was expressed by counsel and no wit- 


ness was offered. 


As to the “policing job” referred to by Mr. Cockrum, Mr. 
Hood said: 


The record shows there are over 725,000 box cars. Turn-around time 
is a little more than 12% days. Assuming those figures to apply, it 
means we load more than 20,000,000 box cars a year. We have 52 five- 
day weeks to supervise and check on them, so that there are more 
than 77,000 box cars loaded every day of a five-day week. Not only do 
we have to check on them after they are loaded, but before they are 
placed, after they are moved to destination and after they are unloaded. 
So we have at least 300,000 box cars subject to this $5 proposed penalty 
charge every working day. What are our forces going to do besides 
supervising avoidance of payment of the $5 charge, and how is the 
Commission ever going to police an order so absolutely uncertain in its 
effect, so doubtful in its application, and so impossible of being applied? 


A. A. R. Position 


Mr. Preston, for the A. A. R., observing that, under the 
procedure adopted, briefs were filed before the proposed report 
was issued and there was no opportunity for filing exceptions, 
so that the A. A. R. brief was not addressed to the proposal 
advanced by the examiners, asked permission to hand to the 
members of the Commission and to counsel a written statement 
of 18 numbered pages. 

He said the respondents were opposed to the imposition of 
penalty per diem in any form and that the first requisite to 
making a case in support of “so novel and drastic a measure” 
was the establishing of some substantial occasion for resorting 
to it. He added that the record “significantly fails to establish 
any such occasion.” He said the Commission was without au- 
thority to prescribe penalty per diem and asked that the mo- 
tion of the respondents for dismissal should be sustained. 

Speaking from his statement, he said the examiners had 
recognized there was no basis to be found in the over-all per- 
formance of the railroads to resort to a system of penalties. He 
said testimony by representatives of the Commission’s Bureau 
of Service, concerning particular delays, was “insubstantial and 
unreliable in extreme degree.”’ He asserted a circular memoran- 
dum issued to the service agents by the director of the Bureau 
of Service, among other things, said the contents of the agents’ 
reports to the director must not be discussed with railroad 
officials or employes. 

It was thus made certain, he continued, that the respon- 
dents would have no advance knowledge of the reported delays 
on which the bureau intended to rely and no opportunity in 
advance of hearing to investigate such delays and explain them 
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if they were in fact unavoidable. Furthermore, he said, the in- 
junction against disclosure of the reported delays to railroad 
officials or employes tended to prevent determination by the 
Commission’s agents whether instances of record delays were 
in fact unavoidable and therefore properly to be excluded from 
their reports. In discussion of the summary of the reports put 
into evidence, he made the aforementioned statement that the 
railroad brief set forth instances of disparity between the re- 
ports and the summary. 

Among other things, Mr. Preston referred to the “‘discrim- 
inatory aspect” of penalizing delays to box cars while exempting 
delays to cars of other types, and asked what was meant by a 
“box car’ and whether the term was to be understood as in- 
cluding only the common box cars, or to box cars of other types. 

At one point, Mr. Preston said instances of delayed han- 
dling represented no more than “the margin of error inevitable 
in an undertaking of the proportions involved in the movement 
and distribution of a fleet of some two million freight cars.” 

After referring to section 1(15) of the interstate commerce 
act, Mr. Preston said the language of the section referring to 
the authority of the Commission to deal with car service mat- 
ters “upon such terms of compensation as between carriers as 
they may agree upon, or, in the event of their disagreement, as 
the Commission may after subsequent hearing find to be just 
and reasonable,” clearly confirmed the position that the matter 
of payments to be made by one railroad for the use of the 
equipment of another was not within the definition of car serv- 
ice.” He added, “if it were within the definition, special refer- 
ence to that subject would be superfluous,” and that the lan- 
guage of the reference clearly confined the power of the Com- 
mission to the fixing of “just and reasonable” compensation, 
deferring even such action until the carriers had demonstrated 
inability to agree among themselves. Even in those circum- 
stances, he continued, it forbade the fixing of the quantum of 
the payments on an emergency basis, or on any other basis 
than fair compensation to be prescribed only after hearing. 
There had been no such hearing in this proceeding, he said. 

Answering questions by Chairman Aitchison and Commis- 
sioner Barnard, as to whether the carriers would choose the 
possible fines for violation of Commission service orders, or a 
$2 per. diem charge, Mr. Preston said they would prefer the 
service orders and would “take the change” of violations. 


Cc. & O. Statement 


Horace L. Walker, for the C. & O., said the present per 
diem charge was inadequate and should be substantially in- 
creased. He added he did not think this a proper proceeding 
to bring that result about, but that an increase to a compensa- 
tory basis would speed up the movement of cars and create an 
incentive for deficient railroads to purchase new cars. He said 
the question of a fully compensatory basis for the per diem 
charge was before the Commission in the two bases aforemen- 
tioned. 

Answering Commissioner Mitchell, he said the C. & O. had 
determined that the cost of ownership on C. & O. cars was 
between $1.50 and $2 a day. He said the company objected to 
the examiners’ proposal to establish a penalty per diem and 
to the method proposed, adding he concurred with everything 
Mr. Preston and Mr. Hood had said about the difficulty of 
policing such rules. He said the Commission should dismiss the 
proceeding and fix a proper per diem in the “other two pro- 
ceedings.” 


Carriers Ask Modifications to Permit 
Minimum Charge Grouping Revision 


Carriers in Official, Southern and Illinois Freight Associa- 
tion Territories have petitioned the Commission for modifica- 
tion of outstanding orders in three rate proceedings to permit 
revision of minimum charge grouping. The three proceedings 
are No. 21373, Commonwealth of Kentucky et al. vs. Ahnapee 
& Western Railway Co., et al., 213 I. C. C. 297; No. 21665, 
North Carolina Corporation Commission vs. Akron, Canton & 
Youngstown Railway Co. et al., 213 L. C. C. 259; and No. 26488, 
East Tennessee Border Traffic Association vs. Akron, Canton & 
Youngstown Railway Co. et al., 214 I. C. C. 316. 

The carriers said they asked for modification to permit a 
revision of the present minimum charge gateways or hold 
points as well as groupings for minimum charge purposes in 
Southern Territory on traffic and to Official (including I. F. A.) 
Territory. Said the petitioners: 


The proposed revision in minimum charge grouping in Southern 
Territory including the change in the minimum charge gateways or 
hold points under the proposed adjustment will in more than 95 per cent 
of the cases result in either no change or reductions. A small portion 
of increases will result, those being particularly from the western 
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Pennsylvania area, such as Erie and Johnsonburg, Pa., to points in 
Southern Territory, now subject to the Brookneal, Va., minimum charge 
hold point, the minimum charge point to that territory having been 
changed to Meherrin, Va. 

The revision material is now being placed in tariff form and work 
will be continued thereon looking toward an effective tariff date of 
September 1, 1947, or earlier, on not less than 30 days’ notice. 

A fourth-section application will be filed in accordance with the 
transportation act of 1940 concurrently with the filing of the tariffs. 


Wisconsin Association Complaints 
of Ex Parte 162 Rate Treatment 


The Wisconsin Manufacturers’ Association, Madison, Wis., 
has filed a complaint with the Commission, No. 29779, naming 
the Ahnapee & Western and six additional railroads defendants, 
in which it alleges those railroads, in purported compliance 
with the findings in Ex Parte 162, Increased Railway Rates, 
Fares and Charges, 1946, have published class rates in viola- 
tion of sections 1 and 15 of the interstate commerce act. 

The association alleged that no part of Wisconsin was in- 
cluded in Official Territory as defined in Ex Parte 162, by ref- 
erence to Eastern Class Rate Investigation, 164 I. C. C. 314, 
except ‘west bank Lake Michigan ports,” but that the defendant 
railroads “applied the percentage increases of 25, 22%, and 20 
respectively, as if all of that part of Wisconsin located in ex- 
tended zone C and Illinois Freight Association Territory were 
within Official Territory as defined in Ex Parte 162.” 

Instead of increasing the rates by 20 per cent between 
west bank Lake Michigan ports in Wisconsin, on the one hand, 
and, on the other, points in the territory lying west of Official 
Territory, said the association, rates were increased by the 
defendants 22% per cent. It added that the west bank ports 
being western border points and “the traffic taking place en- 
tirely within the west, the traffic is not interterritorial between 
Official and Western territories, but is intraterritorial within 
the west and the rates should have been increased but 20 per 
cent.” 

To rates between points in extended zone C and I. F. A. 
territories in Wisconsin (other than points on the western bor- 
der thereof) on the one hand, and, on the other, points in the 
territory west of Official Territory, the carriers applied an in- 
crease of 22% per cent, the association asserted, instead of 
the “authorized” increase of 20 per cent, and made the same 
assertion as to points in extended zone C and I. F. A. Terri- 
tory (other than west bank Lake Michigan ports) on the one 
hand, and points located south of Official Territory, on the 
other. 

A 25 per cent, instead of a 22% per cent increase, was ap- 
plied between points in extended zone C and I. F. A. territories 
in Wisconsin (other than the west bank Lake Michigan ports, 
on the one hand, and, on the other, points in Official Terri- 
tory, including Illinois Territory, as defined in Ex Parte 162), 
the association alleged. 

Between west bank Lake Michigan ports in Wisconsin and 
Illinois Territory, the carriers applied an increase of 25 per 
cent, it said, adding: 

Since these west bank Lake Michigan ports are on the western 
border of Official Territory and since the traffic moves via western car- 
riers through Western Territory in Wisconsin to and from Illinois, the 
question is raised as to whether the 25 percentage applied was appro- 


priate and authorized by the order or rather whether the percentage 
was not by the order limited to 22%. 


The association asked a cease and desist order and rates 
to conform to the findings and orders of the Commission. 

Named as defendants with the A. & ‘W., were: Kewaunee, 
Green Bay & Western; Chicago & North Western; Milwaukee; 
Green Bay & Western; Illinois Central, and the Soo Line. 


MAINE POTATOES IN PROTECTIVE SERVICE CASE 


The Secretary of Agriculture has petitioned the Commis- 
sion in No. 20769, Charges for Protective Service to Perishable 
Freight—Protective Service Against Cold, to broaden the scope 
of the investigation by striking from the order reopening the 
investigation provisions excepting potatoes from Maine from 
the investigation (see Traffic World, Feb. 15, p. 477). 

The Secretary said an official of the Maine Potato Growers 
and Shippers, Inc., had written the Commission in May that 
a poll of shippers of potatoes in Maine indicated they did not 
desire the institution of compulsory carriers’ protective serv- 
ice and requested the Commission to withdraw that matter 
from further consideration in the prospective hearings. 

He continued by saying since reopening of the proceeding 
and the filing of the letter from the Maine shippers, he had 
made an investigation into the needs of potato shippers in that 
state on representations made by certain shippers, and had 
determined that optional carriers’ protective service was a 
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desirable if not a necessary adjunct to the distribution of Maine 
potatoes. 

The Atlantic Commission Co., Inc., of New York, N. Y., has 
added its request to that of the Secretary of Agriculture, that 
the order reopening No. 20769 be amended to include investi- 


gation into protective service against cold for potatoes from 
Maine. 


Postmaster General Seeks Delay in 
Railway Mail Pay Hearing 


Postmaster General Hannegan, in a petition to the Com- 
mission in No. 9200, Railway Mail Pay, made public by the 
Commission July 8, has asked the Commission to vacate its 
order setting the proceeding for hearing on July 10. He fur- 
ther asked the Commission to call prehearing conferences from 
time to time to determine the progress being made in the de- 
velopment of evidence pertinent to the issues in the proceed- 
ing, and to fix a date for hearing on the basis of information 
supplied in such conferences to the Commission by the parties 
to the proceeding. 

In the proceeding the carriers sought rates and compensa- 
tion not less than 45 per cent above present rates, from and 
after February 19 (see Traffic World, March 1, p. 655, and 
April 19, p. 1244). 

The Postmaster General, among other things, said no facts 
had been established by the petitioners as a basis for an emer- 
gency hearing, or “justifying departure from the normal, or- 
derly procedure.” 'The Commission, he said, was without au- 
thority in law to grant an interim increase in railway mail pay 
rates. The Postmaster General said: 


A hearing on July 10, 1947, would be substantially ex parte in na- 
ture. The Post Office Department has had no adequate opportunity to 
examine into the accuracy and completeness of the evidence the peti- 
tioners propose to offer, nor to develop evidence in opposition thereto. 

The system of railway mail pay should be completely reexamined 
prior to the entry of an order increasing or decreasing rates. 


The Commission, on July 8, issued a notice adding the name 
of Hearing Examiner Mullen to those of Commissioner Mitchell 
and Examiner Koch to hear the case. 


Commission Denies Motion to Vacate 


The Commission later denied the Post Office Department’s 
petition for vacation of the order that set the proceeding for 
hearing on July 10. Announcement of the action was made in 
an order made public July 8, the Commission saying no suffi- 


cient reason had been shown for postponement of the hearing 
as set. 


Petition to Disqualify Examiner Denied 


Also denied was a petition the Commission had received 
from Frank J. Delany, solicitor of the Post Office Department, 
seeking to disqualify Irving L. Koch as examiner in the pro- 
ceeding. ; 

Solicitor Delany’s petition said that because of the attitude 
taken and statements made by Examiner Koch, as set out in 
affidavits submitted by the solicitor, the examiner was preju- 
diced against the petitioner and “does not possess the necessary 
impartiality required in a proceeding of this kind.” The solici- 
tor gave the following specific reasons: 


1. The misstatement concerning procedure in past cases of this 
nature. 


2. The statement by the said Irving L. Koch (at a meeting in 
Commissioner Mitchell’s office) that the Post Office Department would 
never know any more about the case than it then did. 

3. The adversary position in general displayed by the said Irving 
L. Koch which caused both Mr. Frank and Mr. Coyne to believe he 
was representing the railroad companies. 

4. The conclusion formed and expressed by the said Irving L. 
Koch that an interim increase would be granted because of the unnec- 
essary delay caused by the Post Office Department despite the fact that 
no evidence has been received by him on the question. 


Solicitor Delany submitted with his petition for disqualifi- 
cation of the examiner affidavits of Roy C. Frank, associate 
Solicitor of the Post Office Department; John D. Hardy, deputy 
second assistant postmaster general in charge of surface postal 
transport; Denis A. O’Brien, deputy second assistant postmaster 
general, administrative services; William J. Coyne, attorney in 
the office of the solicitor of the department; and Stanley W. 
Ozark, attorney in the solicitor’s office. 


Affidavit of Associate Solicitor Frank 


Associate Solicitor Frank, in his affidavit, said he attended 
a meeting called by Commissioner Mitchell, of the Commission, 
and held May 16, which was attended also by Messrs. Hardy, 
O’Brien, Coyne, and Ozark, to discuss the feasibility of setting 
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a hearing to determine whether an interim increase in railway 
mail rates and compensation should be granted. Also present, 
said Mr. Frank, were certain railroad officials, Commissioner 
Mitchell, and Examiner Koch. 

Mr. Frank said in his affidavit that after a discussion of a 
date for a hearing, in which he asked for postponement until 
the return of Solicitor Delany from a postal convention in 
Paris, he advised Commissioner Mitchell that he could not con- 
sent to the fixing of a certain day for hearing. Commissioner 
Mitchell then stated, said Mr. Frank, that he could see no rea- 
son why the railroads could not present their testimony on July 
10, and if the Post Office Department needed additional time 
within which to prepare and present its case, such time would 
be granted. Continuing, Mr. Frank, in his affidavit, said: 


At this point the party to the conference later ascertained by me 
to be Examiner Koch interrupted the Commissioner to state that it 
should be clearly understood as a matter of record that the Post Office 
Department would not be entitled to a continuance as a matter of 


right, but that the burden of proof would be upon it to prove that it 
needed additional time. 


Later in his affidavit Mr. Frank said he asserted at the 
conference that it would be impossible for him to agree to a 
hearing date when the department had not seen certain pro- 
posed exhibits of the railroads based on 1946 costs, and would 
not see them until sometime in June, and that the department 
could not be expected to prepare a case on exhibits it had not 
seen. Mr. Frank, in his affidavit, continued: 


Examiner Koch then stated that the Post Office Department would 
not know any more about the case after examining the new exhibits 
than it then knew; that it knew as much about the case as it ever 


would know about it; and that he did not see why we could not proceed 
to a hearing on July 9. 


I had never seen Mr. Koch before and did not know who he was 
even though he had actively participated in the discussions as above 
stated. His interest in the proceeding was such that I turned to Mr. 
Burgess, the chief counsel for the railroad companies who was sitting 
alongside of me, and asked, ‘‘Is he (meaning Mr. Koch) a representa- 
tive of the railroad companies?’’ Mr. Burgess told me that he was not, 
but was a trial examiner of the Interstate Commerce Commission. .. . 

It appeared to me from the discussion had by the parties to the 
conference that Commissioner .Mitchell was inclined to go along with 
my suggestion that the conference be continued until the return of Mr. 
Delany from Paris, but Examiner Koch entered such strong objections 


to any such continuance that the Commissioner agreed to go along with 
him and set the date for July 10. 


After the conference broke up, Examiner Koch approached me and 
started to discuss the matter. During the course of our conversation 
Examiner Koch informed me that the Commission would undoubtedly 
grant an interim increase in rates in view of the fact that the Post 
Office Department had unreasonably delayed the proceedings. I advised 
Examiner Koch that the Commission might grant such interim increase, 
but that it did not have the right to do so. 


The affidavits of the other Post Office Department officials 
related to points brought out by Mr. Frank in his affidavit. 


Schenley Carrier Status Discussed 
in Replies to Exceptions 


Rail carriers in Official Territory, and the Contract Car- 
rier Conference of American Trucking Associations, Inc., have 
filed with the Commission replies to exceptions of the applicant 
and the National Council of Private Motor Truck Owners in 
MC 107079, Schenley Distillers Corporation Contract Carrier 
Application, in which Examiners G. E. Proudley and Arthur S. 
Parker recommended that the Commission find Schenley’s 
motor-carrier operations in transporting property of subsidiary 
corporations to be that of a contract, and not a private, carrier 
(see Traffic World, May 24, p. 1650, and May 31, p. 1710). 

The railroads said it was their position that the operations 
proposed in the application were those of a contractor and 
that the finding of the examiners, that the operations would 
not be private carriage, were supported by the record. Among 
other things, the railroads said, in view of the applicant’s ad- 
mission that when inbound materials were to be transported in 
its vehicles the titles to the inbound materials would be vested 
in the subsidiary corporations and that the use of its vehicles 
would not be confined to the transportation of finished product 
outbound but also for the transportation of various materials 
and supplies inbound to the subsidiary distilling companies, it 
was not clear how the applicant to take exception to the state- 
ment of the examiners that “the applicant alleges that the 
proposed operation would be that of a private carrier except 
for the service of transporting some goods the titles to which 
it does not have at the time.” 

“According to the decision of the Commission in the appli- 
cation of the Lukens Steel Co. Contract Carrier Application, 
42 M. C. C. 672, the Commission pointed out that the transpor- 
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tation of goods for subsidiary corporations is not private car- 
riage,” said the railroads, and quoted from that decision. 

At another point, the rails said the record clearly showed 
that the applicant, in transporting outbound finished products, 
always received from the customer a transportation return 
based on the railroad carload rate, “so that in every case the 
applicant receives compensation for the outbound transporta- 
tion.” This particular finding, they continued, that the appli- 
cants were performing transportation for compensation, taken 
with the other factors set forth in the examiners’ report, had 
led the examiners to the ultimate conclusion that the opera- 
tions performed were those of a contract carrier and not those 
of a private carrier. 

Saying the applicant took the examiners to task because 
of their failure to refer to the decision in Woitishek Common 
Carrier Application, 42 M. C. C. 193, in which, the railroads 
said, the decision did not depend entirely on the question of 
compensation, and after quoting from that decision, the rail- 
roads said: 


In other words, in the Woitishek case the Commission stated that 
the mere fact that an operator might have a bona fide business other 
than transportation is not prima facie evidence that such an operator 
is a private carrier. In other words, the Woitishek case is authority 
for the fact that any transportation performed which is not primarily 
in furtherance of a common carrier interest is transportation for hire 
when performed for the purpose of profiting from the transportation 
as such, 


In discussing further exceptions, the rails asked, if it was 
not the intention of the application to obtain transportation at 
a lower expense than through the use of for-hire carriers, “why 
did the applicant set up an operation in such a manner as to 
make it indistinguishable from the previous operation of the 
Schenley Distillers Motor Division, Inc.?” If this was “a pure 
bona fide private carrier operation,” they continued, the trucks 
would all be owned individually by the subsidiary companies. 

The rails asserted the transportation proposed was not to be 
performed solely as an incident of a non-carrier business with- 
out desire to profit from the transportation. The applicant was 
purely a sales company, they said, and the transportation of 
the finished product could not, in any way, be considered as 
being incidental to and in furtherance of its sales policy, adding 
that the sales made by Schenley Distillers Corporation were 
made without any reliance on the transportation that followed 
the sale of its subsidiaries’ product. 


Contract Carriers’ Position 


Saying it did not oppose the application insofar as a per- 
mit was sought, the Contract Carrier Conference answered a 
criticism of the examiners’ report that “the few actual facts 
which are referred to at all are scattered throughout the report 
with no effort to tie them together,” by saying if that was true 
it was because the applicant at hearing and in its pleadings 
had not presented a connected set of facts that could be safely 
relied on as the basis for any decision. 


The conference said it believed the examiners’ conclusions 
were consistent with the Woitishek case. It said the Council 
devoted a considerable portion of its brief to a discussion of 
the meaning of the words “for compensation” and apparently 
concluded that the Commission had adopted as the yardstick 
for determining the status of a particular transportation serv- 
ice the character and amount of the charge for such service, 
adding “we do not find that the Commission or the courts have 
adopted such a yardstick.” 

The conference said the situation in A. W. Stickle & Co. 
vs. Interstate Commerce Commission, 128 Fed. (2nd) 155, in 
which a statutory court, it said, held that a company was a 
contract carrier when it delivered lumber to its customers in 
its own trucks, adding the price f. o. b. the mill, to a transpor- 
tation charge varying according to the distance from the mill 
to point of delivery, was in all material respects the same as 
that before the Commission in the instant proceeding. 

One point made by the conference was that the only con- 
stitutional basis for regulating any contract (private) carrier 
was that its business affected the services that common carriers 
offered the general public, Stephenson vs. Binford, 53 Fed. 
(2d) 509. It continued: 


A carrier transporting its own property to another and charging 
the other a rate based on the rate of common carriers has just as great 
an effect on common carriers as the carrier transporting the property 
of others. Suppose applicant herein employed another to perform these 
same services under contract. The effect upon the common carrier 
would be the same as under the proposal here made. If, however, 
applicant charged a uniform price for its products with nothing added 
when it used its own trucks to make deliveries and its transportation 
expense after delivery of its products was not separated from all other 
expenses incurred in the production and marketing of such products, 
the element of competition with for-hire carriers would be eliminated. 
Under such circumstances it would make deliveries in its own vehicles 
only under unusual conditions. There is a presumption of a profit 
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motive when applicant operates its own trucks in the manner proposed 
in this proceeding. With this profit motive present, applicant will un- 
doubtedly greatly expand the use of its own vehicles. This the Con- 
gress recognized when it wrote the definition of contract carrier and 
clearly intended to include within its scope operation of the nature 
here under consideration. 


There was, said the conference, a relationship between the 
transportation service and the price applicant paid its subsidi- 
aries for the manufactured products, the applicant paying a 
price covering the total cost of production including all trans- 
portation costs incurred by the subsidiary. It said total trans- 
portation expenses of the applicant and its subsidiaries for 
transporting products, materials and supplies was about $15,- 
000,000 a year. The transportation of materials and supplies, 
it continued, had represented less than one per cent of the 
total transportation performed for the applicant and its sub- 
sidiaries, and that the applicant contended the transportation 
performed in its trucks was so trivial as to be a negligible 
factor in determining the character of such transportation. 

The conference said it did not agree, observing that the 
result was applicant paid for the products a sum $150,000 less 
than it would pay if the subsidiaries paid the usual charges for 
the transportation of the supplies. If the application was dis- 
missed, as requested by the applicant, the service undoubtedly 
would be greatly expanded and the total sum proportionately 
greater. It continued: 


The sum of 15 million dollars expended by Schenley and its sub- 
sidiaries for transportation is a relatively small percentage, less than 
3 per cent, of the gross income of 530 million dollars received by the 
company, but applicant deems its transportation expense to be of suffi- 
cient importance to endeavor to reduce the total amount by the use 
of its own trucks as proposed in this proceeding. Furthermore, if the 
sum of 150 thousand dollars was paid to a single motor carrier such 
motor carrier would be a Class I carrier under the Commission’s 
classification. 


Household Carriers Ask Postponement 
of Effective Date of Rules Order 


The Household Goods Carriers’ Bureau and the Interstate 
Movers’ Tariff Bureau have petitioned the Commission for post- 
ponement of the July 15 effective date of a report and order 
of division 5 in Ex Parte MC-19, Practices of Motor Common 
Carriers of Household Goods, in which it had prescribed three 
rules supplemental to those in the original report (see Traffic 
World, May 17, p. 1545). 

The petitioners said that in view of a survey they were 
now conducting to determine actual conditions in the industry 
today relating to the practice of underestimating and a member- 
ship meeting to be held in Los Angeles, October 25, on the 
same subject, they believed the effective date of the division’s 
order should be postponed to January 1, 1948. If that were 
done, they said, they might file a further petition based on the 
results of the survey and the meeting. 

They said that since their petition was not being filed so 
as to afford other respondents the required 10 days in which to 
reply before July 15, they requested postponement of the effec- 
tive date for at least another 15 days to afford all respondents 
such opportunity. 

“This proceeding has been pending now for over five years,” 
said the petitioners. “No harm can be done by a further delay 
of six months, especially in view of the divided opinion that 
existed at the hearing to the need for the proposed rules, and 
further in light of the divided opinion that still exists in the 
industry regarding the proposed rules.” 

The petitioners said that although they were in full sym- 
pathy with the Commission’s effort to eliminate the practice of 
underestimating, they believed the proposed rules to be “un- 
workable, impracticable, unnecessary and not warranted by the 
evidence of the record.” They said they had received numerous 
member expressions questioning the rules with respect to esti- 
mating and complaining of the hardship of complying. 


DESCRIPTION OF CASTINGS PROTESTED 


Alleging a “wide variance” between the justification offered 
in connection with the Middlewest Motor Freight Bureau 
docketing of a proposed change in the description of castings 
and forgings, and the action taken in publishing the change, the 
War Department has asked the Commission to suspend item 
1046-A in supplement No. 26 to tariff MF-I. C. C. 33, cancelling 
item 1046 effective July 11. 

The War Department quoted from the overhead standing 
rate committee docket No. 10725 the justification offered for 
prescribing a 15-pound minimum weight whether loose or in 
15-pound packages to keep shippers from,tying two four-pound 
castings together to constitute a package. The proposed change 
in commodity description, although justified as‘ stated in the 
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docket, in fact made important revisions in the commodity 
description and was not included in the docket on which it was 
purportedly based, said the department. 


Middle Atlantic Motor Rate Rises 
Unreasonable, Says U. S. Dept. 


The Secretary of Agriculture, in a brief filed with the 
Commission in MC C-882, Increased Rates—Middle Atlantic— 
New England Territories, has asked that the increased rates 
under consideration, already permitted by the Commission to 
become effective, be found unreasonable and otherwise unlaw- 
ful (see Traffic World, May 3, p. 1391). The Secretary further 


asked that the rates be withdrawn and the present proceeding 
discontinued. He added: 


In the alternative, should the Commission permit all or any portion 
of such increased rates to continue in effect, the department respectfully 
requests that the proceeding herein be held open; that a maximum rate 
order be issued therein fixing such increased rates as reasonable maxi- 
mum rates; and that modification of such order, through further hear- 
ings and findings, be required before any further rate increases are 
permitted to become effective. 


The brief recalled that the proceeding was an investigation 
instituted by the Commission, division 2, on its own motion, 
into the reasonableness and lawfulness otherwise of a basic 
increase of five per cent in the rates on shipments moving by 
respondent motor common carriers between points in Middle 
Atlantic States Territory, and a basic increase of 7.5 per cent 
in the rates of the respondent carriers on shipments moving 
between points in certain portions of that territory and points 
in New England Territory. It also observed that in addition to 
these basic rate increases, a system of arbitrary areas was 
created by the respondents within M. A. territory, and that 
the respondents imposed further specified rate increases on 
shipments moving from and to points within those areas. 

“The basic and so-called arbitrary area rate increases com- 
bined appear to amount to an over-all increase in respondents’ 
rates in excess of 16 per cent,” said the brief. 

The brief noted that the Commission permitted the in- 
creased rates to become effective January 6, subject only to 
the present investigation in connection with ‘which a hearing 
was held in Washington beginning April 22. 

“Certainly,” said the brief, “in the view of the record made 
in the instant proceeding and the emphasis placed by the Com- 
mission and the courts for many years upon rates of return on 
investments when passing upon the revenue needs of common 
carriers, respondents cannot be heard to contend that the in- 
creased rates and charges now sought are necessary to main- 
tain them in sound operating condition. On the contrary, the 
rates of return realized by respondents upon their investments 
prior to the effectiveness of the considered increases were clearly 
more than sufficient to insure stability of the motor-carrier 
industry in the Middle Atlantic States Territory. Any higher 
rates sanctioned in the instant proceeding, therefore, would 
only increase already more than adequate returns on invest- 
ment and would be wholly unwarranted.” 


C. of N. J. Reorganization 
Hearing Adjourned 


After discussion with counsel for the various parties, Ex- 
aminer J. V. Walsh, July 3, adjourned hearing in No. 12620, 
“nag Railroad Co. of New Jersey Reorganization to Septem- 

er 30. 

The adjournment came after all parties deferred cross- 
examination of William Wyer, chief operating officer of the 
C. of N. J., (see Traffic World, July 5) and after Willard P. 
Scott, attorney for the group of institutional investors, which 
has filed a plan of reorganization with the Commission, asked 
additional time for the completion of studies of the road’s oper- 
ations. Also injecting uncertainty, according to the attorneys, 
is the pending suit of the state of New Jersey against the rail- 
road for more than $16,000,000 in taxes. B. C. Van Tine, deputy 
attorney general for the state, and counsel for the Reading Co., 
indicated they would not be prepared to offer evidence, the 
state in support of a modified plan it has filed with the Com- 
mission, and the Reading Co. as to its position. It was indi- 
cated the latter company might file a plan of reorganization 
if the plan to be filed by the debtor railroad is not satisfactory 
to the Reading Co. 

Edwin P. Lucas, counsel for the debtor railroad, said the 
district court in New Jersey had given the road until August 
to file a plan of reorganization. He said that action had been 
taken after the case was set for hearing by the Commission, 
and that eyery effort was being made to file a plan by August 
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1, with the understanding that it would be subject to modifica- 
tion after that date. Counsel for the railroad’s trustee also said 
he would make no suggestions until the tax litigation was 
settled which, he indicated, would not be within six months. 

Arthur L. Winn, Jr., representing the Lehigh & Susque- 
hanna, leased by the Central Railroad Co. of Pennsylvania, 
said that road would not be prepared to take a position until 
something had been done about the leased lines. 

In the course of questioning, Mr. Wyer said he estimated 
the income of the C. of N. J. for the next three years would 
be from $4,800,000 to $7,500,000, based on present rate levels, 
with a probable decrease in revenue after that time. Increased 
expenses or revenues would alter his estimate, he said, adding 
there was also the possibility of changes in New Jersey tax 
laws that might change the amount of the taxes of the rail- 
road. 


ERIE & ST. LAWRENCE TARIFF PROTEST 


The Trunk Line Association has asked the Commission to 
suspend rates on pig iron in item 35 of Erie & St. Lawrence 
Corporation tariff I. C. C. No. 3, published to become effective 
July 13, alleging that the rates are unduly low, will create 
unfair and destructive competitive practices, and, if permitted 
to become effective, will compel the railroads to ask fourth- 
section relief in order to compete. The association also directed 
attention to contentions of the water carriers that present rail 
rates are so low they prevent resumption of water carrier 
service. 

It said the tariff was filed after the Commission found the 
Erie & St. Lawrence to be a common carrier, and that this first 
publication of common carrier rates failed to cancel contract 
carrier rates applying in the same territory—between points on 
the Great Lakes and points on the Atlantic seaboard. Thus, said 
the railroads, the carrier would have both common and contract 
carriers on file for service in the same territory. 

The association called attention to a proposed rate of $3.15 
a‘ ton on pig iron from Cleveland, O., to Beacon, N. Y., as 
against the present rail rate of $7.51, among others, saying there 
was absolutely no competitive reason for the establishment of 
rates “on such a low level.” 


WATER CARRIER CASE ARGUMENT 


E. A. Read, manager, transportation department, Oakland 
(Calif.) Chamber of Commerce, has voiced an objection to that 
portion of a report of his argument before the Commission in 
No. 29663, Transcontinental Rail Rates, and embraced cases, 
in which it was said he had attributed to the ship lines a state- 
ment that ‘“‘they are going to make the rail rates high enough 
to club the shipper who does not want to use their services 
into using water service.” (See Traffic World, June 21, p. 1951.) 

The official transcript of the record shows that Mr. Read, 
in reply to a suggestion by Commissioner Miller that if the 
steamships went out of business it was eventually probable the 
rail rates would go up, said: 


Possibly they would. We have some shippers who participated in 
this case and said they don’t want to use the water service; it is not 
adapted to their particular type of commodity; but the boat lines are 
insisting they are going to get in there; they are going to get this 
rail rate up high enough until they finally club this man into using 
their boat lines. 


TEMPORARY VESSEL CHARTER RIGHTS ASKED 


The Patton-Tully Transportation Co., Memphis, Tenn., has 
applied to the Commission, in W-723, Sub. 2, for temporary 
authority to operate as a contract carrier in chartering its ves- 
sels to parties, other than regulated carriers. 


KEESHIN APRIL NET INCOME 


Operations of Keeshin Freight Lines, Inc., and its sub- 
sidiaries, now in reorganization under trustees William F. 
Drohan and Daniel D. Carmell, continued to operate in the 
black for the month of April, the trustees recently reported 
to the federal court at Chicago. April net income was $16,643.37, 
and net income for the year to that date was $22,546.81. April 
net incomes of its subsidiaries were: Seaboard Air Line, 
$6,621.73; Keeshin Motor Express Co., Inc., $7,432.78; and 
National Freight Lines, $2,604.48, the trustees reported. 

On June 12 Federal Judge Walter J. LaBuy granted a 
petition of the trustees to lease 20 additional tractors from the 
Fruehauf Trailer Co., Detroit. 


COURT UPHOLDS I. C. C. IN BUS-SEDAN CASE 

A three-judge district court in the New York southern fed- 
eral district has dismissed a complaint in civil action No. 40-701, 
Campus Travel, Inc., vs. U. S. A. and the Commission, sustain- 
ing the Commission in requiring the use of passenger sedans 
rather than busses in certain operations authorized in a “grand- 
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father” certificate issued in MC 22589, Campus, Travel, Inc., 
Common Carrier Application, 43 M. C. C. 421. 

This limitation as to sedans, according to the court opinion, 
written by Judge Learned Hand, was imposed with respect to 
passenger routes between Philadelphia and Bushkill, Pa., and 
between Philadelphia and Tamient, Pa., both routes passing 
through New Jersey. It said the plaintiff used only sedans in 
this service on or before the “grandfather” date. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Northern Georgia district, Atlanta division, at Atlanta. On 
June 26, Walter A. Echols, of Atlanta, was fined $300, which 
was required to be paid, on his plea of guilty to an information 
charging him with operating as a motor common carrier of 
property in interstate commerce without a certificate having 
been issued to him by the Commission authorizing the particu- 
lar operations described in the information, and with seeking 
to evade and defeat regulation by use of a freight bill falsely 


indicating that the shipment was moving in intrastate com- 
merce. 


Utah district, central division, at Salt Lake City. On June 
20, fines totaling $9,450 were imposed on Utah Oil Refining Co., 
private carrier, Salt Lake City, and 18 drivers in its employ, 
following entry of their separate pleas of guilty to informa- 
tions charging each of them with violations of the act. The fines 
were ordered to be paid. Utah Oil Refining Co. was fined $1,000 
on each of nine counts, or a total of $9,000. The defendant 
was charged in each count with having accepted from its driv- 
ers and retained in its files daily drivers’ logs in which its 
drivers had inserted false entries as to when they reported for 
duty and went off duty and the length of time they operated 
motor vehicles, which entries untruthfully represented that 
they were not exceeding the maximum daily and weekly hours 
of service prescribed by the Commission’s safety regulations. 
It was also charged that the defendant knew that the logs 
were false, and that thereby the defendant had knowingly and 
wilfully kept and retained a false report, record, and memo- 
randum prescribed by the Commission in violation of section 
222(g). The remaining defendants, who were drivers in the 
employ of Utah Oil Refining Co., were each fined $25. Each of 
them was charged in one count with falsifying his driver’s log 
in the aforementioned manner. 


Missouri Pacific Dispatchers’ Case 
Reported to President Truman 


An emergency board appointed by Chairman Douglass, of 
the National Railway Labor Panel, has reported. to President 
Truman on a dispute involving the Missouri Pacific and em- 
ployes represented by the American Trainmasters Association. 
It was composed of Robert Wickliffe Woolley, Norman J. Ware 
and James P. Hughes. 

The board said that chief dispatchers, entitled division 
trainmasters on the Missouri Pacific, were covered by an ap- 
pendix to the agreement, as amended, effective August 1, 1945, 
between the Missouri Pacific and American Train Dispatchers 
Association. It said this case arose as a result of the request of 
the American Train Dispatchers Association, that there be sub- 
stituted for the above named documents, as the agreement 
covering chief dispatchers, all the terms of the regular agree- 
ment as amended, now covering all train dispatchers except 
chief dispatchérs (divisional trainmasters in this case). The 
carrier responded, said the board, by a request that the present 
appendix, memorandum and letter governing conditions of the 
chief dispatchers be abrogated, and that said chief dispatchers 
be excepted from all terms of agreement between the carrier 
and the association. 

In reaching its conclusion in the case, said the board, it 
met with some difficulty in adjusting the rights of the parties 
due to the fact that there was introduced in evidence the Mis- 
souri Pacific officers’ pension plan and question arose as to 
whether or not the division trainmasters or chief dispatchers 
would lose their right to their pension, as contended by the 
carrier, if the dispatchers involved were subjected to the gen- 
eral agreement. The board said it seemed to it that the carrier 
contention “is possibly correct,’ and added: 


This being true, there would be, in our judgment, a great injustice 
done to the division trainmasters in placing them under the general 
agreement and thus depriving them of their pension rights; and espe- 
cially to those who are ready to retire or will be in the course of a 
very few years. 

If, on the other hand, the classification made by the carrier as to 
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the division trainmasters was for the purpose of barring them from 
the general provisions of the train dispatchers agreement, then the 
serious question is presented as to whether or not such action is in 
violation of the railway labor act. 

It is our view that the question of possible violation of the railway 
labor act is not for us to determine. However, we are unwilling to 
jeopardize the rights of chief dispatchers to supplementary pensions 
by recommending that they be placed under contract terms, such as 
overtime provisions, which would increase their pay beyond the 
monthly salaries now received for all services performed. 


The board, after hearing and weighing all the evidence presented 
made the following findings: 

1. Chief dispatchers, as a general rule, should not be subject to 
conditions of employment more onerous or excessive than those of train 
dispatchers as a whole. 

2. Chief dispatchers, because of the responsibility and importance 
of their duties as supervisors, need not be covered by all terms or 
articles of the contract governing train dispatchers as a whole. 

3. Chief dispatchers, as matters now stand, should not be put under 
terms of an agreement which might jeopardize their present rights to 
supplementary pensions. 

The board, therefore, recommends that chief dispatchers (entitled 
Trainmasters on this property) shall be covered by an agreement in 
the form of an appendix, which shall give them conditions of employ- 
ment as nearly like those of regular train dispatchers as is possible, 
taking into consideration their supervisory responsibilities and their 
present rights to supplementary pensions. 


To accomplish this, the board further recommended that 
an agreement be made between the parties, as an appendix, to 
take the place of the present appendix, memorandum and letter 
referred to above and to take effect as of August 1, 1947, and 
continue in effect until changed or abrogated in accordance 
with the provisions of the railway labor act. 


Mediation Proceedings Begin 
in Rail Labor Wage Dispute 


Mediation proceedings in connection with the demand of the 
17 non-operating railroad unions for a 20-cent hourly wage in- 
crease began July 8 in Chicago. Frank P. Douglas, chairman, 
and Francis A. O’Neill, Jr., member, of the National Mediation 
Board, expected to meet first with union representatives and 
then hold sessions with the Carriers’ National Conference Com- 
mittee, representing the railroads. The board ordinarily has 
three members but lacks one because of an unfilled vacancy. 

The nation’s rail carriers have estimated that it would cost 
$568,000,000 a year to grant the union wage demands. In peti- 
tioning the Commission for a new freight rate increase, the rail- 
roads said that the additional revenue was needed to meet the 
carriers’ present day needs and “does not take into account any 
possible future increases in wage rates, fuel costs or other 
expenses.” 

On the eve of mediation of the dispute, President G. E. 
Leighty of the Railroad Telegraphers and chairman of the Em- 
ployes’ National Conference Committee, asserted that, “based 
on the traffic figures so far this year, we say emphatically that 
the railroads can afford to pay the modest increase we ask and 
still earn a reasonable return on actual investment in railroad 
property.” 

Neither union officials nor railroad representatives would 
estimate how long the dispute was expected to be before the 
National Mediation Board. It was recalled that in the 1945-46 
dispute, the board mediated for more than one month, from 
December 18, 1945, to January 26, 1948, in Chicago. On the 
latter date, both parties to the dispute agreed to arbitrate the 
unions’ demands for wage increases. 

Two unions, the Brotherhood of Railroad Trainmen and the 
Brotherhood of Locomotive Engineers, rejected arbitration and 
insisted that their demands for 45 rules changes be considered 
along with their demand for increased pay. Subsequently, the 
two unions conducted a brief strike. 

This year the remaining three operating unions have joined 
the Trainmen and Engineers in their request for rules changes. 
Negotiations on these demands, and on the carriers’ counter- 
proposal for 25 rules changes, are scheduled to open with indi- 
vidual railroads July 18. 


KENNEDY RENOMINATED TO R. R. B. 


President Truman has sent to the Senate his nomination 
of William J. Kennedy, of Ohio, for reappointment as a member 
of the Railroad Retirement Board for a terms of five years 
from August 29, 1947. 


NEW WESTERN REPRESENTATIVE FOR I. S. P. 


Iron & Steel Products, Inc., Chicago, has appointed Basil 
Fenn-Anstruther as its new representative in California, Nevada 
and Arizona, with headquarters in Los Angeles, officials of 
the railway equipment company have announced. Mr. Fenn- 
Anstruther has had considerable experience in this field and his 
addition to the staff will enable I. S. P. to better serve its west- 
ern customers, the I. S. P. officials said. 
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7-Month O. D. T.-Extension Added 
by Senate to “War Powers” Bill 


Before passing and sending to a conference committee 
H. R. 3647, a bill to extend certain powers of the President 
under title III of the second war powers act of 1942, relating 
principally to control of exports and imports, the Senate 
agreed to an amendment, offered by Senator Reed, of Kansas, 
having the effect of extending the powers of the Office of De- 
fense Transportation until January 31, 1948. The Senate had 
under consideration S. 1461, the war-powers extension bill re- 
ported to it by its judiciary committee, but after amending 
that measure it substituted the text of it for that of H. R. 
3647 and passed the latter bill. 

As passed by the House, H. R. 3647 contained no provision 
affecting the O. D. T. 

By terms of the Reed amendment, the provision of the 
second war powers act, as amended, authorizing allocation of 
the use of transportation equipment and facilities by rail car- 
riers, was kept in effect until January 31. Prolongation of the 
life of the O. D. T. for another seven months was the subject 
of a separate bill that was pending in the Senate (S. 1297) at 
the time the Reed amendment was adopted, and of a separate 
House bill (H. R. 3152), favorably reported by the House inter- 
state and foreign commerce committee (see Traffic World, July 
5, p. 34). Stop-gap legislation maintaining the President’s war 
powers, including those delegated to the O. D. T., in effect for 
15 days after June 30 was signed by the President on that date. 

On presenting his amendment, Senator Reed said that the 
amendment was desirable because of “the tremendous short- 
age of freight car equipment,” that “the situation this fall will 
be worse than it was last fall,” and that the purpose of the 
amendment was to keep the O. D. T. in a position where it 
could act speedily in the allocation of “an insufficient and in- 
adequate supply of freight equipment.” 


“Control” Provisions Explained 


Senator Wiley, of Wisconsin, chairman of the Senate 
judiciary committee, on calling up S. 1461 for Senate consid- 


eration, made an explanatory statement which included the 
following: 


During the war, all exports were under control, comprising some 
3,200 commodities. Today there are something over 300 commodities 
on the control list of the: Department of Commerce. Because of world 
shortages and demands being made on the United States, for foods, 
manufactured goods, and raw materials, it is necessary to insulate our 


markets from the full impact of world demand in order that domestic 
prices do not get out of hand. 


By the bill under title III of the second war powers act: 

(A) The President is authorized to control imports of tin and tin 
products, cordage fibers, antimony, fats and oils, rice and rice products, 
and nitrogenous fertilizer materials, which controls, though in a lesser 
degree than the control of exports, influence in the same manner 
domestic prices and production. 


(B) The President has power of domestic allocation of commodities 
in short supply. 


(C) He has the power to require priority of production, trans- 
portation, and of export of nitrogenous fertilizer materials, materials 
which he determines expand or maintain the production in foreign 
countries of materials critically needed in the United States, and mate- 
rials, upon the certification of the Secretary of State that the prompt 
export of such materials is of high public importance. .. . 

We are participating with other countries in determining alloca- 
tions of essential supplies in world short supply, and we want to 
prevent their maldistribution. .. . 


The bill proposes to extend these powers for a year. However, the 
statute specifically provides that the Congress, by concurrent resolution, 


or the President, may designate an earlier time for the termination 
of any power. 


The Senate agreed to an amendment, offered by Senator 
Hawkes, of New Jersey, bringing back under government con- 
trol the allocation of cinchona bark, quinine, and quinidine, as 
provided in the House-approved bill. It rejected an amend- 
ment offered by Senator Thomas, of Oklahoma, the purpose of 
which, as described by him, was to “outlaw the policy of issu- 
ing export licenses on the basis of historical record.” It also 
rejected an amendment providing that “the sale of grain and 
grain products to foreign purchasers for export shall not be 
performed or conducted by any agency or department of the 
government.” , 


Appropriation Provided 


Money for maintaining the O. D. T. and other federal gov- 
ernment agencies for which appropriation bills for the fiscal 
year 1948 had not yet reached final enactment had been pro- 
vided in a “stop-gap” appropriation bill which President Tru- 
man signed on June 30, covering the financial needs of the 
various agencies for the month of July, it was stated by Direc- 
tor Johnson, of the O. D. T., on July 8. He said that under 
terms of the “stop-gap” appropriation bill (H. R. 4031), now 
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identified as public law 161 of the 80th Congress, the O. D. T. 
received one-twelfth of the Budget Bureau estimate for its 
operations for the fiscal year ending June 30, 1948. He stated 
that all the O. D. T. employes who had been dismissed when 
the O. D. T. had not yet received funds for its continuance in 
the new fiscal year on July 1, had returned after the signing 
of the “stop-gap” appropriation bill, and that the present total 
of O. D. T. employes was 67. 


VENUE OF SUITS AGAINST RAILROADS 
The House rules committee has granted a rule to expedite 
House consideration of H. R. 1639, the Jennings bill to place 
restrictions on the venue of suits filed against railroads under 
the federal employers’ liability act (see Traffic World, April 5, 
p. 1112, and April 19, p. 1255). As reported to the House by its 
judiciary committee, the bill was rewritten in its entirety and 
its title was changed so as to identify it as “a bill to provide 
the venue in actions brought in United States district courts or 
in state courts against interstate common carriers by railroad 
for damages for wrongful death or personal injuries.” 
Chairman Wiley, of the Senate judiciary committee, has 
introduced S. 1567, identical in its provisions to H. R. 1639 as 
reported by the House judiciary committee. 


Senate Committee Acts Favorably 
on Rail Reorganization Bill 


The Senate interstate and foreign commerce committee has 
ordered favorably reported, with amendments, the “committee 
print” edition of S. 249, providing a procedure whereby certain 
railroads now in reorganization under section 77 of the bank- 
ruptcy act may be returned to their original stockholders and a 
procedure whereby railroads in financial difficulties but not in 
bankruptcy or receivership may improve their status by modifi- 
cation or alteration of their debt obligations (see Traffic World, 
July 5, and June 7, p. 1799). 

The amendments adopted by the Senate committee with 
respect to S. 249 and recommended to it by Senators Reed, of 
Kansas, and Myers, of Pennsylvania, members of a subcommit- 
tee by which hearings on the bill were held, had the effect of 
revising the text of the measure so as to make its provisions 
correspond, generally, with those of H. R. 3980, introduced by 
en Reed, of Illinois (see Traffic World, June 28, p. 


Passage of the bill in the present session of the 80th Con- 
gress appeared doubtful, however, in view of a statement to re- 
porters by Senator Taft, of Ohio, Senate majority leader, to the 
effect that pressure of other legislation made it unlikely that 
the bill would be considered by the Senate before July 26, the 
“deadline” tentatively established for this session of Congress. 


Massachusetts Resolution in Record 


Senator Lodge, of Massachusetts, inserted in the Congres- 
sional Record the text of a resolution adopted by the Mas- 
sachusetts House of Representatives, memorializing Congress 
to enact the Reed bill affecting railroad reorganizations, on the 
ground that such enactment would remove “the threat of dis- 
continuance of passenger service by the Old Colony Railroad,” 
between Boston and “the principal cities and towns of south- 
eastern Massachusetts.” The resolution contained a declara- 
tion, among others, that “great investments in industrial and 
commercial enterprise, hotels and homes have been made in 
southeastern Massachusetts in the expectation that passenger 
service on the Old Colony lines be maintained,” that the New 
Haven reorganization plan as approved by the I. C. C. threat- 
ened complete discontinuance of such service, and that the 
Reed bill would, if enacted, nullify that plan of reorganization. 


S. 249 Compared with Vetoed Bill 


In its report on S. 249, the committee discussed at some 
length the differences between that bill and S. 1253, a similar 
bill passed by Congress in 1946 and vetoed by President Truman. 

“Perhaps the biggest change from last year’s bill,” said the 
committee, “is in the provision that a railroad now undergoing 
reorganization under section 77 cannot come under the new bill 
unless it has had a remarkable earnings record for a period of 
a great many years. ... If a railroad now being reorganized 
under section 77 wants to come under the new bill it must have 
earned for the entire period of the past 26 years an aggregate 
amount equal to or in excess of all its fixed charges for those 
26 years, plus all its operating expenses for that period.” 

The committee said that the principal railroads now under- 
going reorganization which qualified for the right to use the 
procedure proposed to be made available by the bill were: The 
Central Railroad of New Jersey; the Rock Island; the Missouri 
Pacific and subsidiaries; the New Haven and subsidiaries; the 
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Akron 8, 0.— 80 East Exchange St. 
(Telephone Hemlock 8194-8195) 
R. T. PHILLIPS, General Agent. 


Albany 7, N.Y.—D. & H. Bidg. 
(Telephone 4-6051) 
J. E. CAMPBELL, General Agent. 


Atlanta 3, Ga.— Healey Bidg. 
(Telephone Walnut 2135) 
W. H. STADELMAN, General Agent. 


Baltimore 2, Md.— Munsey Bldg. 
(Telephone Plaza 8691) 
GEORGE PETTERSEN, General Agent. 


Birmingham 3, Ala.— Waits Bidg. 
(Telephone 3-1327) 
Ws. L. THORNTON, General Agent. 


Boston 14, Mass.— 150 Causeway St. 
(Telephone Capitol 2510-11-12) 
A. M. MONAHAN, Gen. New Eng. Agt. 


Buffalo 2, N. Y.— 238 Main Street. 
(Telephone Washington 1865) 
B. F. CONWAY, Asst. Gen. Freight Agt. 


Chicago 4, Ull.— 327 South La Salle St. 
(Telephone Harrison 4160) 
G. W. MADSEN, Asst. Gen. Frt. Agt. 


Cincinnati 2, O.— Gwynne Bidz. 
(Telephone Main 3420-3421) 

R. L. MURPHY, Asst. Gen. Frt. Agt. 

Cleveland 15, O.— Midland Bldg. 
(Telephone Cherry 8400) 

D. C. KELSEY, Asst. Gen. Frt. Agt. 

Columbus 15, O.— Aflas Bidg. 

8 East Long Street. 
(Telephone Adams 7331) 
L. J. SLACK, General Agent. 

Dallas 1, Tex.— Southwestern Life Ins. 
Bldg., Main and Akard Sts 
(Telephone C-7352) 

L. M. SCHUKEI, General Agent. 

Dayton 2, O.— Miami Savings Bldg. 
(Telephone Adams 8481) 

F. W. FISCHER, Div. Frt. Agt. 


Des Moines 9, la.— Hubbell Bidg., 
904 Walnut Street, 
(Telephone 4-0018) 

H. A. BOCKMAN, General Agent. 


Detroit 2, Mich.— General Motors Bldg. 
(Telephone Madison 2360-2361) 
H. G. CooKE, Assistant Gen. Frt. Agt. 


East Buffalo 6, N. Y.— Live Stock Exch. 

Bidg. (Telephone Washington 4300) 

H. B. RoGers, General Live Stock and 
Agricultural Agt. 


Elmira, N. Y.— Erie Station. 
(Telephone 2-1621) 
E. W. KEILEY, Division Freight Agent. 


Huntington, Ind.— Erie Station. 
(Telephone 743) . 
HAROLD L. JOHNSON, Div. Frt. Agt. 


Indianapolis 4, Ind.—143 No. Meridian 
St. (Telephone. Franklin 0255) 
E. C. ADLER, General Agent. 


Jamestown 3, N. Y.— Erie Station 
D. S. Day, Div. Frt. Agt. 
(Telephone 7921-7922) 


Jersey City 2, N. J.— Erie Station 
(Telephone Journal Square 2-6400) 
J. G. VREELAND, Division Freight Agt. 


Kansas City 6, Mo.—Room 1016 Dwight 
Building 
(Telephone Victor 6328) 
N. C. Frick, General Agent. 


Los Angeles 14, Cal.—510 West 6th St. 
(Telephone Vandike 4129) 
G. F. MILLs, General Agent. 


Marion, O.— Terminal Building 
(Telephone 2657) 
E. H. HUFFMAN, Division Freight Agt. 


Memphis 3, Tenn.— Exchange Bidg., 
Madison & Second Sts. 
(Telephone 8-8781) 

R. L. MILLER, General Agent. 
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Milwaukee 3, Wis.— orgy vd Bidg., 
231 West Wisconsin Ave 
(Telephone Marquette 5555- 5556) 

L. T. COULSTON, General Agent. 


Minneapolis 2, Minn.— Rand Tower, 
Marquette Ave. and 6th St., So. 
(Telephone Main 3604) 

J. W. CLoub, General Agent. 

Newark 2, N. J.— Military Park Bidg., 
60 Park Place. 

(Telephone Market 2-0525-26-27) 
F. L, COLLINS, General Agent. 

New Haven 10, Conn.— W BIB Bidz. 
(Telephone 7-5915) 

G. E. Ross, General Agent. 


New Orleans 12, La.— Whitney Bldg. 


(Telephone Raymond 9786) 
E. W. BURNETT, General Agent. 


New York 7, N.Y¥.— 50 Church Street. 
(Telephone Cortlandt 7-9200 
H. A. WILSON, Gen. East. Frt. Agt. 
Omaha 2, Neb.— 1319 Farnam St. 
(Telephone Jackson 4866) 
C. L. Cox, General Agent. 
Peoria 2, ll.— Jefferson Building, 
Cor. South Jefferson & Fulton Sts. 
(Telephone 8007) 
HAROLD J. SPINDLER, General Agent. 
Philadelphia 2, Pa.— Finance Bidz. 
(Telephone Rittenhouse 6-897 5- 3976) 
C. F. WHADCOOK, General Agent. 
Pittsburgh 19, Pa.— Gulf Building. 
(Telephone Grant 4831-2-3) 
C. E. KING, Asst. Gen. Frt. Agt. 
Portland 4, Ore.— Pacific Bldg. 
520 S. W. Yambill St. 
(Telephone Beacon 3706) 
H. L. SKEEN, General Agent. 
Rochester 4, N. Y.— Reynolds Arcade 
Building. 
(Telephone Main 2826) 
F. K. CORLETT, Division Freight Agent. 
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As near as your phone... 
DEPENDABLE ERIE SERVICE 


' Whatever your shipping problem, there is an Erie representative 
nearby to help you. 
A specialist in his field, he can aid in planning proper packaging, 
loading and routing for any shipment—large or small. 


It’s another Erie service to assure safe handling of your shipments. 


San Francisco 5, Cal.— 681 Market St. : 


(Telephone Sutter 3875) 
L. J. MARION, General Agent. 
St. Louis 1, Mo.— 812 Olive St. 
(Telephone Chestnut 7723-7724) 
H. W. GrAy, General Agent. 


St. Paul 1, Minn.— 336 Robert St. 
(Telephone Cedar 5912) 
C. R. PETRY, General Agent. 
Scranton, Pa.—First National Bank Bldg. 
(Telephone—Scranton 7237-7238) 
A, E. BARKALOW, Division Freight Agt. 


Seattle 1, Wash.— White Bidg., 
1338 Fourth Ave. 
(Telephone Eliot 4834) 

R. J. DUNDON, General Agent. 


Springfield, O.— First National Bank 
Building. (Telephone 2-5351) 
H. C. WELL, General Agent. 


245 Summit Street. 
(Telephone Main 3816) 
H. J. SPANGENBERG, General Agent. 


Erie Railroad 


SERVING THE HEART OF INDUSTRIAL AMERICA 


9 
INDIANAPOLIS 


“  CINCINMATE 


Toronto, Ont.— 69 Yonge Street 
(Telephone Adelaide 1311-1312) 
ROBERT WILLIAMSON, Can. Frt. Agt. 


Washington 5, D.C.—515 Bond Bidg., 
14th St. and New York Ave., N. W. 
(Telephone National 6075) 
W. J. Murray, General Agent. 


Youngstown 3, O.— Terminal Building. 
(Telephone 7-0792) 
C. G. ANDREWS, Asst. Gen. Frt. Agt. 
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St. Louis Southwestern (Cotton Belt), and the Wisconsin 
Central. 


Effect of Bill on Cotton Belt 


“The St. Louis Southwestern Railway,” it continued, “by 
successful negotiations with its creditors and following sub- 
stantially the methods prescribed in this bill, may achieve a 
successful reorganization almost immediately upon enactment 
of the bill. Permissive terms in the bill will allow this to be 
accomplished without interference. All the stock issues of over 
$37,000,000 and unsecured debt of about $8,000,000 of the St. 
Louis Southwestern were completely wiped out in the Commis- 
sion’s plan of reorganization. That plan has never been con- 
sidered or revised in any substantial particulars by the Com- 
mission. It was approved by the district judge and the circuit 
court of appeals, and a review of such orders was recently 
denied by the Supreme Court. Yet this railroad is able to re- 
arrange its obligations by negotiation with apparent satisfac- 
tion of all parties concerned and with the full salvage of its 
Commission-forfeited claims and stock. It is believed that the 
other railroads named will be able to do likewise if granted 
the opportunity which this bill provides.” 

If the bill had been in effect three years ago, the committee 
said, it would have affected reorganizations of the Chicago & 
North Western, the Milwaukee, and the St. Louis-San Fran- 
cisco, involving a total of about $2,000,000,000 of liabilities, but 
now, it added, those three roads had gone through “forfeiture 
proceedings” and were beyond the reach of congressional 
remedies. 

_ After stating that the bill, in its section 1, adopted the pro- 
visions of chapter 15 (the McLaughlin act of 1939 and the 
Chandler act of 1942), together with “the improvements pro- 
posed by the Commission in 1945,” the committee said that S. 
249 made changes in the 1945 Wheeler-Reed bill “so as to meet 
not only the President’s stated objections but also objections 
which were submitted this year by witnesses before this com- 
mittee and before the committee on the judiciary of the House 
of Representatives.” 

“The proceedings proposed,” the committee said, “would 
be applicable alike to railroads requiring or finding necessary 
financial readjustments in the future and to railroads presently 
in bankruptcy proceedings in the courts.’ Enactment of the 
legislation quickly would prevent possible injustice to a large 
number of holders of securities of numerous railroads in the 
United States. If existing bankruptcy procedures applicable to 
railroads remain unchanged, or if modified only to apply to rail- 
roads which may undergo reorganization in the future, total 
capital liabilities approximating $2,000,000,000 of 14 railroads 
would either be entirely wiped out or so greatly reduced as to 
work serious hardship on legitimate security holders.” 

The report explained that the bill provided, in the case of 
railroads now in section 77 proceedings, that the percentage of 
the amount of bonds voted on a plan, necessary to enable the 
I. C. C. to authorize that plan, would be 75 per cent of the total 
amount of each class of bonds voted, and that, in addition, 
there must be voted in favor of the plan an absolute majority 
of all the bonds outstanding and affected by the reorganization 
plan. It said that the Commission was not obliged, under the 
bill, to submit a plan to a vote of the bondholders unless the 
company’s plan had already received an affirmative vote of an 
absolute majority of all the bonds outstanding and affected by 
the plan. 

“Last year’s bill,’’ said the committee, “permitted the Com- 
mission to extend the time within which a carrier must file a 
reorganization plan under the bill. It did not limit the Com- 
mission as to the amount of time it could grant by way of ex- 


tension. The present bill does limit the Commission to six 
months’ additional extensions.” 


Senate Committee to Reconsider 


The Senate Interstate and foreign commerce committee on 
July 10 voted to reconsider its earlier shelving of the so-called 
Mahaffie Bill, H. R. 2298 (see Traffic World, July 5, p. 48), and 
ordered the bill reported with an amendment under which its 
provisions for voluntary adjustments of debt obligations by 
railroads not in bankruptcy or receivership but faced with 
financial difficulties would be extended to cover such adjust- 
ments with respect to “securities,” including capital stock. It 
was stated at the committee that H. R. 2298 as ordered reported 


by it comprised provisions identical to those of Section 1 of S. 
249. 


VAN ZANDT ON FAIR TREATMENT OF RAILROADS 


In extension of remarks in the Congressional Record of 
July 8, Representative Van Zandt, of Pennsylvania, referred to 
the recent order of the Commission requiring railroads to in- 
stall automatic safety devices and to vast sums of money ex- 
pended by the government in providing airways and airports 
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for the airlines. The point he made was that the railroads 
would have to meet the expense of installing the safety devices 
as required by the Commission. 

“It is impossible to say just how much this order will cost 
the railroads by the time it has been complied with,” said he. 
“However, a little simple multiplication of miles of track, 
times the cost per mile, plus additional cost for locomotive 
installations, will give you a figure that is in the proximity of 
$300,000,000. The railroads, whose income. for the entire year 
1946 was $288,534,467, will have to dig up that $300,000,000. 

“Does this situation make for fair competition? If not so 
intended, will it then strengthen our great national transpor- 
tation system? Could it be that our need for an over-all na- 
tional transportation policy based on equality is greater today 
than ever before?” . 


Tax Bill Aiding Reorganized Roads 
Passed, Sent to White House 


Senate amendments to H. R. 3861, allowing a successor 
railroad corporation the benefits of certain carry-overs of a 
predecessor corporation for the purposes of certain provisions 
of the Internal Revenue Code, were agreed to by the House on 
July 8 and the bill was sent to the President. The House had 
passed the bill on June 23 (see Traffic World, June 28, p. 2065). 

Senate passage of the bill, with amendments recommended 
by the Senate finance committee, took place shortly after that 
committee had issued its report on the measure. 

In explanation of the first of three amendments to the 
bill, the Senate committee said that the House-approved bill 
applied to railroad corporations that had acquired, prior to 
January 1, 1948, property of other such corporations in a 
receivership or section 77 bankruptcy proceeding, and that the 
Senate committee amendment advanced that date to January 1, 
1950, “inasmuch as the deadline of January 1, 1948, may be 
too restrictive.” 


The committee said that its second amendment was de- 
signed to clarify a provision (section 2) of the bill, by which 
it was intended to prevent a railroad reorganized in a receiver- 
ship or bankruptcy proceeding under a new charter from 
getting greater tax relief than it would have been entitled 
to under its old charter. Continuing, the committee said, in 
its report: 


Section 2 operates to limit the net tax reduction that would other- 
wise result from an application of the provisions of section 1 of the 
bill. Since the carry-overs from the predecessor corporation may 
benefit the reorganized railroad, using a new charter, after the years 
to which there are carry-overs from the predecessor, it seems to your 
committee that it should be plain that section 2 should be applicable 
to later years. Accordingly, your committee bill adds a new subsec 
tion to section 2, designated subsection (c), which clearly makes sec- 
tion 2 applicable to those taxable years of the successor corporation 
to which there is a carry-over of a net operating loss or unused excess 
profits credit under section 1, and to any later taxable year for which 
a net operating loss deduction or unused excess profits credit adjust- 
ment results or is increased by reason of the use in another year of 
a carry-over permitted in section 1. An example of the application of 
section 2 to a later taxable year is a case in which a net operating 
loss carry-over of the predecessor corporation results in a net operat- 
ing loss deduction of the successor corporation producing an unusual 


excess profits credit carry-over which the successor corporation would 
otherwise not have had.... 


The only other amendment . 


is a clerical correction in 
punctuation. 


STATUS OF REED-BULWINKLE BILL 


Though this legislation had been scheduled for considera- 
tion by the House committee on interstate and foreign com- 
merce in executive sessions of the committee on July 8 and 9, 
committee consideration of S. 110, the so-called Reed-Bulwinkle 
bill to exempt I. C. C.-approved agreements of regulated com- 
mon carriers from application of the anti-trust laws, and of 
H. R. 221, a somewhat modified version of the original Bul- 
winkle bill of the 79th Congress, was postponed until the morn- 
ing of July 11 (see Traffic World, July 5, p. 42). 

Asked by a reporter whether he would comment on re- 
ports that the House majority leadership was inclined toward 
shelving the Reed-Bulwinkle bill until the second session of the 
80th Congress, beginning next January, Representative Bul- 
winkle, of South Carolina, the author of H. R. 221 and of its 
predecessor in the 79th Congress, said it made no difference to 
him whether the bill was taken up before adjournment of the 
present session of Congress or whether House action on it was 
deferred until next year. Some proponents of the bill, it was 
understood, felt that there were grounds for believing that 
President Truman would veto the bill if Congress passed it, 
and feared that if its passage was delayed until the closing 
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days of the present session, expected to end July 26, Congress 
would have no opportunity to override a veto by the President. 


House Unit Okays Bill Affecting 
Court Review of I. C. C. Orders 


The House judiciary committee has ordered favorably re- 
ported, with a few amendments, H. R. 1468, the Michener bill 
embodying recommendations of the Judicial Conference of Sen- 
ior Court Judges for revision of present procedure for federal 
court review of I. C. C. and Maritime Commission orders. 
Several provisions of the bill were assailed by Chairman Aitchi- 
son, of the Interstate Commerce Commission, in hearings held 
by a House judiciary subcommittee on H. R. 1468 (see Traffic 
World, March 22, p. 892, and March 29, p. 989). 

Under terms of the bill, U. S. circuit courts of appeals 
would have exclusive jurisdiction to enjoin, set aside, or sus- 
pend in whole or in part final orders of the I. C. C. in orders 
supplementary thereto or amendatory thereof entered under 


the following provisions of the interstate commerce act as 
amended: 


Part 1: Sections 1 (9), 1 (14) (a), 1 (18), (19), (20), (21); 3 (1a),; 
5 (1), (2), (3), (4), (7), (9), (14), (15), (16),; 6 (11) (a), 6 (11) (b); 6 
(12); 13 (2), (3), (4); 15 (1), (3), (6), (7), (13); 20a (2), (3), (6), (7). 

Part II: Sections 203 (b); 204 (c); 206; 207; 208; 209; 211; 212 (a); 
214; 216 (c); 216 (f), (g); 218 (b), (ce); 225. 

Part III: Sections 304 (e); 307 (b), (d), (f), (g), (h), (i); 309; 314. 

Part IV: Sections 403 (f); 406 (b), (e), (f); 410 (a) to (i), inclusive; 
411 (b), (d); and 415. 


And such orders entered under authority of section 5 (b) of the 
transportation act of 1940, approved September 18, 1940, and the second 


paragraph of section 11 (d) of the Panama Canal act, approved August 
24, 1912. 


Such jurisdiction of the federal circuit courts of appeals 
would apply also, under the bill, to final orders of the U. S. 
Maritime Commission entered under authority of sections 15, 
17, 18, and 19 of the shipping act, 1916, as amended, and sec- 
tions 3 and 4 of the intercoastal shipping act, 1933, as amended. 


“With respect to all other orders of the Interstate Com- 
merce Commission and all other orders of the United States 
Maritime Commission,” the bill continues, “remedies now pro- 
vided by law shall be unaffected by this act; and where an 
order is entered under one of the statutory provisions enumer- 
ated above and also under another statutory provision not 
enumerated above, such order shall not be reviewable under 
this act, and the remedies now provided by law under the 
urgent deficiencies act shall apply thereto. 

“The pendency of a proceeding to review an order of the 
Commission under this act shall not deprive the Commission of 
jurisdiction to suspend, modify, or set aside such order or to 
enter a new order.” 


Effect on Present Procedure 


Under the urgent deficiencies act, attacks on I. C. C. orders 
might be brought before specially-constituted three-judge dis- 
trict courts, and decisions of such courts might be taken on 
direct appeal to the U. S. Supreme Court. H. R. 1468 would 
substitute petitions for writs of certiorari for the direct appeal 
procedure now available to litigants against I. C. C. orders. 


The bill provides that petitions for review of such orders 
in U. S. circuit courts of appeals should ‘‘name the Commission 
as respondent” (the word “Commission” embracing both the 
I. C. C. and the Maritime Commission). Concerning participa- 
tion of the Attorney General in such proceedings, the bill makes 
the following provisions: 


The United States may intervene as of right in any pro- 
ceeding to review, under this act, any order of the Commission. 
In the event the United States intervenes, any other intervenor 
or the Commission may continue to defend the order unaffected 


by any action or inaction of the Attorney General in the pro- 
ceeding. 


Provisions as to Injunctions 


With respect to stay or suspension of orders and with re- 
spect to interlocutory injunctions, the bill contains the follow- 
ing provisions: 


The filing of the petition to review shall not of itself stay or sus- 
pend the operation of the order of the Commission, but the circuit court 
of appeals in its discretion may restrain or suspend, in whole or in 
part, the operation of the Commission’s order pending the final hearing 
and determination of the petition. Where the petitioner makes applica- 
tion for an interlocutory injunction suspending or restraining the en- 
forcement, operation, or execution of, or setting aside, in whole or in 
part, any order of the Commission, at least five days’ notice of the 
hearing thereon shall be given to the Commission and to the Attorney 
General of the United States. In cases where irreparable damage would 
otherwise ensue to the petitioner, the circuit court of appeals may, on 
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hearing, after not less than five days’ notice to the Commission and to 
the Attorney General, order a temporary stay or suspension, in whole 
or in part, of the operation of the order of the Commission for not 
more than sixty days from the date of such order pending the hearing 
on the application for such interlocutory injunction, in which case such 
order shall contain a specific finding, based on evidence submitted to 
the circuit court of appeals, and identified by reference thereto, that 
such irreparable damage would result to petitioner and specifying the 
nature of such damage. The circuit court of appeals, at the time of 
hearing the application for an interlocutory injunction, upon a like 
finding, may continue the temporary stay or suspension, in whole or 
in part, until decision on the application. 

The hearing upon such an application for an interlocutory injunc- 
tion shall be given preference and expedited and shall be held at the 
earliest practicable date after the expiration of the notice of hearing 
on the application provided for above. 

Upon the final hearing of any proceeding to review, under this act, 
any order of the Commission, the same requirements as to precedence 
and expedition shall apply. 


One amendment to the bill, as ordered reported, changed 
the term “prehearing proceeding” to “prehearing conference,” 
in section 5 of the bill. Section 11 was amended by changing 
the term “prehearing procedure,” contained in it, to “prehear- 
ing conference procedure,” and by adding to that section a 
proviso that rules to be adopted and promulgated by the sev- 
eral circuit courts of appeals in proceedings to review Commis- 
sion orders under the bill “shall be approved by the conference 
of senior court judges.” 

As ordered reported, the bill would become effective on 
the thirtieth day after the date of its approval, but actions 
within the scope of the bill, pending on the date of its taking 
effect, would not be affected by its enactment but would “pro- 
ceed to final disposition under existing law.” 


Condition of Express Cars Rapped: 
Bill Proposes Inquiry by I. C. C. 


With the explanation that, according to information he had 
received from a rail labor union official, express cars were in 
“an unparalleled condition of willful neglect” and that express 
messengers, helpers and guards were forced to carry on their 
work “under conditions not fit for dumb beasts to contend 
with,” Representative Bennett, of Missouri, on: July 7 intro- 
duced H. R. 4092, a bill to authorize action by the Interstate 
Commerce Commission to correct the situation. 

H. R. 4092 was entitled “a bill to promote the safety and 
health of employes engaged in baggage, mail, or express train 
service in interstate commerce by requiring common carriers 
by railroad and any express company to install and maintain 
all such cars and equipment used or furnished by them for such 
purposes in safe and suitable conditions for use in the service 
for which they are put.” Under its provisions, the Commission 
would be authorized, on complaint or on its own motion, to 
investigate all cars and equipment used by any railroad or fur- 
nished by any railroad to an express company and to make an 
examination of the construction, adaptability, design and condi- 
tion of all such cars and equipment “for the purpose of .deter- 
mining whether such cars and equipment are proper and suit- 
able to provide adequate standards of safety and sanitation, 
necessary to conform to basic requirements of safety and health 
for use in the service for which they are put, so that the same 
may be so used without menace or peril to the lives, health, 
and safety of those employes who are required to work and 
travel in such cars.” The Commission would be authorized, 
after such investigation, to prescribe standards for such cars 
and to require observance of requirements it might prescribe 
with respect to such equipment, and use of cars not meeting 
such standards and requirements would be unlawful. 

The bill provides penalties for violations of its provisions. 

In a statement he inserted in the appendix of the Congres- 
sional Record concerning H. R. 4092, Representative Bennett 
said his information concerning the condition of the express 
cars had come from George M. Harrison, president of the 
Brotherhood of Railway and Steamship Clerks. He said that 
the attention of the railroads and the express company had 
been called to “these conditions,” but that “very little has been 
done about it.” His statement included the following: 


I am advised by Mr. George M. Harrison, grand president of the 
Brotherhood of Railway and Steamship Clerks, Freight Handlers, Ex- 
press and Station Employes that as a result of a questionnaire addressed 
to every express messenger in the United States, it was found that 
replies were received covering the period of July 15 to August 5, 1946, 
concerning the condition of 3,517 cars in express service. Only 1,738 of 
these cars were equipped with toilets or not quite 50 per cent of the 
total number of the cars surveyed and that only 422 of these toilets 
were enclosed and only 133 were flush toilets. The number of cars with 
clean toilets were 488 .and 1,227 had dirty toilets. 

Another shameful condition met with was that of water supplied 
to these cars. Out of a total of 3,476 cars it was found only 1,713 were 
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equipped with water containers and 1,763 were not so equipped, or 
above 50 per cent of the cars examined. As to the condition of the con- 
tainers, 1,663 Were examined for any structural defects of which 1,094 
were found in good condition and 569 in need of repair. A total of 3,129 
cars were examined as to their heating equipment. Of this total, 2,285 
were found to have good heating equipment and 844 were found to 
have defective equipment, such as broken pipes, insufficient radiation, 
and other defects. The general cleanliness of the cars was also found 
to be quite bad. Of 3,489 cars examined as to cleanliness, only 784 cars 
were found in good condition, 1,689 in fair condition, and 1,016 in bad 
condition. It was also developed that 3,434 of these cars were held in 
terminals sufficiently long for cleaning before being taken out on trips. 
The fact that almost three-fourths of the cars originated at points where 
they were boarded by messengers provides clear evidence that the bulk 
of the cars could have been properly cleaned before being dispatched 
and leaves no tenable justification for that fact that more than three- 
fourths of the cars were in an unclean state. 


©. D. T. Head Hints Short-Haul Ban 
in Oil Tank Car Discussion 


Though he expressed optimism as to ability of the railroads 
to meet demands for tank cars to transport petroleum and its 
products to midwestern states in which there were, or threat- 
ened to be, shortages of oil, Director Johnson, of the Office of 
Defense Transportation, in testimony he presented before the 
House interstate and foreign commerce committee on July 8, 
said that “the next step” the O. D. T. could take to relieve oil 
shortages in the midwest might be the issuance of an order 
prohibiting short hauls—movements of 100 miles or less, pos- 
sibly 200 miles or less—by tank cars. 

Director Johnson was one of several witnesses heard by the 
House committee in the course of its investigation of reports of 
petroleum shortages. 

From the standpoint of transportation, he said, petroleum 
was in no worse position than any other commodity in the 
United States. He said the prospects for oil transportation by 
rail was a little brighter than the prospect for wheat transpor- 
tation, “at the moment.” He stated that that in the first 24 
weeks of this year a weekly average of 52,598 tank cars of oil 
had been loaded, as against 45,596 cars a week in the corre- 
sponding period of 1946, and that the movement this year, ac- 
cordingly, had been 15.35 per cent larger than in the same 
period of last year. 

Until a month ago, he said, the O. D. T. had expected pro- 
duction of 150 new tank cars a month, but the situation had 
brightened so that now the prospects for addition of 450 new 
cars a month to the nation’s tank car fleet were “rather fine.” 
He said that under an “emergency program” instituted about a 
month ago about 99,300 barrels a day—3,136 carloads—were 
being shipped into the midwest area. He added that the pros- 
pects for maintaining an adequate supply of petroleum and its 
products for the middle west were very much brighter now 
than they had been “a week or two ago.” 

Director Johnson observed that the fertilizer export pro- 
gram undertaken by the army, for promotion of agriculture in 
Japan and Germany, had required many high-pressure tank 
cars, and said that often the War Department had made some 
of its 3,360 tank cars available for commercial service. 

If tank car movements were limited so that they could 
make no hauls of less than 200 miles, he said, the effect wouid 
be addition of a total of 15,000 tank cars to the existing tank 
car fleet. He explained that tank trucks would then be used 
on short hauls, on which they were far more efficient than 
tank cars. 

“You will be able to meet your petroleum emergency more 
easily than a transportation emergency,” he stated. “Trans- 
portation in its present state will not take another emergency.” 

Answering a question by Representative O’Hara, of Minne- 
sota, Director Johnson said that midwest people could be told 
that their transportation of oil would be on a parity with 
transportation of other commodities that there would be incon- 
venience and delays at times, but that ‘we will do our very 
best to see that inconvenience will be reduced to a minimum.” 

Earlier, the committee heard testimony by Colonel G. H. 
Vogel, of the War Department, and Captain Ralph E. Wilson, 
of the Navy Department, representing the Army-Navy Petro- 
leum Board, concerning petroleum products requirements of 
the armed services for the fiscal year ending June 30, 1948, and 
alleged failure of the oil industry to meet those requirements 
in the filing of bids for army and navy petroleum products pur- 
chase contracts. Colonel Vogel indicated that conferences of 
the Army-Navy Petroleum Board with oil industry executives 
were under way, looking toward means of making available to 
the armed services the various types of gasoline and fuel oil 

they needed in the quantities they required. He said that the 
army and navy requirements yet to be met for the last six 
months of this year aggregated 1,000,000 barrels of motor gaso- 
line, 1,600,000 barrels of aviation gasoline, and 500,000 barrels 
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a month of “navy special” fuel. He said that in World War II 
the armed services used 32 per cent of all U. S. crude oil pro- 
duction, and that the estimate of their needs for fiscal year 
1948 was 4 per cent of the total. By types of products, he said, 
the armed services would need for the new fiscal year 0.9 per 
cent of total domestic output of motor gasoline, 50 per cent of 
the aviation gasoline production, 100 per cent of the jet fuels, 
0.7 per cent of the kerosene output, 9 per cent of all available 
No. 702 Diesel oil, and 5 per cent of all “navy special” fuel. 
Captain Wilson said that the navy now had 36 navy “oilers” 
and commercial navy vessels which it used for transportation 
of petroleum products and for servicing of the fleet at sea, and 
that these naval vessels transported about 30 per cent of the 
total military requirements. 

Charles Rayner, petroleum advisor to the State Depart- 
ment, said it was the State Department’s “attitude” that it was 
essential to the safety and well-being of the United States that 
the government provide every means leading to expansion of 
domestic production of petroleum and that, in event the opti- 
mum rate of domestic production did not meet domestic re- 
quirements, imports should supplement the domestic output, but 
only to the extent that they would not create conditions harm- 
ful to the American oil industry. He said the present oil short- 
age situation was an abnormal one and “probably a temporary 
one,” and that it was the result of a number of factors, includ- 
ing a shortage of steel and consequent inability to produce facili- 
ties for transportation of oil. Given time, the situation would 
correct itself, he believed. He noted that petroleum products 
had been placed under export control as of June 30. He agreed 
with observations by Representative Hinshaw, of California, 
that there was plenty of oil in the Middle East, that control of 
that area had considerable influence on the peace of the world, 
and that that accounted for the State Department’s interest in 
that area. 

Undersecretary William C. Foster, of the Department of 
Commerce, said that oil shipments to Russia in the first half of 
this year aggregated about 730,000 barrels, as against 1.5 mil- 
lion barrels for the full year 1938, 5 million barrels in 1945 and 
2% million in 1946. The 730,000 barrels shipped this year, he 
said, was “the equivalent of the petroleum we consume in the 
U. S. in about 3% hours.” 

Among factors that contributed to present increased con- 
sumption of petroleum products, Mr. Foster said, were: In- 
creased spending power; conversion from solid to liquid fuels; 
population increase, added dwellings; additional highway and 
farm vehicles, and increased use of Diesel locomotives. He said 
that “at the beginning of this year, 604 locomotives were on 
order with manufacturers, 534 of which were Diesels.” 


Stand of I. C. C. Practitioners 
Hit in Gwynne Bill Hearing 


John D. Randall, of Cedar Rapids, Ia., chairman of the 
American Bar Association’s standing committee on “unauthor- 
ized practice of the law,” told a subcommittee of the House 
judiciary committee on July 9 that criticism by the Association 
of Interstate Commerce Commission Practitioners of H. R. 2657, 
the Gwynne bill designated by its title as “a bill to protect the 
public with respect to practitioners before administrative agen- 
cies,” was based on “hasty reactions” and that “not a single 
one” of the representations made concerning the bill in a state- 
ment circulated by the I. C. C. practitioners’ association on 
April 1 was true (see Traffic World, April 5, p. 1111). 

Mr. Randall referred specifically to the following assertions 
which he said were quoted from a statement prepared for the 
I. C. C. practitioners’ association by Elmer A. Smith, chairman 
of the association’s special committee on the Gwynne bill: 


The whole purpose of the bill . . is to insure that there shall 
be no more appearances by registered practitioners who are not law- 
yers after the retirement or death of nonlawyer practitioners who 
now, under the Commission’s Rules of Practice, have the right to 
appear before it. . . . The bill would prevent practice before the 
Commission by nonlawyers in rate cases and a large number of cases 
in which hearings are required. . . It would divest the Interstate 
Commerce Commission of the duty and responsibility of determining 
the qualifications of those who may appear before it. ... The bill... 
contains no provision whatever for either the lawyer or the nonlawyer 
whose appearance before the Commission is a casual one, and who 
does not make a business of appearing before the Commission. .. . 
Apparently a nonlawyer would not be permitted to give any advice in 
his office respecting a technical question of tariff interpretation, or of 
routes or routing or of conflict of rates, matters which a lawyer in 
general practice is not as a rule qualified by experience to handle. 


Representative Gwynne, of Iowa, sponsor of the considered 
bill, was chairman of the subcommittee in charge of the hear- 
ings on H. R. 2657. Other members of the subcommittee were: 
Representative Case, of New Jersey; Goodwin, of Massachu- 
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setts; Walter, of Pennsylvania; Bryson, of South Carolina, and 
Lane, of Massachusetts. 

Mr. Randall described Mr. Smith’s assertions as “devas- 
tating.” He said that, under terms of the considered bill, non- 
lawyers might appear either as witnesses or, with some require- 
ments and limitations, as practitioners. : 

“The Interstate Commerce Commission,” he continued, 
“will retain its responsibility for the licensing of nonlawyers 
to practice before it. There is express provision for the casual 
appearance of unlicensed lawyer practitioners. Whether a 
license to appear in Commission proceedings means that the 
licensee may practice law is properly left to the states.” 

He said that the Association of Interstate Commerce Com- 
mission Practitioners was “predominantly an organization of 
nonlawyers, although the great preponderance of practitioners 
before the Interstate Commerce Commission is made up of 
lawyers.” : 

He read, with approval, an excerpt from an address deliv- 
ered April 15 by Clarence Miller, general counsel of the Amer- 
ican Short Line Railroad Association and member of the bar 
association committee headed by Mr. Randall. The excerpt 
from Mr. Miller’s address included the following: 


It has been said that the Gwynne bill is aimed and directed funda- 
mentally against the nonlawyer members of the Practitioners Associa- 
tion who have been licensed by the Interstate Commerce Commission 
to appear before it. Nowhere in the bill is the Interstate Commerce 
Commission mentioned, nor is any mention made of the nonlawyer 
practitioners before the Commission as any special group. What the 
bill does is to put them in the same class with all other nonlawyer 
practitioners before administrative agencies. . 


In the course of an analysis of the provisions of the bill, 
Mr. Randall proposed a number of modifications of its pro- 
visions. 

Chairman Gwynne invited Herschel A. Hollopeter, of In- 
dianapolis, transportation director of the Indiana State Cham- 
ber of Commerce, to comment on the bill, and Mr. Hollopeter 
asked and obtained leave to file with the committee, at a later 
date, a statement of views on the bill on behalf of the Indiana 
State Chamber. 


MASSACHUSETTS’ PRACTITIONERS’ BILL 


H. M. Waybright, president of the district No. 1 chapter 
of the Association of Interstate Commerce Commission Prac- 
titioners, has notified Mrs. Sara F. McDonough, of Washington, 
D. C., secretary of the association, that Governor Robert F. 
Bradford, of Massachusetts, has vetoed a bill (H. R. 2173) 
passed by the legislature of that state under which nonlawyers 
would be authorized to practice before the Department of 
Public Utilities of the state. , 

The text of the governor’s veto message, which Mr. Way- 
bright forwarded to Mrs. McDonough, included the following: 


The effect of the new section is to authorize the appearance at 
hearings before the Department of Public Utilities of persons who are 
not attorneys at law but who are acceptable to the Commissioners of 
Public Utilities. It gives them the title of ‘‘practitioners’’ and author- 
izes them to represent parties at hearings held by that department 
relating to carriers of property by motor vehicles on the same basis 
as attorneys at law. The representation of parties at hearings before 
the Department of Public Utilities or its commission, is a part of the 
“practice of law.’’ As such, it is within the province of persons duly 
admitted to practice law by the courts of the commonwealth. There 
are strong doubts as to the constitutional authority of the legislature 
to invade the field of the judicial department which regulates prac- 
titioners of law by admitting laymen to practice law before an admin- 
istrative department exercising quasi-judicial functions. 


I. C. C. Powers Over Some Natural 
Gas Pipelines Proposed in Bill 


The House committee on interstate and foreign commerce 
has reported, with amendments, H. R. 4051, a somewhat re- 
vised version of the so-called Rizley bill to amend the natural 
gas act of 1938, including a provision under which “any com- 
mon carrier engaged in the transportation of natural gas by 
pipeline solely for others for hire, and not engaged in the sell- 
ing of natural gas” would be under jurisdiction of the Interstate 
Commerce Commission and subject to part I of the interstate 
commerce act. 


Primary objectives of the bill, the committee said, were: 
(1) To clearly define the limits of the jurisdiction of the Fed- 
eral Power Commission with respect to the transportation of 
natural gas in interstate commerce, with respect to the sale of 
natural gas in interstate commerce for resale, with respect to 
natural gas companies, and with respect to related matters, and 
(2) to prescribe certain statutory standards to apply for pur- 
poses of the fixing of rates for sales of natural gas with respect 
to which the Federal Power Commission has jurisdiction. 
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Amendments made by the bill, according to the report, spe- 
cifically exclude from the Federal Court Commission’s jurisdic- 
tion the properties, facilities of and sales made by distributors, 
as well as production or gathering, production or gathering 
facilities, and sales occurring prior to interstate transportation 
in trunk transmission lines. Railroad spokesmen opposed the 
Rizley bill in hearings held by the committee (see Traffic 
World, April 19, p. 1262, and April 26, p. 1329). 

Concerning the additional I. C. C. jurisdiction proposed by 
section 7 of the bill, the committee said: 


It is understood that at the present time there are no gas pipeline 
companies coming within the class over which the Interstate Commerce 
Commission is given jurisdiction by this amendment. However, the pro- 
visions of this bill will make it clear that if at any time in the future 
such companies do engage in operations, they will be subject to part I 
of the interstate commerce act and not the provisions of the natural gas 
act. It is believed that this provision may result in bringing about a 
wider distribution of gas in the consuming areas, 


Discussing what it regarded as a need for clarification of 
existing law with respect to natural gas pipeline regulation, the 
committee said it believed that “an unsettled condition exists 
which may be said not to be in the public interest and . . . that 
the passage of this bill is necessary in the public interest to set 
at rest the indecision, doubts, fears, and apprehensions of the 
industry so that a more normal and definite course of adminis- 
tration may be pursued by the Federal Power Commission.” 

The committee said that under the bill the Federal Power 
Commission would retain jurisdiction over the transportation 
from trunkline inlet in the producing field and the sale of gas 
to the local distributor, but that the distributing company was 
left subject to state and local control. It said these provisions 
were supported by the National Association of Railroad and 
Utilities Commissioners. It said the bill made no changes in the 
present law as to direct sales by pipelines to industrial con- 
sumers—sales that now were exempt from F. P. C. jurisdiction. 
It said it had considered an amendment offered by the N. A. R. 
U. C., proposing to permit the various states to exercise juris- 
diction over direct sales, but had concluded that the adoption 
of the amendment would not be in the public interest but would 
be more likely to add to the existing confusion. 


“Eminent Domain” Bill Passed 


_The House, July 7, in the course of consideration of bills 
on its “consent calendar,” passed and sent to the Senate H. R. 
2956, amending the natural gas act of 1938 by adding thereto 


an “eminent domain” provision (section 7(h)) reading as 
follows: 


When any holder of a certificate or public convenience and neces- 
sity cannot acquire by contract, or is unable to agree with the owner 
of property to the compensation to be paid for, the necessary right-of- 
way to construct, operate, and maintain a pipeline or pipelines for the 
transportation of natural gas, and the necessary land or other property, 
in addition to right-of-way, for the location of compressor stations, 
pressure apparatus, or other stations or equipment necessary to the 
proper operation of such pipeline or pipelines, it may acquire the same 
by the exercise of the right of eminent domain in the district court of 
the United States for the district in which such property may be located, 
or in the state courts. The practice and procedure in any action or 
proceeding for that purpose in the district court of the United States 
shall conform as nearly as may be with the practice and procedure in 
similar action or proceeding in the courts of the state where the prop- 
erty is situated; Provided, That United States district courts shall only 
have jurisdiction of cases when the amount claimed by the owner of 
the property to be condemned exceeds $3,000. 


ADMINISTRATIVE EXPENSES OF P. R. A. 


In the course of consideration of bills on its “consent cal- 
endar,” July 7, the House passed and sent to the Senate H. R. 
3759, amending section 21, of the federal highway act of 1921 
so as to increase to 3% per cent, from 2% per cent, the de- 
ductible amount for .administrative expenses of the Public 
Roads Administration from the amounts of federal-aid highway 
funds allocated to the states (see Traffic World, July 5, p. 48). 
Representative Cunningham, of Iowa, in an explanation of the 
bill in the House, said that it had been shown that the farm- 
to-market highway program was being held up because the 
Public Roads Administration lacked money to do the proper 
planning for such roads in the several states. He stated, also, 
that recent wage increases granted to federal employes had 
increased administrative costs. 


RAIL-HIGHWAY CROSSING ELIMINATION 
Representative Gillie, of Indiana, has introduced H. R. 4107, 
proposing amendment of section 5(2) of the federal-aid high- 
way act so as to provide a method of planning and financing 
elimination of railroad-highway crossings within municipalities. 
Under terms of the bill, the Commissioner of Public Roads 
would be authorized to order the re-routing of a railway within 
a municipality if the municipality had developed a plan for 
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such re-routing, if it had agreed to pay 20 per cent of the cost 
of such re-routing, and if the state highway commission of 
jurisdiction and the Commissioner of Public Roads had found 
that the public could best be served by such re-routing. The 
bill provides that “the cost of any such rerouting shall not be 
at the expense of the railway, but shall be paid wholly by the 
city and the state highway commission as a part of the con- 
struction cost of elimination of railway-highway crossing haz- 
ards, upon receipt of claims therefor properly audited by its 
engineering department, and any funds allocated to such state 
by the federal government pursuant to this act for the elimina- 
tion of grade crossings or improvement of state highway sys- 
tems may be used for the expense of any such re-routing.” 


Inter-American Highway Project 
Subject of Senators’ Criticism 


“The War Department should not have undertaken con- 
struction on the so-called Inter-American Highway in Central 
America as a war project,” said the special Senate committee 
investigating the national defense program in a report submit- 
ted to the Senate by Senator Ferguson, of Michigan. 

“Thirty-six million dollars were added to the cost of World 
War II without contributing to the defense of the United 
States. Indeed, our war effort was hampered by the diversion 
of vast quantities of construction equipment, road materials, 
construction manpower, and shipping in 1942 and 1943, when 
we were facing shortages on all sides and the universal cry 
was ‘too little too late.’” 

Senator Ferguson, who made a first-hand investigation of 
the project in August, 1946, said the report ‘“‘tends to discourage 
some of the glowing reports which have been circulated to the 
general effect that this highway is practically finished and 
available for American tourists.” 

“Having driven myself, over almost all of the passable 
portions of this highway, and having flown over the entire 
route, I believe it is my duty to dispel any false notion that 
one can get in his car and drive from any point in the United 
States to Panama City, either now or within the immediate 
foreseeable future. 

“The Central American governments simply do not have 
the funds to build this highway. Unless some joint program for 
financial support by all of the American republics is developed, 
or unless a plan is worked out where the highway, through a 
bond issue or some other financial arrangement, can be financed 
out of subsequent revenues, this highway will not be built for 
many years to come, unless it is done by a grant of United 
States public funds.” 


Highway Not Even “Half Complete” 


Senator Ferguson said he would say—as did the report— 
that this “so-called through highway is not yet even half com- 
plete in the sense we are accustomed to consider through high- 
ways in this country.” 

“There are long stretches on the proposed route . . . where 
there is no road at all, and these stretches happen to be the 
most difficult terrain through which to build a road,” said he. 
“IT road over a mountainous section south of San Jose, Costa 
Rica, where there were 19 slides in one mile and where the 
only way that traffic could get through was to have bulldozers 
on hand to push the fallen dirt and rocks down the mountain- 
side so that cars could drive through. This road is literally 
carved out of the mountainside, and, from my observation, will 
take considerably more work before it is up to the standards 
of safety which we consider normal for mountainous roads in 
this country.” 

Senator Ferguson explained that the committee did not 
take a position one way or the other on the broad question of 
policy as to whether or not the United States should contribute 
the funds necessary to complete the highway but that if it was 
to be built “then the committee believes that the manner in 
which this highway project is conceived and executed should be 
businesslike and should be calculated to achieve the objectives 
stated. To continue to pour -out United States funds for high- 
way developments in other countries without a firm, clear, and 
enforceable arrangement for insuring that the highway will, in 
fact, be the international artery of commerce and defense in- 
tended, as the committee’s study discloses is now being done, 
will be an unjustifiable diversion of United States public funds.” 


-War Department Criticized 


One charge made by the committee against the War De- 
partment is that while the department’s approval of the project 
was predicated almost wholly upon information supplied by 
the Public Roads Administration of the Federal Works Agency, 
the War Department “disregarded the conditions and specifica- 
tions upon which the Public Roads Administration estimates 
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were based and ordered the highway built, notwithstanding 
clear evidence that it was impossible to execute the project as 
ordered.” 

The committee also found that though the War Depart- 
ment had taken the position that an overland route to the 
Panama Canal was not required for the logistical support of 
our forces in Panama, the Secretary of War on July 23, 1942, 
had advised the Secretary of State that the construction of the 
highway was ‘“‘an urgent military necessity.” 

“It is clear from the evidence,” said the committee, ‘‘that 
the urgent military necessity was not military supply, but the 
promotion of continental solidarity. The committee believes 
that the War Department invaded the province of the State 
Department in certifying that the promotion of continental 
solidarity was an urgent military necessity. The committee 
further believes that defense funds and scarce manpower, ma- 
terials, machinery, and shipping should not have been diverted 
to a project of such questionable and nebulous benefit to our 
war effort.” 

Other conclusions of the committee are: 


Execution of the project by the army engineers was unbusinesslike. 
Excessive equipment rentals were paid. Records were inadequate. 
Supervision of contractors was ineffectual. Coordination with the United 
States Public Roads Administration was poor. Termination of the project 
was ordered belatedly. Liquidation was slow and expensive. As a result 
of these and other inefficiencies in handling the project, only 347 miles 
of road were completed at an expenditure of $36,000,000, although it 
had been estimated that over 905 miles of road could be completed for 
14% million dollars. Only one-third of the work done by the army 
engineers is estimated to be useful to the future Inter-American High- 
way. Much of the work done by the army engineers was on road which 
will not be used by Public Roads Administration as a part of the Inter- 
American Highway as presently located. 

Some contractors’ profits were excessive. General provisions to pre- 
vent inordinate profits, such as price ceilings, income taxes, and re- 
negotiation, as applied to this project, have not proved effective to 
date. However, tax recoveries against some of the constructors may 
yet be achieved. ... 

The army engineers spent a net amount of United States funds in 
excess of $36,000,000. The United States Public Roads Administration 
has expended approximately $30,000,000 to date and $8,000,000 more has 
been allotted to this work. In addition, the Export-Import Bank has 
loaned to Mexico and the Central American governments, principally 
for the construction of various sections of the Inter-American Highway, 
approximately $48,000,000. Thus, a total grant of over $74,000,000 and 
loans of $48,000,000 of United States funds have been committed to this 
project. Yet, the highway is not as yet half completed. In September, 
1946, the Public Roads Administration estimated that it would cost an 
additional $65,000,000 to complete the highway, but in March, 1947, the 
Public Roads Administration declined to give the committee any esti- 
mate of the final total cost. Accordingly, a project which has estimated 
in 1941 to cost the United States a total of $20,000,000 will now cost at 
least $139,000,000. 


MOTOR LINE COMPENSATION BILL 


Senator Langer, of North Dakota, speaking in the Senate, 
said he had discovered that his name had been placed on S. 
1260, to provide for settlement and payment of claims of the 
middle western motor carriers that were operated by the Office 
of Defense Transportation in the war period, but that he had 
never given anyone permission to place his name on that bill 
(see Traffic World, May 17, p. 1583). 

“On the contrary,” said Senator Langer, “I have refused 
steadfastly to have my name placed on it. . . . I wish to serve 
notice on the committee on the judiciary that my name is on 
the bill without my consent, and that I shall ask to have it 
withdrawn, no matter what happens to the bill, whether it is 
killed or passed.” 


He obtained unanimous consent of the Senate to have his 
name withdrawn from the list of its sponsors shown on its face. 


The bill was introduced by Senator Wilson, of Iowa, for himself 
and 14 other senators. 


House Group Raises Question About 
Overseas-Relief Freight Costs 


In what it described as “a progress report which analyses 
the nature of the problem,” relating to needs, limits and sources 
of American aid to foreign countries, the House foreign affairs 
committee’s subcommittee on foreign economic policy suggested, 
in indirect terms, that some of the foreign countries to which 
American aid was being sent should be permitted to transport 
the shipments from this country to their own shores in their 
own ships or in ships the United States might furnish them. 

The subcommittee said that policy questions on the answers 
to which would depend any program for meeting world require- 
ments for healthy economic recovery included the question 
whether American shipping policy was “going to continue the 
requirements that countries like Germany, Japan, France, Italy, 
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and others should not use their own merchant marine or ships 
which we could furnish them.” 

“The present cost of shipping coal to Europe on American 
bottoms at our high freight rates for this item alone involves an 
annual bill that runs close to $400,000,000,”’ the subcommittee, 
headed by Representative Vorys, of Ohio, said. “The total cost 
of handling cargoes that must be paid for in American dollars 
is calculated to run to something around $700,000,000 or $800,- 
000,000 a year which we must lend or give these countries, since 
they cannot produce exports to pay for it now. Over half the 
cost of a bulk cargo like coal landed in Europe goes into ship- 
ping costs for which these countries at present must find 
dollars.” 

The subcommittee indicated that its future studies would 
deal with prospects for increasing industrial and agricultural 
production of the war-torn countries to the extent that they 
themselves could export and import commodities, thus provid- 
ing “self-help” and relieving the United States of some of the 
present drains on its resources. 


N. F. A. S. Issues Denial 


The National Federation of American Shipping has called 
“completely erroneous” a statement attributed in the press to 
members of the House foreign affairs sub-committee that “the 


foreign aid shipping program alone amounts to a subsidy of 


approximately a half billion dollars annually to maritime 
unions.” 

Frazer A. Bailey, federation president, said the statement, 
appearing in press reports and quoting “unidentified” sub-com- 
mittee members, apparently referred to the heavy movement 
of relief cargoes to Europe in American ships. Said he: 


Such relief cargoes are being carried overseas at prevailing world 
ocean freight rates. Such rates have substantially decreased in the past 


few months as available shipping has equalled and slightly exceeded 
world cargo demands. 


Moreover, close to $20,000,000 per month is being ‘‘recaptured’’ 
under Maritime Commission charters to private American operators, 


and is being returned to the U. S. Treasury to the benefit of the 
American taxpayer. 


Shipping services at present represent only about six per cent of 
the total value of current exports of goods and services from the United 
States to the rest of the world. Total exports are running at the annual 


rate of about 15 billions and represent the largest peacetime program 
in history, 


Almost all American industry and labor, including transportation, 


mining, and agriculture are contributing their share to the record 
movement. 


It is very unfair to single out any one group participating in the 
world relief prdgram as being an outstanding beneficiary. The federation 
is glad to join with the maritime unions in correcting the erroneous 
impression created by such information. The American public is en- 
titled to the facts. It is a happy situation when labor and industry can 
join together in supplying them. 


TRANSPORT OF U. S. ALASKAN EMPLOYES 


The House has passed and sent to the Senate H. R. 187, 
authorizing transportation of employes of the United States 
residing in Alaska on vessels or airplanes of the army trans- 
port service, between Alaska and the United States. The bill 
was amended so as to provide that “no such traffic by air 
shall be carried by the army if such air traffic can be reasonably 
handled by a United States civil air carrier, and the carriers 
of all such air traffic shall be terminated if the Civil Aeronautics 
Board certifies that in its opinion commercial services of United 
States civil air carriers adequate to handle such air traffic are 
in operation between Alaska and the continental United States.” 


Steamship Rates to Alaska 


In remarks in the House July 8 with respect to steamship 
service to and from Alaska, in the course of which he asserted 
Alaskans were being assessed ‘“‘terrifically high rates,” Delegate 
Bartlett, of Alaska, criticized the Maritime Commission and 
steamship lines. He gave a review of the Alaskan steamship 
situation. : 

Sooner or later, said Mr. Bartlett, Congress must come to 
realize that regulatory powers over rates must be divested 
from agencies given the responsibility of promoting railroading, 
trucking, aviation, and merchant marine. 

“Agencies cannot promote these activities with one hand 
and protect the general public interest with the other hand,” 
said he. “It cannot be done. These regulatory powers were 
once delegated to agencies as public defenders. That concept 
was soon supplanted by the assumption that the agencies had a 
quasi judicial function. But even this concept goes by the board 
in an instance such as I have related, and the responsible 
agency becomes an abettor and devil’s advocate for private 
interests. Sooner or later this must be corrected. The sooner 
it is the better for the public interest.” 

Mr. Bartlett said that, curiously enough, the federal gov- 
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ernment, “which had furnished ships at practically no cost and 
exclusively to the Seattle operators, will, as the chief shipper 
to the territory, have to pay the lion’s share of the new rates.” 

“It does not make sense,” said he. “It cannot make sense, 
because there is no logic behind it.” 

Chairman Smith, of the Maritime Commission, has trans- 
mitted a report to Congress, with respect to the action of the 
commission in awarding contracts for providing service to and 
from Alaska. Such reports are required by the act of March 7, 
1947, authorizing the commission to take action looking to con- 
tinuation of steamship service to and from Alaska. 


Panama Canal Expansion Problems 
Outlined in House Unit Report 


Various proposals for expansion of the Panama Canal and 
for making the ship-transit facilities across the isthmus of 
Panama less vulnerable to atomic bomb attacks were outlined 
in a report made public July 7 by the Panama Canal subcom- 
mittee of the House committee on merchant marine and fish- 
eries, embodying observation made by the subcommittee in the 
course of an inspection trip to Panama which it began on 
March 27 (see Traffic World, April 5, p. 1107). The subcom- 
mittee said in its report that it inspected the canal and its 
installations “from the land, the sea, and the air.” 

“Problems pertaining to the canal,” it said, “are particu- 
larly important at this time because of its transition from 
wartime to peacetime operations and because of presently 
pending proposals for expansion of the canal which would re- 
quire from several hundred millions to over possibly $3,000,- 
000,000 for their accomplishment.” 

The subcommittee laid stress on the advantages, from a 
defense and security standpoint, of a proposed sea-level canal 
across the Panama isthmus, saying that such a canal would 
offer “greater security against atomic bombs” than the present 
lock-type waterway which it would replace, but refraining 
from making any direct recommendations on the subject, be- 
cause a sea-level canal would be substantially more costly— 
its estimated cost totaling. $2,720,000,000 to $2,805,000,000— 
than improvement of the lock-type canal. 

“Accordingly,” said the subcommittee, “Congress will be 
required to balance security factors against comparative costs 
in determining what expansion plans shall be approved.” 


Difficulties in Defense of Canal 


After having stated that the present canal represented a 
net capital investment of $514,244,695 as of July 1, 1945, and 
having noted, in the course of a long description of it, that its 
total length from entrance to entrance was 41.86 nautical 
miles, the subcommittee said: 


Two factors regarding the present canal should here be noted. The 
first is that the operation of the canal depends completely upon the 
efficiency and capacity of the locks which raise and lower transiting 
vessels. The second factor is that the water level of the canal is 85 
feet above sea level. Were it not for dams and the locks themselves, 
this water would of course immediately flow into the sea and the canal 
become nothing but a dry ditch. Because of this, the defense of the 
canal is difficult, as any major damage to one of these installations 
might result in draining the water from the canal. Should this occur, 
operations of the canal would be delayed several years and it would be 
necessary not Only to repair the particular structure but also to wait 
through one or more rainy seasons until the water level of the canal 
could be brought to operating levels. . 

During the 76th Congress, public law 391 was enacted which au- 
thorized the construction of a third set of locks at a total cost not to 
exceed $277,000,000. . . . That plan provided that a third set of parallel 
locks be constructed at a short distance from the present locks... . 
Excavations and planning for the third set of locks were undertaken 
and approximately $75,746,598 was spent in this work. Early in the 
war, however, the project was discontinued because of more pressing 
needs for available material and men. 

War experience demonstrated that the third lock project as author- 
ized in 1939 would not furnish an adequate resolution of further canal 


needs. Accordingly, the 79th Congress enacted public law 280 (approved 
December 28, 1945). ... 


Factors Bearing on Expansion 


The committee noted that that law authorized the gover- 
nor of the Panama Canal to make a study of means for in- 
creasing the capacity and security of the canal and to report 
his conclusions to Congress by the end of 1947. 

“In considering plans for the improvement and expansion 
of the Panama Canal,” the subcommittee said, “three principal 
factors must be considered: (a) The needs of increased com- 
mercial traffic; (b) the needs of the navy; and (c) the neces- 
sity of defending the waterway against recent developments in 
military weapons. The first of these requirements is that the 
canal have adequate capacity to meet the demands of com- 
merce for safe and undelayed transit of all commercial ves- 
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sels. From the standpoint of the navy, the second requirement 
is that the canal be able to transit the largest naval vessels 
which may be built during the remainder of this century. The 
third requirement for a newer and improved canal is that it be 
secure against enemy attack with modern weapons, including 
the atomic bomb. 

The subcommittee said it had been estimated that by the 
year 2000 there should be about 16,200 vessels transiting the 
canal per year, or an average of 45 transits a day, but that, 
because of peak loads coming at particular times, it had been 
further estimated that by that year the canal would be re- 
quired to have a capacity of 67 vessels a day “in order to pre- 
vent costly delays of shipping and to insure that in event of 
war vessels may be transited promptly.” It stated that the 
present canal capacity was estimated at only 43 vessels a day, 
because of limitations on the number of transits imposed by 
the necessity for the periodic overhaul of the lock structures. 
Each overhauling required about four months, it said. In fur- 
ther discussion, it added: 


For reasons of security, little can be said now about the effects 
of modern weapons on the canal. In cooperation with the Manhattan 
District project and the Atomic Energy Commission, studies are being 
made as to the probable effect of an atomic bomb on this waterway. 
... It has already been concluded by the engineers examining the 
problem that either a lock canal or a sea-level canal could satisfy needs 
of interoceanic commerce and the needs of naval vessels. But it has 
also been agreed that a lock canal cannot be designed and constructed 
to give absolute security against loss of the waterway or to provide 
as great a degree of security against traffic interruption as the com- 
paratively invulnerable sea-level canal... . 


“Minimum” Plan—$100,000,000 

The subcommittee discussed the sea-level canal as the last 
of four proposals for expanding the Panama Canal, the first 
three involving alternate routes and locks. The “minimum” 
plan, it said, called for expenditure of about $100,000,000 and 
involved construction of a surge basin at the Pedro Miguel 
locks and the construction of tie-up stations throughout the 
canal, thus eliminating the necessity for periodic overhauls 
and increasing the capacity of the canal from 43 transits a 
day to about 75 transits a day. 

Certain difficulties that had arisen with the government 
of the Republic of Panama, the subcommittee said, might re- 
quire the location of the canal at points other than in the. 
Canal Zone—a zone extending about 5 miles on each side of 
the present canal and around Gatun Lake. 


“The principal of these difficulties is the question of bases,” 
it said. “For unless bases are granted by the Republic of 
Panama adequate to insure the defense of the canal, few will 
advocate pouring additional huge sums into its expansion or 
the construction of another canal in the area.’ 


The sea-level canal project, it said, would be a mammoth 
job, involving removal of almost a billion cubic yards of ex- 
cavation, and the present proposals for such a canal would 
provide a tidal lock to control the difference in the tide level 
between the Atlantic and the Pacific Oceans. Even if that lock 
were damaged, it added, the canal could be operated as an 
open waterway for about one-third of each day, and under 
emergency conditions it would have a capacity for handling 
a much larger number of ships than any of the proposed canals 
or the present canal could handle. 


Revenue from Tolls 


The report contained the information that in the fiscal 
year 1946 the revenues from tolls charged to commercial ship- 
ping were $14,791,807, plus additional revenues of $267,684; 
that “net appropriation expenditures” were $15,214,130, but 
that business operations under the Panama Canal produced a 
net revenue of $876,835, leaving a combined net profit on all 
Panama Canal operations in the fiscal year 1946 of $722,196; 
that total transits of the canal in the year ended June 30, 1946, 
numbered 9,586, and that only 4,032 of that number paid tolls, 
the remaining 5,554 vessels being government-owned and 
transited without payment. 


FEDERAL BARGE LINE SALE PROPOSAL 


In the bill (H. R. 4021) introduced by Representative 
Howell, of Illinois, to authorize the sale of the Federal Barge 
Lines to private interests (see Traffic World, July 5, p. 39), 
the following provision appears: 


Subsection (b) of section 3 of the act entitled ‘‘an act to create the 
Inland Waterways Corporation for the purpose of carrying out the 
mandate and purpose of Congress as expressed in sections 201 and 500 
of the transportation act, and for other purposes, approved June 3, 
1924, as amended (U. S. C., 1940 edition, title 49, section 153(b)), is 
hereby amended by inserting after ‘‘Ohio River’’ the following: ‘‘and its 
tributaries above Paducah, Kentucky.”’ 


Insertion of this language in the Inland Waterways Cor- 
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poration act was interpreted to mean a broadening of the scope 
of Federal Barge Lines operations, so as to permit operation 
on the section of the Ohio River flowing between Paducah and 
the Mississippi River and the addition of Paducah to the list 
of river terminals served by the government barge line. With- 
out this amendment, the Inland Waterways Corporation act 
excludes the Ohio River from the waterways on which the Fed- 
eral Barge Lines may operate. 


SEAMEN’S WAGES AND HOURS 


Chairman White, of the Senate interstate and foreign com- 
merce committee, has introduced S. 1552, to bring seamen 
within the provisions of the fair labor standards act of 1938, 
prescribing maximum hours of work and minimum wage rates. 


“PROMOTION” OF SHIP RADIO OPERATORS 


_The House has passed H. R. 1036, conferring on marine 
radio-telegraph operators the legal status of licensed ship offi- 
cers (see Traffic World, July 5, p. 50). 


House Group to Study M. C. “Deals” 
Covering Alaskan Ship Service 


Chairman Weichel, of the House committee on merchant 
marine and fisheries, has announced appointment of a sub- 
committee headed by Representative Allen, of California, to 
conduct “immediately” an investigation of “the dealings of 
the Maritime Commission covering Alaskan shipping contracts 
and other shipping relief requested by the people of Alaska.” 

He designated as other members of the subcommittee Rep- 
resentatives Bradley and Havenner, of California, and Tollefson 
and Jackson, of Washington. 

In a statement he inserted in the Congressional Record 
appendix, Chairman Weichel said that the Maritime Commission 
was advised by make-believe experts and was “the classical 
example of mishandling government money.” 


“As disclosed by the (House) appropriation committee and 
the Comptroller General in the past few days,” he said, ‘‘the 
Maritime Commission again demonstrated what not to do with 
government money. The same group seem to do equally well 
with what not to do with the Alaskans, according to a state- 
ment from the good people of Alaska.” 


Mr. Weichel attached to the statement he inserted in the 
Record the text of statements and letters he had received con- 
cerning the Alaskan shipping situation, including a letter from 
Attorney General Ralph J. Rivers, of the Territory of Alaska 
and a “release” issued by Mr. Rivers. In his letter, Mr. Rivers 
said, in part: 


Congress recently adopted House Joint Resolution 122 authorizing 
the Maritime Commission to allot government-owned ships to carriers 
qualified to operate in the Alaska trade, with the government to as- 
sume the hull risk upon such ships. . . . It was thought that such 
indirect subsidy would enable the carrying out of the Alaska operation 
without a material increase in freight rates, and it was hoped that 
some ships would be allotted to a shipping concern operating out of 
Portland, Ore., as weli as some consideration for Briggs Steamship 
Co., an American flag company operating between Prince Rupert, 
British Columbia, and southeastern ports. However, the Maritime 
Commission not only inserted exclusive clauses in contracts with three 
Seattle-based carriers, but declined to suspend increased tariff sched- 
ules pending outcome of a hearing. The territory is not only penalized 
with increased rates which are loaded largely on north-bound freight, 
making an approximate 50 per cent increase on such freight over 
wartime rates, but is throttled by exorbitant handling charges at 
Seattle caused by inadequate dock facilities and resultant stand-by 
time for trucks whose drivers are endeavoring to unload at the 
eock. .. .« 


Alaska Official’s Allegations 


The Alaska attorney general’s “release” included repre- 
sentations substantially as follows: 


Cost of passenger service by Seattle-based ship lines has increased 
at a substantially greater rate than the cost of handling freight, but 
the new tariff proposes only a 5 per cent increase on passenger charges 
as against an average increase of 43 per cent above present rates on 
freight, with the result that ‘‘shippers and receivers of goods . . . are 
now obliged to pay freight charges based upon passenger losses.” 

In the southeastern Alaska trade the carriers have submitted sched- 
ules calling for the operation of more vessels than the need justifies, 
the proposed combined fleets of Northland Transportation Co. and 
Alaska Transportation Co. being of capacity 800 per cent greater as 
to refrigerated cargo and 50 per cent greater as to dry cargo than the 
capacity they had in 1939. 

Canned salmon from Kodiak to Seattle will pay, under the new 
tariff, $12 a ton or $5 more than in 1941, while general freight north: 
bound will pay $27 a ton of $10.50 more than in 1941, and ‘‘no justifica 
tion has ever been advanced by the carriers for such discrimination.” 

A threat of suspension of service by ‘‘the Seattle carriers’’ if they 
failed to obtain a 35 per cent increase in rates failed to impress Alaské 
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but, according to Mr. Rivers, ‘‘intimidated’’ the Meritime Commission, 
in view of requirements of adequate shipping service for extensive 
construction projects of the army and the navy in Alaska. 

A Maritime Commission hearing on the Alaskan ship service situa- 
tion has been set for September 8; ‘‘the time lag between now and 
September 8 is not unreasonable,’”’’ but ‘‘the good intentions of the 


Maritime Commission will be shown only by expediting a fair decision 
based on said hearing.’’ 


House Rejects Tombigbee Project, 
Passes “Civil Functions” Bill 


The Tennessee-Tombigbee waterway project proved to be 
no more popular in the House of the 80th Congress than it had 
been in earlier Congresses when it was subjected to a vote of 
House members in the course of their consideration of H. R. 
4002, the War Department civil functions appropriation bill for 
the fiscal year ending June 30, 1948, providing money for river- 
and-harbor and flood-control projects (see Traffic World, July 
5). The House passed the bill substantially as it had been re- 
ported by the House appropriations committee. 

Representative Rankin, of Mississippi, offered an amend- 
ment from the floor to appropriate $3,000,000 “for prosecution 
of work of construction on Tombigbee and Tennessee Rivers,” 
after having advocated its adoption in a statement that em- 
braced about six columns of reading matter in the Congressional 
Record. Speaking in opposition to the Rankin amendment, Rep- 
resentative Engel, of Michigan, said that “we have here another 
illustration of just how we add $100,000,000 with the plea that it 
is only $3,000,000 to start with.” He said the Tombigbee project 
was purely a navigation project and would cost $116,000,000, 
adding that “we have here a plea for flood control, so let us 
spend money on that if we are going to spend money at all.” 
The bill as introduced carried $253,713,500 for the army corps 
of engineers, of which $94,659,700 was for river and harbor 
maintenance and improvement, $500,000 for alteration of bridges 
over navigable waters, with all but $12,000 of the remaining 
amount being provided for flood control. 

The Tennessee-Tombigbee project. amendment was rejected, 
first, on a “division” (standing vote), with 68 ayes and 78 noes, 
and was then voted down on a teller vote, demanded by Mr. 
Rankin, with 71 ayes and 115 noes. 

Later, Representative Rankin said he believed that “enough 
members who voted against my amendment for funds to begin 
work on the Tennessee-Tombigbee inland waterway have as- 
sured me that they would vote for such an appropriation next 
year to offset the majority by which my amendment was de- 
feated.” 


The House also rejected, by a standing vote, a proposal by 
Representative Pace, of Georgia, to provide $3,000,000 for a 
project to make the Chattahoochee River navigable to a depth 
of 9 feet a distance of 225 miles from the Gulf of Mexico to 
Fort Benning and Columbus, Ga., then up to Bainbridge, Ga., on 
the Flint River, tributary of the Chattahoochee. Mr. Pace said 
that “the Chattahoochee River for the most part divides the 
states of Georgia and Alabama.” Representatives Andrews, of 
Alabama, Cox, of Georgia, and Sikes, of Florida, spoke in sup- 
port of the Pace amendment. Fifty-two House members voted 
for it and 106 voted against it. 

Also rejected by the House, without a record vote, was an 
amendment offered by Representative Sasscer, of Maryland, to 
provide $150,000 for dredging to a depth of 25 feet and widen- 
ing to 200 feet from a present width of 100 feet Curtis Creek, 
in Baltimore harbor. He said that Curtis Creek was an arm of 
Baltimore harbor that was filled up with silt to the extent that 
it could not be used; that seven large industries which he 
named had to get their cargoes from the ships by transferring 
them to lighters or barges and then bringing them up to their 
warehouses on Curtis Creek, and Baltimore was “the second 
largest harbor as far as foreign commerce is concerned in the 
United States.” 


Congress Approves Conference 
Report Covering C. A. A. Funds 


The Senate and the House have agreed to the report of 
their conferees on H. R. 3311, the appropriation bill for the 
State, Justice and Commerce Departments for the fiscal year 
ending June 30, 1948, including amounts for activities of the 
Civil Aeronautics Administration (see Traffic World, July 5, 
p. 42). The conference report, on adoption of which the bill 
was sent to the President, contained a number of “compro- 
mise” adjustments with respect to funds provided for the 
C. A. A., as a result of differences between the House and 
Senate versions of the bill. 
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One provision written into the bill by the conferees was 
that “a survey shall be conducted forthwith by the Civil Aero- 
nautics Administration to determine the extent to which the 
state and municipal governments, the commercial air lines, 
and the military should participate in the maintenance and 
operation of air traffic control towers.” 

For salaries and expenses of the C. A. A., the bill as sent 
to the President appropriated $72,923,248, as proposed by the 
Senate, instead of $71,081,484, as proposed by the House. The 
conferees stated in their report, however, that they agreed 
that the amount indicated in the Senate report for general 
administration might be increased by $400,000 for the specific 
purpose of maintaining and operating regional warehouses; 
that the limitation of $1,500,000 imposed for operation of air- 
craft be increased to $1,600,000, but that “otherwise the Senate 
recommendation with respect to the number of class 1 and 
class 2 employes shall stand.” The bill in its final form pro- 
vided $11,109,066 for air navigation facilities, as proposed by 
the Senate, and struck out, as proposed by that body, reap- 
propriation of the unexpended balance of appropriation for air 
navigation facilities. 

The amount of $1,600,000 was provided in the conference- 
approved bill for technical development by the C. A. A., and 
$1,102,500 was appropriated for the Washington National Air- 
port. 

The bill as sent to the President carried $3,000,000 for the 
Civil Aeronautics Board, instead of $3,100,000 as proposed by 
the Senate and $2,500,000 as proposed by the House. 

There was no difference between the two Houses of Con- 
gress as to the amount to be provided for airport construction, 
both the House and the Senate having limited that amount to 
$32,500,000, as against $65,000,000 requested by the Bureau of 
the Budget. 


AERONAUTICS ADVISORY COMMITTEE 


Senator Gurney, of South Dakota, has introduced, by re- 
quest, S. 1571, proposing to increase the membership of the 
National Advisory Committee for Aeronautics to 17, from a 
present membership of 15. A like bill had been introduced 
earlier by Representative. Johnson, of California (see Traffic 
World, July 5, p. 42). 


Norrell Bill on C. A. B. Procedure 
Affecting Air Terminals Opposed 


Legislation introduced by Representative Norrell, of Arkan- 
Sas, proposing that the Civil Aeronautics Board be required to 
designate applicant cities as terminals on air routes on a show- 
ing of “reasonable need” for air service by the cities, rather 
than on a showing of ‘‘public convenience and necessity,” met 
opposition in a hearing held by a subcommittee of the House 
interstate and foreign commerce committee, July 3. Representa- 


‘tive O’Hara, of Minnesota, was chairman of the subcommittee. 


Witnesses at the hearing on the Norrell bill, H. R. 2365, 
were its author, who had advocated its adoption in an earlier 
appearance before the committee (see Traffic World, March 15, 
p. 825); Robert Ramspeck, executive vice-president of the Air 
Transportation Association of America, and Emory T. Nun- 
neley, Jr., general counsel of the Civil Aeronautics Board. Mr. 
Norrell, in his testimony, discussed particularly the situation at 
Hot Springs, Ark., where, he said, a controversy between two 
airlines over landing rights at the $2,000,000 Hot Springs air- 
port had resulted in by-passing of the city by the air carriers. 
He argued that cities should have more consideration than they 
received now from the C. A. B. in the designation of air route 
stops. 

Mr. Ramspeck said he doubted that anyone could quarrel 
with the principle embodied in the Norrell bill the principle that 
a city or municipality desiring the benefits of air transport 
should be entitled to its “day in court’—but that it appeared 
that the civil aeronautics act in its present form afforded cities 
and municipalities a full opportunity to be heard on their re- 
quests for air carrier service, and that he doubted that the pro- 
posed “departure from the standard of public convenience and 
necessity” would promote either the best interests of the public 
or of the air carriers, since, in his opinion, addition of service to 
a number of communities under terms of the bill “might well 
result in increased financial burdens upon the air carriers them- 
selves and, ultimately, upon the government.” 

Mr. Nunneley said the C. A. B. was in full accord with the 
objective of H. R. 2365, but that it believed, in view of the op- 
portunity now afforded cities under the civil aeronautics act to 
present their cases before the board, that amendment of the 
act to accomplish the purpose indicated by Mr. Norrell was 
unnecessary. He noted that the board, after hearings, had acted 
favorably on applications of Elizabeth City, N. C., for inclusion 
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as an intermediate point on a Pennsylvania-Central Airlines 
route between Norfolk, Va., and Knoxville, Tenn., and of Balti- 
more, Md., for designation as a co-terminal point on the so- 
called north Atlantic routes of transoceanic service. He said 
that ‘to make different standards applicable to applications by 
municipalities and by air carriers would introduce an element 
of inequality in the law and would obviously be disruptive of 
the orderly processing of applications for new service.” 


Senate Passes Bill to Expedite 
Sale of U. S. Airport Property 


The Senate has passed and sent to the House S. 364, a bill 
to amend the surplus property act of 1944 so as to enable the 
War Assets Administration, in its sales of government surplus 
airport property, to dispose of not only the aviation facilities 
attaching to the airports, but also certain non-aviation facilities 
in the vicinity of such airports, including warehouses, aircraft 
maintenance shops, administration buildings, recreational facili- 
ties, and items of a similar character. 


The report of the Senate armed services committee on the 
bill contained the following explanatory material: 


At the termination of the war there were declared surplus to the 
War Assets Administration a large number of airports, Well over a 
billion dollars was expended by the federal government for the acqui- 
sition of the property for these airports and for the construction of the 
airport facilities. In many of these airports, the land is owned by a 
state, county or city .. . and in a majority of the cases it is desirable 
that these airports be kept in operation and maintained for civilian 
aviation purposes... . 

Due to restrictive language of the act (of 1944), the only transfers 
that can be made are of the aviation facilities and certain nonaviation 
facilities which are essential to the operation and maintenance of the 
airport. None of these airports can be self-sustaining unless, in addi- 
tion to these facilities, they can secure the nonaviation facilities in the 
vicinity of the airport which may be used for revenue-producing pur- 
poses. ... This legislation is aimed to permit the transfer of such 
property. . . . The bill provides that the Civil Aeronautics Administra- 
tion will recommend which facilities should be transferred but that 
the administrator of War Assets has power of final decision on these 
matters. ... 


Provision Affecting Ports 


The bill as passed by the Senate includes a provision af- 
fecting ports, whereby section 13(c) of the 1944 surplus prop- 
erty act is amended to read as follows: 


‘“‘(e) No harbor or port terminal, including necessary operating 
equipment, shall be otherwise disposed of until it has first been offered, 
under regulations to be prescribed by the Administrator, for sale of 
lease to the state, political subdivision thereof, and any municipality, 
in which it is situated, and to all municipalities in the vicinity thereof.’’ 


Revenue Freight Loading 


Revenue freight loading the week ended July 5 totaled 
629,204 cars, according to the Association of American Rail- 
roads. This was 25.6 per cent below the preceding week; 7.4 
per cent below the corresponding week last year, and 13.4 per 
cent below the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 58,967 cars, 3,709 above preced- 
ing week and 12,495 above corresponding 1946 week. 

Livestock, 9,253 cars, 2,191 below preceding week and 4,540 
below corresponding 1946 week. 

Coal, 32,753 cars, 96,693 below preceding week and 67,075 
below corresponding 1946 week. 

Coke, 8,523 cars, 3,893 below preceding week and 3,174 be- 
low corresponding 1946 week. 

Forest products, 32,595 cars, 14,049 below preceding week 
and 189 below corresponding 1946 week. 

Ore, 78,395 cars, 3,933 below preceding week and 15,371 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 96,647 cars, 19,559 below preceding 
week and 11,527 below corresponding 1946 week. 

Miscellaneous, 312,071 cars, 80,328 below preceding week 
and 8,068 above corresponding 1946 week. 


Freight Loading for Week Ending June 28 


Revenue freight loading the week ended June 28 totaled 
846,141 cars, according to the Association of American rail- 
roads. This was 6.1 per cent below the preceding week; 3.8 
per cent below the corresponding week last year, and 5.3 per 
cent below the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 55,258 cars, 3,998 above preced- 
ing week and 6,876 above corresponding 1946 week. 
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Livestock, 11,444 cars, 742 below preceding week and 
1,166 below corresponding 1946 week. 

Coal, 129,446 cars, 61,239 below preceding week and 55,241 
below corresponding 1946 week. 

Coke, 12,416 cars, 1,796 below preceding week and 316 
below corresponding 1946 week. 

Forest products, 46,644 cars, 1,323 below preceding week 
and 2,292 below corresponding 1946 week. 

Ore, 82,328 cars, 391 above preceding week and 23,818 
above corresponding 1946 week. 

Merchandise, L. C. C., 116,206 cars, 957 above preceding 
week and 13,349 below corresponding 1946 week. 

Miscellaneous, 392,399 cars, 4,599 above preceding week 
and 8,267 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 

Four Weeks of January....... 3,168,397 2,883,863 3,003,655 
Four Weeks of February..... 3,179,198 2,866,876 3,052,487 
Five Weeks of March......... 4,170,420 3,982,240 4,022,088 
Four Weeks of April......... 3,232,947 2,604,049 3,377,335 
Five Weeks of May........... 4,376,122 3,242,821 4,294,351 
WOOe OF JUNO Tech eisai ks... 900,747 830,128 884,658 
Week of June 14.............. 895,292 867,918 873,322 
Week. Of June 21... 1666 0s. 901,296 858,423 876,703 
Week of June 28.............. 846,141 879,544 893,947 

NS Sc een SPE ar SS 21,670,560 19,015,862 21,278,546 


Dept. of Commerce Pessimistic 
About Freight Car Outlook 


Maintenance of current high levels of business activity, plus 
anticipated bumper crops yet to be harvested and moved, are 
expected to result in a freight car shortage later this summer 
that will be more serious than any yet experienced, according 
to an article to appear in the July issue of ‘Domestic Com- 
merce,” monthly publication of the Department of Commerce. 

There are 24,000 fewer freight cars in operation today than 
at the beginning of 1946, the article states, and that this reduc- 
tion in rolling stock comes at a time when unprecedented peace- 
time demands are being made on transportation systems. It 
continues: 

“Freight car requirements may be summed up by stating 
the trade estimates that 150,000 new cars are needed to relieve 
the shortage, and 574,000 additional ones would be required to 
replace cars over 26 years of age. 


“Currently, freight traffic is running well ahead of 1946 
and comparable war periods, although the coal and steel strikes 
of last year had some retarding effect on car loadings,’”’ writes 
Thomas J. Murphy, of the machinery and metals section, Office 
of Domestic Commerce, author of the article. “In the first 22 
weeks of 1947, 18.1 million cars were loaded. This figure was 
16 per cent above the same period of 1946, and 29 per cent 
greater than the 14 million cars loaded during the first 22 
weeks of 1940.” 


As to the outlook, indications are that the shortage will not 
quickly be ended, according to the article. It says further: 


Earlier in the year, a program designed to produce 10,000 domestic 
freight cars per month was developed in conferences between car 
builders, steel producers, the Office of Defense Transportation, the 
Civilian Production Administration and a sub-committee of the Senate 
interstate and foreign commerce committee. Originally, it was hoped 
to reach the rate of 10,000 cars per month by mid-year, but as recently 
as May, car builders reported they expected to ship only about. 7,000 
domestic cars in July. They claim that lack of steel was the prin- 
cipal retarding factor. 


Even if the 10,000-cars-per-month goal were achieved by 
the end of the year, net monthly gain would be only 7,500, 
since Class I railroads now are scrapping an average of 2,500 
= - month, the article says (see Traffic World, June 7, p. 

“Contract freight car builders and railroad shops had 
99,346 domestic cars on order April 30, enough to keep them 
running at theoretical capacity—about 15,000 units per month— 
for almost seven months. There are, however, no expectations 
that such capacity operations will be achieved,” the article 
states. 

Will Continue “Present Record,” Says Faricy 


There was nothing in prospect so far as the railroads were 
concerned that supported the Department of Commerce’s fore- 
cast of a freight car shortage in late summer “more serious 
than any yet experienced,” said William T. Faricy, president of 
the Association of American Railroads. 

“It is true that we now have a freight car shortage due to 
record-breaking peacetime demands and the railroads’ inability 
to get all the new cars they need,” he said. “It is ‘also true that 
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this situation may be aggravated with the harvesting of bumper 
crops, but we will not see anything to compare with the car 
shortages of the early 20’s, and conditions in this respect should 
be better than they were last year.” 

Since the week ended March 15, when the average daily 
car shortage reached a 1947 peak of 36,933, Mr. Faricy stated, 
there had been a steady decline in the shortage, with the lowest 
reported figure of 12,755 cars a day the week ended June 7. 
On the other hand, he said, the average daily shortage in one 
week in 1922 was as high as 179,239. 

Mr. Faricy said that at the present time carloadings were 
approximating 900,000 a week, or about 150,000 a day. This 
was more traffic than the railroads were handling last year, he 
added, and they were doing the job with less freight cars than 
they had then. 

“Judging from the best available information as to pro- 
spective industrial and crop production,” Mr. Faricy concluded, 
“the railroads see no reason why they should not be able to 
continue their present record of performance throughout the 
balance of 1947. Certainly there is nothing in sight that would 
cause a car shortage which would even approach that reported 
in 1922. The railroads will continue to do everything possible 
to alleviate the present shortage through the acquisition of 
new cars and through more intensive and efficient use of exist- 
ing equipment.” 






















Mid-West Board Forecasts Rise 
of 3.5 Per Cent in Carloadings 


An increase of 3.5 per cent in mid-west carloadings during 
the third quarter of 1947, as compared with loadings in the same 
period a year ago, was forecast by the Mid-West Shippers Ad- 
visory Board, according to Clayton F. Devine, general chair- 
man. During the third quarter of 1946, actual loadings totaled 
993,409 cars of all types, while carloadings during July, August 
and September of 1947 are expected to reach 1,028,247. 

Of the 27 principal commodities, 22 items are expected to 
show increases, with the greatest increase forecast for agricul- 
tural implements and vehicles (up 34 per cent). Other com- 


modities for which percentage increases were predicted include 
the following: 









































Sugar, syrup and molasses, 18 per cent; paper, paper board and 
prepared roofing, 17; lime and plaster, 15; petroleum and products, 


12.7; grain, hay, straw, alfalfa, machinery and boilers, and fertilizers, 
all up 10 per cent. 






































Coal which comprises almost one-third of the total loadings 
covered, is expected to remain the same as during the third 
quarter of 1946. 

The heaviest decrease, one of 12.4 per cent, is expected in 
automobiles and trucks. Smaller decreases are expected on the 
following commodities: Five per cent on salt; 4 per cent on 
—_ vegetables; and 3 per cent on metals other than iron and 
steel. 

Loadings of six supplemental items not included in the 
above—packing house products, glass containers, cereal bever- 
ages, furniture, household appliances, and alcoholic beverages— 
are expected to be 18.5 per cent above the 51,663 cars loaded in 
the third quarter of 1946. 

Maximum efficiency in the loading, forwarding and unload- 
ing of cars by both shippers and railroads will be necessary in 
order to handle the increase, Mr. Devine stated. 











































FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 15,287 
freight cars and an average daily shortage of 13,929 freight 
cars for the week ended June 28, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 5,664; 
auto box, 305; flat, 42; gondola, 530; hopper, 4,948; and mis- 
cellaneous cars, 3,798. 

The shortage was made up as follows: Plain box, 6,828; 


auto box, 23; flat, 453; gondola, 3,671; hopper, 2,824; and mis- 
cellaneous cars, 130. 














U. S. CANADIAN CAR SITUATION STUDIED 
Director Johnson of the Office of Defense Transportation 
conferred, July 9, with Canadian government and railroad offi- 
Clals, concerning the return of U. S. freight cars from Canada. 
After the conference it was said there was a balance of 
all types of cars in favor of Canada amounting to more than 
15,000, but that Director Johnson had especially requested 
Prompt return of coal cars in view of the resumption of coal 
mining in the United States. 
_ Attending the conference for Canada were C. D. Howe, 
Minister of reconstruction and supply; B. S. Liberty, transport 
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comptroller; G. L. Magann, counsellor of the Canadian embassy 
in Washington; W. A. Kirkpatrick, of the Canadian National 
Railways; and R. E. Taylor, of the Canadian Pacific Line. 
Homer C. King, director of the Commission’s Bureau of 
Service, and W. C. Kendall, head of the car service division of 
the Association of American Railroads, were also in attendance. 


JUNE FREIGHT CAR PRODUCTION 


Production of domestic freight cars reached a five-year 
high in June with construction and delivery of 5,514 units, com- 
pared with 3,929 in May, according to S. M. Felton, president 
of the American Railway Car Institute. Of the total, 4,217 
were constructed in shops of the railway car builders and 1,297 
in railroad shops. Mr. Felton said that June freight car pro- 
duction was the best since May, 1942, when 6,614 cars were 
built. The backlog of domestic freight cars now on order and 
undelivered reached 107,476 as of July 1. New orders this 
year have been at a monthly rate of 10,460 compared with a 
monthly average of 5,744 during 1946. Mr. Felton attributed 
the month’s figures for car construction—which represent a 
gain of 40 per cent over May production—to a substantially 
improved flow of steel and other materials to the car shops. 


Rails Show First Five-Months’ Net 
Compared with 1946 Deficit 


Class I railroads of the United States in May, 1947, had an 
estimated net income, after interest and rentals, of about $46,- 
600,000 compared with a net deficit of $36,300,000 in May, 1946, 
according to reports filed by the carriers with the Bureau of 
Railway Economics of the Association of American Railroads. 
Because of the two-and-one-half day railroad strike and other 
labor difficulties in May, 1946, particularly in the coal mining 
industry, traffic and earnings in that month were considerably 
reduced, the A. A. R. said, and continued: 


In the first five months of 1947, they had an estimated net income, 
after interest and rentals, of $167,000,000 compared with a deficit of 
$37,000,000 in the corresponding period of 1946. 

Class I railroads in May, 1947, had a net railway operating income, 
before interest and rentals, of $75,728,895 compared with a deficit of 
$4,553,088 in May, 1946. 

Class I railroads in the first five months of this year had a net rail- 
way operating income, before interest and rentals, of $308,234,437 com- 
pared with $116,937,635 in the same period of 1946. 

In the twelve months ended May 31, 1947, the rate of return on 
property investment averaged 3.60 per cent, compared with a rate of 
return of 2.29 per cent for the twelve months ended May 31, 1946. 

The earnings reported as net railway operating income represent 
the amount left after the payment of operating expenses and taxes, but 
before interest, rentals and other fixed charges are paid. Property in- 
vestment is the value of road and equipment as shown by the books of 
the railways including materials, supplies and cash, less accrued 
depreciation. 

This compilation as to earnings for the first five months of 1947 is 
based on reports from all Class I roads, representing a total of 227,386 
miles. 

Total operating revenues in the first five months of 1947 totaled 
$3,452,989,710 compared with $2,965,598,484 in the same period of 1946, 
or an increase of 16.4 per cent. Operating expenses in the first five 
months of 1947 amounted to $2,698,178,627 compared with $2,568,041,993 
in the corresponding period of 1946, or an increase of 5.1 per cent. 


Data by districts follow: 


Thirty-three Class I railroads failed to earn interest and rentals in 
the first five months of 1947, of which sixteen were in the Eastern 
District, seven in the Southern Region and ten in the Western District. 


Eastern District 


Class I railroads in the Eastern District in the first five months of 
1947 had an estimated net income, after interest and rentals, of $54,- 
000,000 compared with a deficit of $54,000,000 in the same period of 1946. 
For the month of May alone, their estimated net income, after interest 
and rentals, was $22,000,000 compared with a deficit of $26,000,000 in 
May, 1946, when traffic and earnings were considerably reduced because 
of labor difficulties. ° 

The same roads in the first five months of 1947 had a net railway 
operating income, before interest and rentals, of $121,126,166 compared 
with $11,146,311 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in May amounted to $35,946,850 
compared with a deficit of. $12,145,375 in May, 1946. 

Operating revenues of the Class I railroads in the Eastern District 
in the first five months of 1947 totaled $1,591,826,142, an increase of 
23.3 per cent compared with the same period of 1946, while operating 
expenses totaled $1,276,064,511, or an increase of 9.3 per cent above 1946. 


Southern Region 


Class I railroads in the Southern Region in the first five months of 
1947 had an estimated net income, after interest and rentals, of $30,- 
000,000 compared with a net income of $1,250,000 in the same period of 
1946. For the month of May alone, they had an estimated net income, 
after interest and rentals, of $4,800,000 compared with a deficit of 


$5,600,000 in May, 1946, when labor difficulties reduced rail traffic and 
earnings. 
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Those same roads in the first five months of 1947 had a net railway 
operating income, before interest and rentals, of $48,476,784 compared 
with $27,950,707 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in May amounted to $9,373,995 
compared with $183,793 in May, 1946. 

Operating revenues of the Class I railroads in the Southern Region 
in the first five months of 1947 totaled $491,630,479, an increase of 12.1 
per cent compared with the same period in 1946, while operating ex- 
penses totaled $381,537,154, an increase of 4.3 per cent above 1946. 


Western District 


Class I railroads in the Western District in the first five months of 
1947 had an estimated net income, after interest and rentals, of $83,- 
000,000 compared with $15,750,000 in the same period of 1946. For the 
month of May alone, they had an estimated net income, after interest 
and rentals, of $19,800,000 compared with a deficit of $4,700,000 in May, 
1946, when labor difficulties reduced rail traffic and earnings. 

Those same roads in the first five months of 1947 had a net railway 
operating income, before interest and rentals, of $138,631,487 compared 
with $77,840,617 in the same period of 1946. Their net railway operating 
income, before interest and rentals in May amounted to $30,408,050 
compared with $7,408,494 in May, 1946. 


Operating revenues of the Class I railroads in the Western District 
in the first five months of 1947 totaled $1,369,533,089 an increase of 
10.8 per cent compared with the same period of 1946, while operating 
expenses totaled $1,040,576,962, an increase of 0.5 per cent above 1946. 


Railway Business Association 
Backs 6 Per Cent Rail Returns 


Supporting the efforts of the railroads to achieve a 6 per 
cent return on investment, the Railway Business Association 
announced July 7 that railroad earnings high enough to in- 
sure solvency of the industry offer the sole means of avoiding 
nationalization of all forms of transport. Views of the asso- 
ciation, representing firms manufacturing railway supplies 
and equipment, were expressed by P. Harvey Middleton, exec- 
utive vice-president. He said that during the past 25 years 
Class I railroads have earned an average return of only about 
3.66 per cent. 


Mr. Middleton said that with the imminent nationalization 
of all British transportation, the United States is the only 
major country in which all of the railways are still owned and 
operated by private enterprise. “If American railways are 
forced into bankruptcy as a result of governmental policy 
which denies them adequate earning power,” he asserted, “we 
shall be face to face with the danger of nationalization, not 
only of the railways but of all forms of transportation, be- 
cause, as in England, once the government takes over the rail- 
ways, it will very soon find it necessary to take over the com- 
mon carriers on the highways, waterways and airways.” 


Sees Threat in Wage Awards 


The financial structure of the railways and other public 
service industries, continued Mr. Middleton, “can be seriously 
damaged by a policy of awarding wage increases which are 
made effective long before permission is granted to raise rates 


to a at least partially, for these increased labor 
costs.” 


The association official said that the transportation act of 
1920, and decisions of the United States Supreme Court, the 
Federal Power Commission and the circuit court of appeals 


have all set 6 per cent as a fair return for a public service 
corporation. 


Railroads are a potent factor in American business and 
prosperity, he concluded, because the greater part of what 
railroads take in is immediately paid out in wages, both to 
those who work for the railroads directly and those who work 
at making all the different things which railroads buy and 
use. In 1946 the nation’s railroads expended $2,134,000,000 for 
fuel, materials and supplies, plant additions and new equip- 
ment, and from 1941 to 1945 paid out $6,265,000,000 in taxes, 
stated Mr. Middleton. 

His report, entitled “Solvent Railways as a Bulwark 
Against Socialism,” is contained in a 14-page pamphlet, with 
a foreword by Harry A. Wheeler, president of the association. 


CLARK INTRODUCES “YARDLIFT-29” 


_ “Yardlift-20” is the name of an entirely new, pneumatic- 
tired, fork truck being produced by Clark Tructractor, accord- 
ing to an announcement by J. H. W. Conklin, Tructractor sales 
manager. The new model was designed for use on inter-plant 
movement of material involving transit over uneven ground 
and rail crossings, for use on rough and slippery docks, and in 
all operations where maximum traction and driver-comfort are 
essential, Mr. Conklin said. 








TRAFFIC WORLD 


Se * TRANSPORTATION 


Air Safety Board Puts Accident 
Prevention Up to Congress 


The President’s special board of inquiry on air. safety, 
headed by James M. Landis, chairman of the Civil Aeronautics 
Board, has submitted its second “interim” report which, it said, 
was occasioned by “an emergency situation,” and that the de- 
gree of safety in approach and landing was a matter of outlay 
—“a prerogative of the Congress.” 

Asserting that accidents in approach and landing were by 
far the largest category of serious accidents in air transporta- 
tion, representing, in 1946, 35 per cent of fatal accidents of 
that year, costing 85 deaths, the board said their reduction was 
not a matter of regulation but of the installation of adequate 
aids and that unless the aids were provided now “the tragic 
pattern of the past will inevitably repeat itself.” It continued: 


Provision for the installation of these aids, which can be grouped 
into four types, was made in the program that you submitted to the 
Congress. What is happening to that program can be set forth suc- 
cinctly by the following table: 


Provided Provided 
for by for by 
House Senate 
Aids Recommended action action 
PI I 655 16:4.20:8 45-05 diqi0-0 64-2080 68 units 30 units 2 units 
Ground control approach (GCA)...... _ ie >» 
OS ea rere — Se es 
Instrument landing system (ILS)..... — a: * oe 
NE aad Sah N a tae pee biod trate 184 units 78 units 8 units 


The extent to which the Congress may choose to provide for the 
installation of these aids is, of course, a prerogative of the Congress. 
But a mistaken idea seems to be prevalent that this program of air 
safety is out of line with similar programs being pressed by the armed 
services in behalf of national defense. It is for this reason that the 
special board in pursuance of its instructions to promote air safety 
believes itself obliged to report to you. 


After a brief review of the character of the aids—high in- 
tensity approach lights, ground control approach, surveillance 
radar, and instrument landing systems—the board said, again, 
there was no conflict between the program of installing these 
aids and any program being pursued by the armed services. It 
said the entire program as recommended was in full accord 
with that recommended by the Radio Technical Commission 
for Aeronautics. It continued: 


That commission was representative not only of the Department of 
State, Treasury, War, Navy, Commerce, the Federal Communications 
Commission, and the Civil Aeronautics Board, but also the Air Trans- 
port Association of America, the Air Line Pilots’ Association, the Air- 
craft Owners’ and Pilots’ Association, Aeronautical Radio Incorporated 
(a non-profit organization), and the Radio Manufacturers’ Association. 
Your special board is impressed with the degree to which coordination 
in this program has been achieved. 

The special board is, of course, cognizant that this program repre- 
sents no final answers. Better and more accurate devices will eventually 
be forthcoming but their realization will be perhaps many years in the 
future. Meanwhile we have devices that has been tested and the 
need is immediate. 

The costs of this program can again succinctly be illustrated by 
the following table: 


As approved As approved 





by the by the 

Aids Recommended House Senate 
MmmrGech: HARI... os occ éacccwswes $ 4,750,000 $2,210,000 $139,706 
UN Biel cia oaths wig aks dveveie.$ 0 014 +, 006i 2,668,000 1,170,000 232,000 
Sarveliiance Radar ........ 0.0200 1,250,000 450,000 200,000 
Me oktenlea caps cotssca keaton ee 4,760,000 2,100,000 0 
GI sacks aiidioah’ Sd o auch eae $13,428,000 $5,930,000 $571,706 


The special board again emphasizes that the degree of safety in this 
area which can be achieved is a matter primarily of outlay—a preroga- 
tive of the Congress. But the board feels it incumbent upon itself to 
state to you that that general judgment should not be based upon 4 
misunderstanding as to the extent of coordinated planning that exists 
in the governmental and private agencies concerned with this problem. 
Both safety in civil air transport and the needs of national defense have 
rarely been better aligned. 


Landing Gear Study 


Coincidental with publication of the safety board’s report, 
the Civil Aeronautics Board announced that, with the signing 
of a contract for design of a crosswind landing gear on a feeder 
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type airliner, it now has seven such projects either completed 
or under way, and had fully committeed its funds of $150,000 
for such development. 

It listed projects under way with Northrop Aircraft, Inc.; 
Goodyear Aircraft Corporation; Bellanca Aircraft Corporation; 
All American Aviation, Inc., and Firestone Aircraft Co. Com- 
pleted contracts, it said, were those with Goodyear Aircraft 
Corporation and with the Fairchild Personal Planes division of 
the Fairchild Aviation Corporation. 

T. P. Wright, C. A. A. administrator, said he considered 
the relatively small sum of $150,000 had been spread over ‘a 
desirably wide range of U. S. aircraft types,” and that he 
looked forward on completion of current contracts to wide 
adoption of the principle in production models so that “the 
inherent advantages afforded can be realized to the benefit of 
aircraft users and airport developers.” 


Legislation Recommended 


In its third “interim” report, the President’s special board 
of inquiry on air safety has recommended adoption of the fol- 
lowing two measures which, it says, can be taken immediately 
to reduce aircraft accidents of the type known as “collision with 
terrain,” normally occurring at night or under weather condi- 
tions when visibility is restricted: 


First. That all scheduled transport aircraft be required to install 
as soon as possible approved absolute terrain proximity indicators 
operating on electronic principles as a secondary aid to the aneroid 
altimeters presently required. 

Second. That in specified mountainous areas in this country all air- 
craft operating under instrument conditions and during the hours of 
darkness be required to clear terrain by at least 2000 feet. The present 
1000-feet rule will continue in effect in those areas where terrain is 
characteristically level but in that part of the United States, generally 
west of the 104th meridian, and in the area of the Appalachian Moun- 
tains in the eastern United States, an additional 1000 feet of clearance 
will be required. 


In addition to “these two corrective measures,” the spe- 
cial board of inquiry said it recommended that the National 
Advisory Committee for Aeronautics monitor several current 
studies, concerning which “this board has been advised,” on 
the effects of weather conditions and other factors on altimeter 
readings. It sadi studies were being undertaken by the Army 
Air Forces, the University of California at Los Angeles, and 
several other agencies, and added that the results of these 
studies would be available shortly and the N. A. C. A. could 
then evaluate them and submit its findings for the further 
information of “this board and other agencies concerned with 
aviation safety.” 


Air Committee Will Submit Report 
on National Defense Needs 


To provide a long-range basis for sound national defense 
policies in the field of aircraft production, an intensive tech- 
nical study of the aircraft manufacturing industry has been 
launched by Stanford University Research Institute under the 
direction of the President’s Air Coordinating Committee, ac- 
cording to an announcement by the latter. 

Announcement of the industry study .was made by As- 
sistant Secretary of State Garrison Norton, chairman of the 
Air Coordinating Committee which, in addition to Mr. Norton, 
is composed of Mr. James M. Landis, co-chairman of the A. C. 
C. and chairman of the Civil Aeronautics Board, William A. M. 
Burden, assistant secretary of commerce, W. Stuart Syming- 
ton, assistant secretary of war for air, John N. Brown, assis- 
tant secretary of navy for air, John J. Gillen, acting ‘second 
assistant postmaster general, and J. Weldon Jones, bureau of 
the budget (non-voting). 

Mr. Norton stated that, on the basis of the technical find- 
ings to be assembled by the Stanford study, plus related infor- 
mation on national air defense compiled by the Navy Bureau 
of Aeronautics and the A. A. F.’s Air Materiel Command, the 
A. C. C. will submit a special report to the President on the 
size and type of peacetime aircraft industry which will be re- 
quired in the future to meet emergency production require- 
ments. 

The committee’s report, which is expected to be ready 
early next year, will replace an earlier report on the same 
subject issued in October, 1945, according to the announce- 
ment, which continued:: 


The new report will summarize the nation’s strategic position in 
terms of military vulnerability, the degree to which aircraft production 
will have to expand almost overnight in the event of a future attack 
on the United States, the types of advance industrial preparedness 
Measures which are needed, and the volume of peacetime output which 
will sustain the aircraft industry at a level of activity high enough to 
meet national safety requirements. 
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The earlier report of the A. C. C., based on the status and outlook 
of the aircraft industry in late 1945, estimated that a minimum annual 
procurement program of from 3,000 to 5,000 military planes would be 
essential to protect the nation against sudden attack through the air. 
The need for the new survey of the adequacy of the aircraft industry 
in national defense terms has been rendered necessary by changed 
strategic plans, greatly curtailed requirements for new planes on the 
part of non-military purchasers, and failure of government purchases 
to reach the peacetime levels originally set as minimum. 


Selection of Air Carrier Asked in 
Pacific Northwest-Hawaii Case 


Transocean Air Lines, Inc., Northwest Air Lines, Inc., 
Matson Navigation Co. and Pan American Airways, Inc., have 
filed briefs with the Civil Aeronautics Board in support of their 
applications for certificates to inaugurate direct air service be- 
tween the Pacific northwest area and Hawaii, in No. 2537 et al., 
Pacific Northwest-Hawaii Service Case, setting forth conten- 
tions, individually, as to why they should be me carrier se- 
lected as best suited for the operation. 

Since the revenue potential over the route was ‘not a fixed 
amount but an amount which would vary considerably depend- 
ing on the vigor, energy and enthusiasm which the carrier 
selected was willing and able to expend toward an intensive 
promotional and development program, Transocean said the 
selection of Northwest, Pan American or Matson was inadvis- 
able. In the case of the first two mentioned, it said, their ef- 
forts must necessarily be spread among numerous other routes 
in their extensive domestic and international operations. In 
the case of Matson, Transocean added, its efforts would largely 
be devoted to the development of sea traffic between California 
and Hawaii. 

“In addition to the fact that Transocean is eminently quali- 
fied from the standpoint of experience and ability to operate 
the route, and that it would be a ‘neutral’ local carrier, Trans- 
ocean is the only one of the applicants which has a sufficiently 
strong motive and incentive, as well as the enthusiasm and 
desire, to concentrate solely upon the aggressive solicitation 
and development of the traffic potential over the route,” said 
the brief. “Certification of Transocean would not only result in 
selection of the carrier best suited for operation of this route, 
but would also give recognition to a new company whose past 
successful operations as an overseas air carrier entitle it to 
recognition and demand its preservation as an organization for 
continued contribution to the development of American over- 
seas transportation.” 


In its brief, Northwest Airlines said that in order to build 
up a successful operation out of the Pacific northwest, it was 
necessary that the maximum amount of single-carrier service 
be provided through that gateway. It was the applicant which, 
it said, could supply the greatest amount of such service. 


“If the Pacific northwest trade area is to receive equality 
of treatment on the Pacific coast, it must have the same air 
transportation advantages as do the rival areas in order that 
it be not penalized competitively,” said the carrier’s brief. 
“Such advantages can only be provided by the authorization of 
the proposed service of Northwest because of Northwest’s pres- 
ent position in the area with its transcontinental operation, and 
its service to Alaska and the Orient.” 


The Matson Navigation Co., in its brief, asserted that it 
was the only applicant which had conducted passenger and 
freight operations by air over the route, having begun non- 
scheduled services in July, 1946, without government aid, and 
that these services had given it experience in operations and 
in the traffic and trade that could be developed over the route, 
possessed by no other applicant. All the other applicants, save 
Transocean, Matson declared, now served other areas which 
were competitive with this service, and “it cannot be expected 
that they will devote themselves single-mindedly to develop 
the Hawaiian trade or make it their primary ‘responsibility 
and objective’ as will Matson.” For the same reason, appli- 
cants, including Transocean, who had service requirements 
elsewhere would be under the irresistible temptation to shift 
equipment, facilities and personnel to those areas where it 
would best serve their over-all interest—in some instances ob- 
viously to the disadvantage of this service, said Matson. 


The brief said a suggestion that because Matson operated 
surface ships, it would divert passengers from the air, or would 
fail to develop the full air potential, was of course, unfounded, 
but it became absolutely absurd when applied to the northwest 
route, over which Matson carried no passengers. 

“Its sole interest can be cut to carry as many air passen- 
gers over this route as can be induced to fly over it,” said the 
brief. “It is true that some may go or return by Matson ves- 
sels via California but . . . this will produce the greatest num- 
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ber of air passengers over the northwest route, and the greatest 
number of overall passengers to Hawaii.” 

In its brief, Pan American said that certification of it would 
involve the smallest costs and the greatest benefits, but if the 
route were granted to another, it would suffer diversion of 
local traffic moving between the mainland and Hawaii and of 
through transpacific traffic to Australasia and the Orient. 

In contrast, the Pan American brief said, none of the other 
applicants faced any possible adverse effect from certification 
of Pan American. Transocean clearly had no stake, it said. 
Matson had no air operations and neither had nor contemplated 
a passenger surface operation between the Pacific northwest 
and Hawaii, said the brief, asserting that Matson also took the 
position that the airplane and the ship were basically non- 
competitive, and conceded that, far from diverting from steam- 
ship companies, air service had created an entirely new sea-air 
traffic potential, thereby aiding rather than harming steamship 
operators. In addition, it said, Matson would benefit in many 
ways from any enterprise which increased trade and travel be- 
tween the mainland and Hawaii, since this would mean in- 
creased revenues for its freight operations and its hotels. North- 
west also would suffer in no way from the certification of Pan 
American, the brief said. It had no present stake in Hawaii 
trade, and the award of this route to any of the applicants 
would give Northwest its first opportunity to participate as a 
trans-continental operator in the carriage of Hawaii traffic, said 
the brief. 

Pan American asked that its transpacific certificate be 
amended to include Seattle and Portland as co-terminals and 
that all other applications be denied. 

Pacific Overseas Airlines Corporation, an intervener, in a 
brief filed by it, asked denial of the involved applications, say- 
ing it believed the service could be operated economically and 
without public subsidy as a part of a comprehensive scheduled 
cargo service in the Pacific area, as was contemplated in its 
application for a cargo certificate in docket No. 2773. 

Briefs in support of the need of air service between the 
Pacific northwest and Honolulu were filed by the Chamber of 
Commerce of Honolulu, the City of Portland, Portland Cham- 
ber of Commerce, and Port of Portland Commission. 


NORTHWEST AIRLINES-R. E. A. AGREEMENT 


Northwest Airlines, Inc., has signed an agreement with the 
Railway Express Agency which will free shippers of nearly all 
paper work on shipments of air express on flights to Tokyo, 
Seoul, Shanghai and Manila, according to R. O. Bullwinkel, 
Northwest Airlines vice-president—traffic. 
ment, the R. E. A. will advise shippers on international regula- 
tions and will free them of virtually all paper work by accept- 
ing shipments as they are taken from the Orient planes and 
then handling all customs details, Mr. Bullwinkel said. The 
agreement, in effect, extends express service for the interna- 
tional flights to virtually every community in the United States 
and Alaska, instead of only to points on the Northwest Airlines 
system, Mr. Bullwinkel said. 


INTER-AIRLINE RESERVATIONS AGREEMENT 


Braniff International Airways has announced that use of its 
own automatic reservations system, in effect over its own routes 
for more than a year, has been extended to Mid-Continent Air- 
lines, and will be extended to Continental Air Lines on July 14. 
The agreement will mean that reservation offices in the cities 
served by Mid-Continent and Continental can immediately con- 
firm seat space on any Braniff flight between any of the 30 
cities on the airline’s domestic routes, Braniff officials said. 
This public facility will be extended to cover 7,000 miles of 
Braniff routes in Latin America when service is inaugurated 
ths fall, the Braniff officials added. 


ROYAL DUTCH AIRFREIGHTER CARRIES PLANES 


The Fairchild Engine & Airplane Corporation and the 
Beach Aircraft Corporation have undertaken the first commer- 
cial shipment of their products aboard a trans-Atlantic air 
freighter, according to an announcement by the K. L. M. Royal 
Dutch Airlines. The shipment, which left LaGuardia Field July 
5, consisted of a Fairchild F-24 four-place airplane and a four- 
place all-metal Beechcraft Bonanza, the airline officials said. 


HANDEES HAND TRUCK 


Dual-mounted, solid rubber wheels, equipped with Chrysler 
Oilite bearings, are a feature of the new Handees Model 88 
industrial hand truck, officials of the Handees Co., Bloomington, 
Tll., have announced. Dual wheel application insuring smooth 
riding and less “side wrench,” wider wheel spread, offset axle 
mounting and 1000-pound load capacity are among features of 


the tubular-steel constructed truck emphasized by Handees 
officials. 


Under the agree- 
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Non-Scheduled Air Carriers Face 
Diminishing Traffic, Says C. A.A. 


Air force veterans and surplus aircraft seen as two 
factors in phenomenal growth of such carriers in 1946. 
For the future, however, says C. A. A., they face 
vigorous competition for air freight traffic from sched- 
uled airlines 


Information about the non-scheduled air carrier and some 
predictions about its future are contained in the report of a 
study on the development, operation, and regulation of the non- 
scheduled air carrier, issued by the Civil Aeronautics Admin- 
istration. The report was prepared by the aviation statistics 
division of the Office of Aviation Information. 

“Within the past two years, a comparatively new figure 
has emerged as an important factor in the air transportation 
field—-the non-scheduled air carrier,” says the report. ‘Subject 
only to a minimum of federal regulation, little has been pre- 
viously known of its activities. With the rapid expansion of 
non-scheduled operations, there has been a growing awareness 
of the necessity for more complete information on this develop- 
ment. This study is an attempt to fill that need.” 

Best estimates, according to the report, indicate that while 
there are approximately 3,600 non-scheduled operators, most 
of them are economically insignificant—15 per cent of the oper- 
ators are doing 90 per cent of the business. 

“The non-scheduled air carriers dominated U. S. air freight 
traffic during the greater part of 1946, but succeeded in cap- 
turing only a minor share of air passenger traffic,” says the 
report. “Indications are that the non-scheduled air carriers 
will carry a steadily diminishing portion of domestic passenger 
and freight traffic in 1947, as the scheduled airlines push sales 
and improve their facilities.” 


Reasons for Growth in 1946 


Largely responsible for the phenomenal growth of the non- 
scheduled carriers in 1946, says the report, were: 


1. The aviation know-how and enthusiasm of thousands of return- 
ing air force veterans. For the first time a surplus of qualified multi- 
engine pilots has been available. 

2. The government’s surplus aircraft disposal program, which for 
the first time made planes similar to those used by the scheduled air- 
lines available at one-quarter the original cost, with consequent low 
depreciation charges. 

3. The inability of the scheduled airlines’ personnel and organiza- 
tion to handle the heavy passenger traffic. 

4. The relative disinterestedness of the scheduled airlines during 
the first part of 1946 in air freight as a revenue producer. 


5. The ease of securing capital and floating securities during the 
first half of 1946. 

6. Public demand for a more flexible type of freight service than 
could be offered by the certificated air carriers, which were restricted 
to flying regular routes and schedules, and often could not handle 
through shipments without a time-consuming transfer. This was espe- 
cially true of special cargo which must often move at the shipper’s 
convenience. 


Little Regulation Before War 


It is pointed out that, prior to the war, non-scheduled air 
transportation was of minor significance in the over-all aviation 
picture and that the non-scheduled carriers of those days were 
permitted to operate subject only to general flight rules, while 
no safety regulations applying to them specifically were issued. 
They were also largely exempted from the economic regulations 
of the Civil Aeronautics Board. Now, however, these carriers 
are subject to safety and economic regulations recently promul- 
gated. They have been classified as non-certificated irregular 
air carriers and non-certificated cargo carriers and as thus are 
subject to new regulations issued by C. A. B. 


Data on Carriers 


The number of non-scheduled air carriers that had filed 
reports with the C. A. B. as of December 31, 1946, totaled 871, 
according to the report. While this figure, it continued, did 
not represent the entire non-scheduled industry, the board felt 
that it had received substantially complete compliance from all 
of the larger carriers subject to the regulation, and that as to 
the smaller operators, the reports submitted represented a 
reliable cross-section of the industry. 


“Concentration of operators in the hands of a relatively 
small number of large carriers was very apparent,” said the 
report. “Only 3.4 per cent of the carriers that reported had 
total operating revenue of over $90,000 for the two-month 
period covered, but this small group received 50.5 per cent of 
the total dollar return; 6.7 per cent of the operators received 
69.4 per cent of total revenue, while 14.6 per cent received 89.3 
per cent (based on 418 reports). Similarly, 17 per cent of the 
carriers accounted for over 93 per cent of the total revenue 
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Ocean freight from the year-round, ice-free 
port of Norfolk moves to the markets of the 
world ...to the United Kingdom, to the 
Adriatic and Mediterranean, to Germany, 
Belgium, Holland, Denmark, Norway or 
Sweden .. . to Poland or India. . . to East 
and South Africa, the Straits Settlements, 
the Netherlands East Indies, China, Brazil 
and Uruguay ...to the Argentine and 
the Philippines. 

Day and night, N. & W. trains speed to 
Norfolk a constantly growing cross-section of 
this nation’s export — asphalt and automobiles 
. . . beams and brass . . . canned goods and 
chemicals — for a three-fold reason. 


Norfolk and Western freight is fast freight. 
It is handled speedily and safely in direct 
interchange of cargo between trains and ships. 
In shipping, speed is economy. 

Secondly, modern terminal facilities give 
advantage to Norfolk-shipped cargoes. . 


five merchandise freight piers . . . freight 
yards with a capacity of thousands of cars .. . 
a grain elevator with a 750,000-bushel 
capacity and coal piers built to dump more 
than a million tons monthly. 

Thirdly —and we're still speaking of 
economy — freight differentials to and from 
the west and mid-west through the Port of 
Norfolk are favorable. You can ship your 
world freight expeditiously and economically 
over the Norfolk and Western, through the 
world Port of Norfolk. 


Norpotk... Westerse. 
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Crises offers industry many desirable sites for manu- 
facturing, warehousing, and other purposes. It is stra- 
tegically located for national distribution. 














Diversified agricultural products are of high quality due 
to favorable climate and soil. 














More than 250 useful metallic and non-metallic miner- 
als and compounds have been found, including precious 
uranium. Timber, oil and coal are practically unlimited. 


Native-born skilled labor, and a healthful climate 
resulting in fewer “time-outs” assure economical pro- 
duction. 
































Colorado provides sound state economy, modern 
educational and cultural facilities. Thousands of vaca- 
tionists enjoy its mountainous splendor, cool summer 
breezes and winter sports. 

















Union Pacific provides Colorado with unexcelled freight 
and passenger transportation. Every night, over-night 
Streamliner service between Denver-Chicago . .. Den- 
ver-St. Louis. 




















For assistance in securing industrial and commercial sites 
—and for all-weather, dependable rail service, just . . . 
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passenger-miles and over 99 per cent of revenue freight ton- 
miles (based on 326 reports). 


Type of Service 


Of 871 carriers reporting, 270 performed passenger service 
only, 19 cargo service only, 449 passenger and cargo service, and 
133 type of service unknown, according to the report. 

“While these figures of themselves do not furnish an ade- 
quate breakdown of the type of operations performed, they do 
indicate that over 50 per cent of the carriers offered to carry 
both passengers and cargo while only 2 per cent restricted their 
services to cargo only,” it said. 

Equipment utilized bythe carriers ranged all the way from 
the smallest type single-engine plane to transport types of the 
DC-4 size, said the report. DC-3’s, DC-4’s and C-46’s accounted 
for the greatest part of the actual transportation of persons 
and goods, bringing in 88.5 per cent of total revenue. Carriers 
whose largest plane grossed over 10,000 pounds flew 94 per cent 
of the revenue passenger miles and 99.8 per cent of the revenue 
freight ton miles, according to the report. 


Principal Carriers Listed 


Largest non-scheduled air carriers compared favorably in 
size with some of the scheduled carriers, said the report. Typ- 
ical of the largest non-scheduled operators, according to the 
report, were: Airborne Transport (cargo); Air Cargo Trans- 
port (cargo); American Air Export & Import Co. (passengers) ; 
California Eastern Airways (cargo); Caribe Airways, Inc. (pas- 
sengers and cargo); Flamingo Air Service, Inc. (cargo); Na- 
tional Skyways Freight Corporation (passengers and cargo); 
Resort Airlines, Inc. (passengers and cargo); Riddle Airlines, 
Inc. (passengers and cargo); Slick Airways, Inc. (cargo); Trans 
Caribbean Air Cargo Lines (passengers and cargo); U. S. Air- 
lines, Inc. (cargo); Veterans Air Express (passengers and 
cargo); Willis Air Service (passengers and cargo); and Winged 
Cargo, Inc. (passengers and cargo). 

The report said that total freight carried in 1946 by the 
non-scheduled operators was estimated at more than 30,000,000 
ton-miles, or more than twice the 14,830,000 reported by the 
scheduled airlines. The latter figure, it was pointed out, did not 
include 4,250,000 ton-miles flown by American Airlines Contract 
Air Cargo Division. It was further pointed out that the sched- 
uled airlines hauled 23,786,000 ton-miles of express in addition 
to the 14,830,000 ton-miles of freight in 1946. 


Future Trends 


Conclusions set forth in the report under the above caption 
follow: 





There are many indications that the non-scheduled air carriers will 
remain an important factor in the postwar aviation picture but will 
encounter ever increasing competition from the scheduled airlines dur- 
ing the remainder of 1947 for domestic passenger and freight traffic. 

In the air passenger field the non-scheduled operators made the 
smallest inroads during 1946. With load factors down from their war- 
time peaks, the certificated airlines are making determined efforts to 
recapture as much of the small amount of traffic lost during 1946 as 
possible. Prewar standards of service and convenience have been re- 
established, and additional flights and schedules have been added. The 
new and larger equipment which the scheduled airlines have placed 
in operation in the past few months necessitates continued expansion 
of passenger traffic for profitable operation. 


In the air freight field the further expansion of the non-certificated 
carriers will undoubtedly be stimulated by the recent grant of scheduled 
common carrier status, which permits them to transport property on a 
regular basis. They should also continue to find one of their largest 
sources of revenue in the transportation of special cargo which must 
often move at the convenience of the shipper and frequently requires 
a more flexible type of service than the certificated airlines can offer. 

On the other hand, the scheduled airlines have apparently now 
fully realized the revenue potentialities of air freight and are vigor- 
ously pushing plans to provide complete air cargo service not only be- 
tween all certificated airline points but, by interchange with surface 
carriers, between all points in the United States served by common 
carriers. Air Cargo, Inc., formerly a research organization, has been 
reorganized to provide for pick-up and delivery, terminal facilities, and 
through freight services with connecting surface carriers. They even- 
tually hope to provide overnight air cargo service to and from any point 
in the nation, pointing out that no community is now more than 200 
miles from a certificated airline point. 


Whereas only 7 domestic scheduled airlines were carrying freight 
in December, 1945, a year later 15 were in business and by the year end 
were carrying a much larger proportion of total freight than they were 
carrying at the beginning of 1946. Freight ton-mileage continued to 
expand so rapifily that by March, 1947, for the first time the volume of 
freight and express carried by the scheduled airlines was virtually equal. 

In addition, it should be noted that, while the large non-scheduled 
carriers hauled a huge amount of freight during 1946, few were able 
to show a profit for the year. They have been forced, therefore, in 
recent months to increase their rates. On the other hand, the scheduled 
airlines have shown a tendency to cut freight rates as volumed picked 
up, as witnessed by the recent action of American and Braniff Airlines. 

With improved ground facilities and their larger capital resources, 
the scheduled airlines will compete vigorously with the non-certificated 
carriers for air freight traffic in 1947. 
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Soon Diesel Power to deliver the goods. 


THE PACE WILL BE FASTER-THAN-EVER as a battery of 


giant new Diesels power crack Katy freights to 
faster schedules and finer service than ever before. 
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RADIO-CONTROLLED NEW DIESEL SWITCHERS will 
speed handling at terminal points. 


MIRACLES OF MODERN RAILROADING SCIENCE... 
courteous, trouble-free handling of all your Southwest 
shipping needs... still more precious hours clipped 
from your freight-in-transit time... YOURS from the 
Southwest corridor’s main supply line. OKAY KATY! 
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MISSOURI-KANSAS-TEXAS LINES 


Serving the Southwest 
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Complete Sample Set 
of Over 50 Approved 
WORLD-WIDE Forms 


Horder’s WORLD-WIDE Traffic Forms 
—Domestic and Export—are the au- 
thoritative line. They are constantly 
revised to conform to the latest U. S. 
regulations and consular requirements. 
They save time, effort and money be- 
cause of their simplicity and ease of 
handling. Let us send you a complete 
set of samples in standard folder for 
your files. Please make request on your 
company letterhead. 


“First with the Latest Forms’ 


We aso Print Special Forms to Order HHOORDER’S, 


231 So. Jefferson St., Chicago 6 


INC. 


All Telephones FRAnklin 6760 













IT PAYS TO PLAN AHEAD 


Put the transportation end of your marketing 
problems up to Pope & Talbot men. You'll 
find their intelligent, helpful assistance is 
based on a thorough knowledge of shippers’ 
needs. 





— 


~ POPE & IE 3 TALBOT LINES pa 


Your Shipments via 


BRANIFF -FREIGHT 


r Braniff office or write Air C 


Braniff International Airways, Love Field, | 


Phone you 
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(Water TRANSPORTATION 


Water Revenue and Traffic 


Combined freight revenues of Class “A” and Class “B” 
carriers by water subject to the Commission’s jurisdiction 
amounted to $90,788,649 for the calendar year 1946 as against 
$64,833,322 for 1945, or an increase of 40 per cent, according 
toa compilation by the Commission’s Bureau of Transport 
Economics and Statistics of revenue and traffic of those car- 
riers, statement Q-650. 

Class “B” carriers are those having annual operating reve- 
nues from $100,000 to $500,000 while Class “A” carriers are 
those having annual operating revenues of more than $500,000. 

Revenue freight carried by these carriers, the compilation 
showed, totaled 53,207,114 tons for 1946 as compared with 
52,664,852 tons for 1945. Revenue passengers carried by the 
two classes of carriers totaled 12,172,484 and passenger reve- 
nues amounted to $13,348,813 for 1946 as against a total of 
13,717,841 revenue passengers carried and passenger revenues 
of $12,948,827 for 1945. 


Of the combined totals reported, the compilation showed 
that the Class “A” carriers had freight revenue of $79,460,535 
for 1946 as against $53,939,791 for 1945, carried 37,996,177 reve- 
nue tons for 1946 as compared with 38,376,718 revenue tons 
for 1945, transported 10,887,057 revenue passengers for 1946 
as against 12,759,272 revenue passengers for 1945, and received 
passenger revenue of $11,835,481 for 1946 as against $11,994,- 
203 for 1945. 


Concurrent with the issuance of its yearly statement, the 
Commission made public its compilation of revenue and traffic 
of the two classes of carriers for the third quarter of 1946, 
statement Q-650 (QWS), which showed total freight revenue 
of $22,709,508 for the 1946 period as against $14,359,940 for the 
third quarter of 1945, or an increase of 58.1 per cent. Revenue 
freight carried amounted to 14,463,090 tons for the 1946 period 
as compared with 12,503,918 tons for the like 1945 period. 
Revenue passengers transported by these carriers amounted 
to 1,755,299 and passenger revenues totaled $1,198,773 for the 
1946 period as compared with a total of 2,683,343 revenue pas- 
sengers carried and passenger revenue amounting to $1,550,- 
357 for the 1945 period. 















































































M. C. Says Domestic Ship Lines Should 
Venture Into Private Operations 


Chairman Smith, of the Maritime Commission, reporting 
to John R. Steelton, assistant to the President, on the status 
of M. C. operations of domestic ship lines, said the relief 
granted to the intercoastal water carriers by the Interstate 
Commerce Commission “should be a spur to the lines to ven- 
ture into the trade on a private basis in the hope that further 
rate relief in Ex Parte 164 combined with better control of 
costs under private operation may enable them to reach a 
sound and profitable operation with owned or chartered ships 
within a reasonable period of months.” 

Although the M. C. did not believe that the amount of 
increased revenue which would accrue to the lines under rail- 
water proposals would be of sufficient assistance to overcome 
their present operating costs, the chairman said the ‘“emer- 
gency” fleet charter program proposed by the M. C. would have 
provided the lines with an “interim” basis whereby they could 
have minimized their losses in the domestic trades in the 
period while the I. C. C. was concluding its proceedings in Ex 
Parte 164 to determine to what extent the water lines could 
be protected under the present interstate commerce act from 
unduly depressed competitive railroad rates on traffic normally 
carried by the water lines. That program, he pointed out, was 
arranged when the intercoastal and Pacific coastwise operators 
were faced with the expiration of statutory operating authority 
of the M. C. on July 1. It authorized the lines to charter the 
present agency ships on a fleet charter basis, under which any 
actual losses which might be sustained in domestic operations 
could be offset against profits earned in other operations before 
computing additional charter hire to be recaptured by the 
government. 


Enactment of H. R. 3911 with a mandatory provision affect- 
ing such charter accounting has cast doubt on the earlier pros- 
pects of adequate service to the public, said the chairman, add- 
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ing “at this writing it cannot be predicted with certainty how 
much service on private account will be provided.” 

“The Maritime Commission has, in fact, done all that it 
reasonably can to assist the lines in recovering from the war,” 
said Chairman Smith. “Any further direct participation of the 
government in these domestic trades would, in our opinion, 
prove more prejudicial to the industry than beneficial, for a 
principal problem of the lines at this time is the reduction of 
operating costs, which admittedly can be accomplished more 
quickly through the private companies’ own efforts and initia- 
tive unhampered by government control and restrictions.” 


Problems Outlined 


Chairman Smith concluded his report with the following 
remarks: 


The two major problems of the domestic operators which must be 
resolved in order to re-establish these services on a sound financial 
basis are the revision of rate structures to accord with postwar traffic 
conditions and operating costs and also the reduction of operating costs 
through such economies as may be feasible under private operation but 
which are recognizably unobtainable under government operation. Solu- 
tion of the latter problem must necessarily, we believe, be left to the 
operators themselves; the rate problem is one which must be worked 
out through the cooperation of the government agencies involved, the 
steamship lines and the shippers who use the services of the steamship 
lines. Proceedings looking toward the solution of the rate problems are 
now pending both before the I, C. C., in the case of the coastwise and 
intercoastal services, and before this commission in the case of the 
Alaskan trade where hearings have been scheduled to begin on Sep- 
tember 8th with respect to the rate increases made effective with the 
inception of private service in May, 1947. Because of the importance of 
these various proceedings to the maintenance of adequate service, the 
Maritime Commission will, and the other responsible agencies of the 
government should, maintain an active interest in these problems until 


such time as the services are finally restored to a healthy and sound 
economic basis. 


Chairman Smith said the commission would advise Mr. 
Steelman “should there hereafter appear a necessity for our 
reinstituting government service in any of the domestic trades.” 


Shippers Voice Interest 


Meanwhile, protests from shippers and port interests 
against termination of general agency operations have flooded 
the commission’s offices, according to officials. The general 
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claim of these protestants, officials said, was that service 
would now be far from sufficient to move all the freight offered. 


LIGHT CARGO SHIPS FOR SALE 

Approximately 1,000 small landing craft adaptable to in- 
land waterway use, located in the San Diego, Calif., area, will 
be offered to veterans holding priority certificates from the 
War Assets Administration and to other priority claimants at 
a fixed price of $750 each, “first come, first served,” according 
to a Maritime Commission announcement. The priority period 
would expire July 25, said the M. C. It added that these light 
but rugged craft could be loaded directly from a beach with 
cargoes like livestock and vehicles and were ideal for light- 
cargo movements. 


WAR-BUILT SHIP SALES TOTAL 1,000 


The Maritime Commission has announced the transfer of 
title to 287 additional war-built merchant vessels purchased 
under the merchant ship sales act of 1946. It said this raised 
to 1,000 the total of sales completed. 


LYKES CONFERENCE IN ST. LOUIS 


Officials and representatives of Lykes Bros. Steamship Co., 
Inc., will hold a two-day conference, July 18-19, at the Jefferson 
Hotel, St. Louis, Mo., officials of the line have announced. 
Freight traffic problems affecting the Gulf ports, and the Mis- 
sissippi Valley and mid-continental areas will be the main topic 
of discussion, the officials said. Also on the agenda is the matter 
of the flow of traffic affecting the seven Lykes lines, and the 
recently approved extension of the Lykes Orient Line to include 
the Netherlands East Indies and the Straits Settlements. 


EXPORT CONTROLS ON BUILDING ITEMS 


Export controls on fiber insulation board, wallboard made 
of paper or pulp, lavatories and bath tubs will be removed 
effective July 11, the Office of International Trade, Department 
of Commerce, has announced. It continued: 


These products have been under export control to assure adequate 
supplies for the urgent United States housing program. According to 
the most recent estimates, production of these items has increased and 
current domestic housing requirements are being met. There are indi- 
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cations of a surplus available for export. Consequently, decontrol is 
now possible without creating an undue drain of domestic supplies. 

Plaster board and wallboard made of gypsum will remain under 
export control. 


Practitioners Make Suggestions 
Concerning I. C. C. Examiners 


Appearing before the Civil Service Commission on July 9 
on behalf of the Association of Interstate Commerce Commis- 
sion Practitioners, at a hearing on proposed regulations of the 
C. S. C. for selection of examiners under provisions of the fed- 
eral administrative procedure act, John R. Turney, of Washing- 
ton, D. C., said the association did not believe it safe to deter- 
mine the qualifications of a hearing examiner to conduct a 
proceeding “solely by the test of experience.” 

“We suggest that in addition to the experimental require- 
ments, the rules require that a candidate produce evidence, in 
such form as the commission may provide, showing a working 
knowledge of: (1) The Rules of Civil Procedure in the federal 
courts; (2) rules of practice of at least one federal agency; 
(3) rules of evidence, and (4) legal and judicial ethics,” Mr. 
Turney said. 

_ He said that the interest of the I. C. C. practitioners’ asso- 
ciation in the Civil Service Commission proceeding, preliminary 
to its determination of rules governing appointment of hearing 
examiners in federal agencies, lay in the necessity of assuring 
qualified and independent hearing examiners, “particularly in 
proceedings before the Interstate Commerce Commission.” 

Mr. Turney said the I. C. C. practitioners’ group recom- 
mended, further, that the candidate for appointment as an ex- 
aminer be required to “produce evidence that he has a thorough 
knowledge in the technical field of at least one federal agency 
with respect to terminology, economic problems, administra- 
tive and judicial precedents peculiar to that field. He said the 
association would gladly cooperate with the Civil Service Com- 
mission in gathering information with respect to qualifications 
of candidates who were practitioners before the I. C. C. He 
presented suggestions, also, with respect to appointments of in- 
cumbents with competitive status, the filling of vacancies, the 
government service “grade” to be accorded examiners, and the 
preparation of job specifications by agencies requiring services 
of examiners. 

_ Concerning a proposed rule on the subject of “head exam- 
iners,” Mr. Turney submitted the following: 


In connection with the selection, appointment and grading of hear- 
ing examiners, we recommend that the commission give consideration 
to the proper grading of ‘‘head examiners,’’ particularly those of 
agencies such as the Interstate Commerce Commission. It is impossible 
for the individual members of that Commission to review, analyze, or 
write the opinions in all or in a large per cent of the cases that come 
before them. Actually, it is necessary that much of the work, thought 
and consideration necessary for the final decision and for the writing 
of the final report be done by the Commission’s staff. Since this work 
is actually that of the responsible members of the agency, it is indis- 
pensable that it maintain full and complete control of review and other 
head examiners. We recommend, therefore, that a procedure for grad- 
ing be worked out whereby it will be possible for hearing examiners 
to be promoted to the position of ‘‘head examiner’’ of any particular 
agency without loss of their civil service rights as hearing examiners. 





This should provide an incentive for the development of a class of 
examiners who, for all intents and purposes, will be ‘‘assistant com- 
missioners.’’ The rating of these examiners should be sufficiently high 
to secure the very best available personnel, probably not less than P-8. 
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A. A. R. Sponsors Railway 
Military Service Units 


The nation’s railroads are the first transportation agency 
to “enlist” in the army’s new Organized Reserve Corps. a 

On behalf of the Association of American Railroads, Wil- 
liam T. Faricy, the organization’s president, July 2 signed an 
affiliation agreement with the Army Transportation Corps com- 
mitting the A. A. R. to sponsor three Military Railway Service 
Headquarters and Headquarters Companies. Brigadier Gen- 
eral Paul F. Yount, acting chief of transportation, signed the 
agreement for the War Department. In a statement the A. A. R. 
said: 

This pledge of the railroads to cooperate with the Transportation 
Corps in organizing certain types of affiliated units is a part of the 
War Department’s program to form some 2,500 specialized industry- 
and-civilian-sponsored units of the Organized Reserve Corps. The pur- 
pose is to have trained manpower available in the event of another 
national emergency. 

The three Military Railway Service units sponsored by the A. A. R. 
correspond to the general offices of a railroad. Each unit will consist 
of 38 officers and 161 enlisted men. James H. Aydelott, vice-president 
in charge of the operations and maintenance department of the A. A. R., 
has been designated to represent the association in organizing the officer 
personnel of the units. The headquarters of one of the units will be 
in New York City and another in Chicago, with the location of the 
third still to be selected. 


Following the signing of the agreement, General Yount 
announced that individual railroads would immediately be 
asked by the War Department to sponsor Railway Operating 
and Railway Shop Battalions as they did before and in the 
last war. During the war, General Yount pointed out, there 
were more than 40,000 skilled railroad men in the Military 
Railway Service operating railroads on all the fighting fronts. 





















B. & |. RAILWAYS OPEN CHICAGO OFFICE 

A reception to mark the re-opening of the Chicago office 
of the Associated British & Irish Railways, closed since the 
outbreak of war in 1939, was held the evening of July 8 in the 
Bismarck Hotel, Chicago. Primary object of the office, said 
T. D. Slattery, resident vice-president, New York City, “is 
better to serve travel agents throughout the middle west terri- 
tory, who in turn will be better equipped to render first class 
service to their clients on matters concerned with schedules, 
tariffs, reservations, descriptive literature and tour arrange- 
ments in the British Isles and forward to the European con- 
tinent.” 

A manager for the Chicago office has not yet been desig- 
nated, stated Mr. Slattery. Other pre-war offices of the B. & I. 
Railways at Los Angeles and at Toronto will shortly be re- 
opened, he said. The railways in England and Ireland are 
ready now to serve tourists, but the bottleneck is the north 
Atlantic steamship service, which is carrying only one-tenth 
of the pre-war total of passengers, Mr. Slattery said. 


Greenville, S. C.; E. B. Howes to New 
England passenger agent, Boston. 
* * * 





Harry L. Holmes has been appointed 
general freight agent, at Seattle, for the 
Chicago, Milwaukee, St. Paul & Pacific 
Railroad. Mr. Holmes succeeds L. J. 
Kidd, promoted. H. E. Ridenour suc- 






















Carleton M. Meyer, former New York 
Central executive, has been appointed 
assistant to the president of the Chesa- 
peake & Ohio Railway. W. E. Turner 
has been appointed assistant to pas- 
senger traffic manager, Richmond, Va. 


The Southern Railway System an- 
nounces the following appointments: 
Walter H. Beard to general western 
freight agent, at Chicago, succeeding L. 
P. Hungerford, retired; R. Stanley 
Souther to general freight and passenger 
agent, Pittsburgh; Earl Brown to assis- 
tant general freight agent, Washington; 
J. A. Edwards to passenger traffic man- 
ager, Cincinnati; Charles Kluiber to dis- 
trict freight agent, Chicago, succeeding 


T. J. Bonfield, retired; Reuben E. Toombs 
to commercial agent, Chicago; E. E. 
Barry to passenger traffic manager, At- 
lanta, succeeding the late E. N. Aiken; 
G. M. Lawrence to assistant passenger 
traffic manager, Atlanta; Emory S. 
Clements to assistant passenger traffic 
manager, Atlanta; R. H. Hamilton to 
general passenger agent, Atlanta; C. T. 
Hunt to assistant passenger traffic man- 
ager, Washington; W. M. McCullough to 
assistant passenger traffic manager, 
Washington; R. A. Matheson to assistant 
general passenger agent, Philadelphia; 
N. B. Ballinger to division passenger 
agent, Washington; R. H. Lawrence to 
division passenger agent, Jacksonville; 
John R. Ford to division passenger agent, 









ceeds Mr. Holmes as general agent at 
Denver. E. C. Abling succeeds Mr. 
Ridenour as traveling freight & passen- 
ger agent, Denver. 3 Barnes suc- 
ceeds Mr. Abling as city freight & pass- 
enger agent, Denver. R. F. Kelaher has 
been appointed to the newly-created po- 
sition of general agent, freight depart- 
ment, at New York City. 


* * * 


Charles H. Westbrook, comptroller of 
the Chicago & North Western Railway, 
and W. R. Kettenring, editor of disburse- 
ments, have retired. The railroad has 
announced the following promotions: H. 
D. Barnes to comptroller; John A. Wood 
to assistant comptroller; Ernest Moad to 
auditor, disbursements; William G. Burns 
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For Fastest 


AIR FREIGHT 
SERVICE 


CENTRAL 
AMERICA 


from 
NEW ORLEANS and MIAMI: 


STEAMSHIP CORPORATION 


to Reserve Space 
on 


AIRWAYS SYSTEM 


*% LOW RATES 
%*& IMMEDIATE HANDLING 


* SHIPMENT ON DATE 
YOU SPECIFY 


%& FULL COOPERATION OF © 


TACA’S SKILLED LATIN 
AMERICAN PERSONNEL 


TACA Serves over 70 Com- 
munities in Central America 


Call Railway Express Agency or your 
nearest Waterman Steamship.Office— 
or write for pamphlet of rates, shipping 
instructions, routing labels, etc. 


Waterman Steamship Corporation 
Mobile, Alabama 
Agents for 


TACA AIRWAYS SYSTEM 
IN U.S. A. 


to assistant auditor, disbursements; C. 
H. O’Hearn to auditor of capital expen- 
ditures; R. M. Hailey to assistant audi- 
tor of capital expenditures. 

The Northern Pacific Railway an- 
nounces the following appointments at 
St. Paul: R. E. Smith to general freight 
traffic manager—rates, succeeding J. G. 
Morrison, who is on leave of absence; 
P. A. Walsh to general freight agent; 
A. P. Mootz to assistant to the vice-pres- 
ident; J. J. O’Connor to assistant general 
freight agent. 

* * 

Ray J. Maxwell, advertising manager, 
at St. Louis, for the Missouri Pacific 
Lines, has been promoted to director of 
publicity and advertising. Mr. Maxwell 
succeeds J. F. Rector, who has been 
assigned to head the Missouri Pacific’s 
new convention and tour bureau. 


Earl S. Petersen has been appointed 
city freight agent, at St. Paul, for the 
Chicago, St. Paul, Minneapolis & Omaha 
Railway. Mr. Petersen succeeds W. E. 
Collins, who has retired after 54 years 
of service. R. J. Steiner has been ap- 
pointed general passenger agént at St. 
Paul. ; 

* * es 

H. L. Pigott has been appointed gen- 
eral passenger agent, at Detroit, for the 
Wabash Railroad. James E. Dooley has 
been appointed assistant general freight 
agent at Decatur, Ill. The position of 
division freight agent, Decatur, has been 
abolished. 


* * * 


Wayne Young has been appointed 
freight traffic manager—sales & service, 
at St. Louis, for the Frisco Lines. J. W. 
Tipton succeeds Mr. Young as general 
agent in Atlanta,.Ga. 

. * 


* 


The Akron, Canton & Youngstown 
Railroad has announced the following 
appointments: William E. Washer to 
district traffic manager, Akron; A. J. 
Wyant to district traffic manager, Pitts- 
burgh; J. A. Beech to general freight 
agent, Washington; Greg C. Gormaly to 
general western agent, Chicago; Leon 
H. Doty to eastern traffic manager, New 
York City; George C. Heidish to assis- 
tant to general traffic manager, Akron; 
Robert J. McMillan to assistant general 
freight agent, Akron; E. L. Walker to 
assistant general freight agent, Akron. 


J. W. Stewart has been appointed com- 
mercial coal agent, at New York City, 
for the Reading Company. Mr. Stewart 
succeeds G. A. Flynn, resigned. 


Paul Z. Ross has been appointed trav- 
eling freight agent, at Nashville, Tenn., 
for the Central of Georgia Railway. 

* * * 


Julius Silverman has been appointed 
assistant to the president of the Pullman 
Co., Chicago, Ill. Mr. Silverman, for- 
merly assistant to vice-president—op- 
erating, started with Pullman in 1905 as 
office boy. 


* * * 


Arthur T. Fitzsimmons has been ap- 
pointed traffic representative, at New 
York City, for the Super Service Motor 
Freight Co. M. A. Nugent has been ap- 
pointed traffic representative at Phila- 
delphia. 

* * * 

Freeman Landon, president of the F. 
Landon Cartage Co., Chicago, died July 
6. Mr. Landon was a member of the 
Traffic Club of Chicago. Funeral serv- 
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ices were held July 9 at the Haggard 
Funeral Home, Oak Park, Ill. Interment 
was in Forest Home Cemetery. 

Arthur Stavinga has been appointed 
assistant traffic manager, at Chicago, 
for the General American Transporta- 
tion Corporation. 

Capt. Jones F. Devlin, formerly direc- 
tor, vessels operating division, Maritime 
Commission, has been appointed assis- 
tant to vice-president — operations, at 
New York City, for the United States 
Lines. 

* * * 

Guy Bartley, secretary-treasurer of 
the Inland Waterways Corporation, has 
retired after 28 years of service. Harry 
E. Woods is succeeding Mr. Bartley. His 
headquarters will be in New Orleans. 

Horace G. Craddock has been ap- 
pointed European director of passenger 
traffic, at Genoa, Italy, for the American 
Export Lines, Inc. 

* * * 

Charles V. Lynch has been appointed 
freight traffic manager of the Coastwise 
Line. 

* * * 

Walter Sternberg, director of passen- 
ger sales for the American Airlines, has 
been appointed general sales and traffic 
manager at New York City. Mr. Stern- 
berg has assumed the duties of Willis 
G. Lipscomb, assistant vice-president— 
sales and general traffic manager, who 
has resigned to become vice-president of 
traffic for the Pan American World Air- 
ways. Mr. Lipscomb succeeds V. E. 
Chenea, who is relinquishing full-time 
duties because of ill-health. 


Anson C. McKim has been appointed 
vice-president in charge of administration 
for the Trans-Canada Air Lines. 


Thomas J. Harris has been appointed 
European cargo sales manager for the 
American Overseas Airlines. 

Reginald Brack has been appointed 
general sales manager, at Dallas, for the 
Braniff International Airways. 

* * * 


Gene Goble, president and general 
manager of Goble Aircraft Specialties, 
Inc., has taken over the direction of the 
Kelite Products Co., Flushing, N. Y. 


Dr. Hampton K. Snell, former'y assis- 
tant to Chairman R. V. Fletcher, Rail- 
road Committee for the Study of Trans- 
portation, has assumed new duties as 
professor of transportation, University 
of Texas, Austin, Tex. i 


The Oakland Foreign Trade and Har- 
bor Club held a dinner meeting July 
10 in the Athens Athletic Club. E. W. 
Owen, British vice-consul, spoke on ‘‘The 
British Empire, So What 5 a 


George G. Zorn has been appointed 
general traffic manager, at Chicago, for 
the Gordy Freight Lines. 

* * * 

G. C. Devol has resigned as director, 
traffic division, War Assets Administra- 
tion, Washington, D. C. Mr. Devol was 
formerly in charge of the traffic section, 
railroad division of the Reconstruction 
Finance Corporation. 

* * ok 


Robert De Kroyft and Kenneth J. Mc- 
Auliffe, the latter formerly on the staff 
of the Commission, have announced the 





“Jhrar Ci. are going. places!” 
iiaw: Your freight will come through 


inistra- Without delay—via CCC HIGHWAY 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Avenue DIVISION OF U. S. TRUCK LINES Cleveland 14, Ohio 





Peoria Industries 


Know This— 
Do You? 


Where else but at Peoria 
do industries enjoy a location on 
fourteen railroads and no switching charges? 


The P. & P. U. Ry. switching charges are absorbed by 
road-haul carriers which is equivalent to having a location 
on each of Peoria’s railroads. 


This is an important plus factor in determining where you 
will locate your next plant. Considering the fact that you 
have direct access to fourteen railroads and the central loca- 
tion of Peoria in relation to the major markets of the 
country, you will profit immeasurably in the economical and 


efficient distribution of your product. 


In addition to the excellent transportation facilities, Peoria 
and the P. & P. U. Ry. offers you a central location to re- 
sources and supplies, ample fuel reserves, plentiful water 


and power supply, favorable taxes, and pleasant environment 
and living conditions. 


Write E. F. Stock, General Traffic Manager, for further 
details. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


Union Station, Room 36 — Peoria 2, Illinois 


SWITCHING SERVICE BETWEEN 


Chicago & Illinois Midland Ry. Atchison, Topeka & Santa Fe Ry. 
Chicago & Northwestern Ry. Chicago, Burlington & Quincy RR. 
Gulf, Mobile & Ohio RR. Chicago, Rock Island and Pacific Ry. 
iinois Central Ry. Iiinois Terminal Railroad 

New York, Chicago & St. Louis RR. Inland Waterways Corp. 

New York Central System Minneapolis & St. Louis Ry. 
Pennsylvania Railroad Peoria Terminal RR. 

Peoria and Pekin Union Ry. Toledo, Peoria & Western RR. 
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formation of the law firm of De Kroyft 
and McAuliffe, New York City. They 
will specialize in transportation matters. 


Walter M. Wharton, transportation de- 
partment manager of the Omaha Cham- 
ber of Commerce, died July 7 while en 
route to Glenwood Springs, Colo., to at- 
tend the semi-annual meeting of the 
Central Western Shippers’ Advisory 
Board of which he was general secre- 
tary. His death occurred from complica- 
tions resulting from an appendix opera- 
tion. Mr. Wharton took an active part 
in many traffic organizations and was a 
member of the National Industrial Traf- 
fic League. Funeral services were held 
July 10 in St. Margaret Mary’s Church, 
Omaha. Interment was in Holy Sepul- 
chre Cemetery. 


The annual outing of the Traffic Club 
of New York will be held at the New 
York Athletic Club, Travers Island, Pel- 
ham Manor, N. Y., July 15. Carriers 
and shippers will vie in contests of horse- 
shoe pitching, golf, and tug-of-war, and 
in a softball game. Dave Spruill, Binney 
& Smith Company, chairman of the en- 
tertainment committee, will be in charge. 


The Women’s Traffic Club of Oakland, 
Calif., at its recent annual meeting, 
elected Margaret Garvey, Railway Ex- 
press agency, as its new president. Other 
officers elected are: Vice-president, 
Agnes Baker, Port of Oakland, record- 
ing secretary, Marjorie O’Toole, Naval 
Supply Depot; corresponding secretary, 
Marjorie Meredith, Pope & Talbot Lines; 
treasurer, Gladys Wells, Southern Pa- 
cific Lines. The new officers were in- 
stalled at a meeting July 8 at the El 
Curtola. 


Paul H. Troutman, traffic manager for 
John Wood Manufacturing Co., Inc., Con- 
shohocken, Pa., is 

the newly-elected 

president of the 

Norristown Traf- 


of the founders of 


in the Norris- 

town - Consho- 

hocken area. Be- 

fore becoming 

president, he was 

P, H. Troutman vice-president, 
and was the first secretary of the club. 
Following graduation from the Norris- 
town high school in 1925, Mr. Troutman 
started work with the freight traffic de- 
partment of the Pennsylvania Railroad 
in Philadelphia. He attended the Whar- 
ton Evening School, University of Penn- 
sylvania, completing several courses in 
traffic management and foreign trade. 
He was transferred to Baltimore, Md., 
and then to Phoenix, Ariz. In 1936 Mr. 
Troutman joined his present company as 
chief rate clerk in the traffic department, 
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advancing to his present position. In 
addition to heading the Norristown Traf- 
fic Club, he is also a member of the 
Philadelphia Traffic Club, the Commer- 
cial Traffic Managers of Philadelphia, 
the Atlantic States Shippers Advisory 
Board and the National Industrial Traf- 
fic League. He is chairman of the 
Schuylkill Valley freight car efficiency 
committee and a member of the traffic 
committees of the Domestic Water Tank 
Manufacturers Council and the National 
Electrical Manufacturers Association. 





The Traffic Club of Minneapolis has 
elected L. E. Edwards, general agent, 
Minneapolis, Northfield & Southern Rail- 
way, as its new president. Other officers 
elected are: Vice-president, John P. 
Mullen, general freight agent, Wabash 
Railroad; secretary, L. A. Hart, traffic 
manager, The Cream of Wheat Corpora- 
tion; treasurer, A. E. Carlson, traffic 
manager, Red Owl Stores, Inc. 





The Traffic Club Of Denver held a 
Juncheon July 8, at the Shirley-Savoy 
Hotel, in honor of Harry L. Holmes, gen- 
eral agent, at Denver, for the Milwaukee 
Road. Mr. Holmes has been promoted 
to general agent at Seattle. 





The Western North Carolina Traffic 
Club held its first annual outdoor meet- 
ing and golf tournament June 23 at the 
American Legion Golf & Country Club, 
Asheville, N. C. W. M. King, assistant 
vice-president, Southern Railway Sys- 
tem, was the principal speaker at the 
barbecue supper. 





The Women’s Traffic Club of Omaha, 
at a meeting June 11, elected Lucille 
Sharp as its new president. Other of- 
ficials elected are: First vice-president, 
Dorothy Peterson; second vice-president, 
Rosemary Kramer; treasurer, Marie 
Durham; recording secretary, Orlean 
Goodwin; corresponding secretary, Cor- 
rine Davis. A dinner was held June 18 
at the Birchwood Club. 





The Portland (Ore.) Transportation 
Club will sponsor a regular transporta- 
tion school in connection with Lewis & 
Clark College to open in September, ac- 
cording to an announcement by Lee M. 
Neff, System Freight Service, chairman 
of the club’s educational committee. 





The Traffic Club of Chicago will hold 
a golf outing July 24 at the Calumet 
Country Club. 





The Miami Valley Traffic Club will 
hold a golf outing July 17 at the Troy 
Country Club, Troy, Ohio. Another golf 
outing will be held at the Dayton Coun- 
try Club August 14. 





The Birmingham Traffic & Transpor- 
tation Club will hold its annual outing 
July 14 at Camp Cosby. 





The Bridgeport Traffic Association 
will hold its summer golf outing July 22 
at the Mill River Country Club, Strat- 
ford, Conn. 





The Traffic Club of Pittsburgh will 
hold its annual open invitation golf out- 
Ing and dinner July 24 at the Pittsburgh 
Field Club. 





The Transportation Club of Santa 
Clara County held a meeting July 10 at 
Val’s Alviso, Calif. Mayor Al Ruffo of 

an Jose was guest speaker. A color 
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$15,000 Glass-Packed Load 
arrives undamaged 


~ Helene Curtis Industries ships 18 tons of cold wave 
shampoo from Chicago to Los Angeles without 
damage...uses Acme Unit-Load Bands for bracing 








As Helene Curtis Industries, large 
manufacturers of beauty supplies, 
expanded, shipping problems grew. 

Many sizes of containers required 
considerable study of stowing and 
bracing in freight cars, so an Acme 
Shipping Specialist was called in for 
advice. The successful shipment 
(shown in the pictures) was one 
result. 





More savings ahead for Acme 
Steelstrap users— No. 3 Steelstrap- 
per, the lightest tool made, is now 
available. Magazine holds 100 
seals. Tensions, seals, and cuts the 
strap in one operation. Small base 
requires only 5-inch strapping sur- 
face. Two levers working in op- 
posite directions make for better 
balance and easier handling. 


ACME STEEL CUMPANY 


NEW YORK 7 ATLANTA 


Here’s the neat, practical way this $15,000 
load was braced. Each carton weighs 48 
pounds, and 750 cartons were carried in a car. 





Packages like this proved strong 
enough to carry 3,000 gallon jugs 
of cold wave shampoo from Chi- 
cago to Los Angeles without dam- 
aging a single jug! The secret: A 
freight car properly braced with 
low cost Acme Unit-Load Bands. 






How About You ? 
Ask an Acme Shipping Specialist 
about your shipping methods. He 
may be able to give you better ship- 
ping at lower cost. 

Write or mail the coupon for a 
free copy of “Savings in Shipping,”’ 
case histories of Acme’s services and 
savings for many industries. 


2838 Archer Avenue 


r 
; Acme Steel Company, Dept. TW-77 
| Chicago 8, Illinois 

| 


Please send me a copy of your case history 
booklet, “SAVINGS IN SHIPPING.” 


ACME STEEL CO. 
CHICAGO 





CHICAGO 8 LOS ANGELES Ili 
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film, “Valley of Heart’s Delight,” was 
presented. 


The Motor City Traffic Club of Detroit 
will have a golf party July 17 at the 
Lakewood Golf Club, Tecumseh, Ont. A 
moonlight excursion and dance will be 
— July 28 aboard the steamer Put-in- 

ay. 


The Traffic Club Of Lansing, Mich., 
will hold its annual all-day golf outing 


July 28 at the Walnut Hills Golf Club. moor, Ill. 


The Corpus Christi Traffic Association 





held a meeting July 8 in the Nueces 
Hotel. A film, “Flying Fisherman,” was 
presented by Eastern Air Lines. P. N. 
Smith, of the H. K. Ferguson Co., spoke. 


The Portland (Ore.) Industrial Traffic 
Club will hold its annual picnic August 
3 at Welches Park, near Mt. Hood. 


The Calumet Transportation Club will 
hold its annual golf outing July 15 at 
the Cherry Hills Country Club, Floss- 


The Traffic Club of Detroit will hold 
a golf and dinner party July 15 at the 
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Tam-O’Shanter Country Club, Orchard 
Lake, Mich. 


The Omaha Traffic Club will hold its 
annual picnic July 17 at Peony Park. 


The Transportation Club of Kansas 
City will hold its annual picnic July 20 
at Bel-Aire Picnic Park. A golf tourna- 
ment will be held July 27 at Swope Park 
Course No. 1. 


The Oklahoma Transportation Club 
will hold its annual family picnic July 
17 at the Springlake Amusement Park. 





A. T. A. Compares “Poor” 1946 Quarter 
with “Pretty Good” One for 1947 


The American Trucking Association has issued an analysis 
of reports of 1,867 Class I motor carriers to the Commission, 
comparing results for the first quarter of 1947 as compared 
with the same 1946 period, saying gross revenues increased 
36 per cent and expenses 30.9 per cent, 1947 over 1946, the 








It’s a 
FRISCO FASTER 
FREIGHT FACT... 


“Portakold,” mobile refriger- 
ator now in use at all principal 
Frisco freight terminals... car- 


ries up to 2,000 lbs. of less than 
carload perishables. 


Notify your Frisco r2present- 
ative in advance of shipm@itt, 
. . « Portakold will be iced; 
ready to go. Loads into ordi- 
nary boxcar. 


Ship Frisco Faster Freight! 


aE SAN FRANCISCO ark 


ha 


BERMUDA VIRGIN ISLANDS TRINIDAD 
BRITISH, FRENCH and NETHERLANDS WEST INDIES 
BRITISH, FRENCH and NETHERLANDS GUIANAS 
and VENEZUELA 


ALCOA STEAMSHIP COMPANY, INC. 

1408 Conway Bidg., Chicago 2, Randolph 4730 
Baltimore 2, Md.: 710 Garrett Bidg. New Orleans 12, La.: 1512 American Bank 
Chicago 2, Ill.: 1408 Conway Bidg. Bidg. 

New York 4, N. Y.: 17 Battery Place 


cen St Plan: Lederer Terminal, — Norfolk 10, Va.: 621 Citizens Bank Bldg. 
Detroit 26, Mich.: 1021 Lafayette Bldg. Eittibureh, 22, Pa; 607 Part Bldg 
Kansas City 6, Mo.: 809 Dwight Bids. San Francisco 11, Cal.: 420 Market St. 
Mobile 9, Ala.: 500 N. Commerce St. Tampa |, Fla.: 209 Franklin St. 

Montreal !, Can.: 276 St. James St. W. Toronto |, Can.: 16 Temperance St. 
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ratio of expenses to gross being 94.5 for the later period as 
compared with 98.4 for the 1946 period. 

The A. T. A. said intercity tons hauled increased 29.7 per 
cent and intercity miles operated were up 26 per cent, but 
warned that 1946 was a “poor quarter” because industry was 
in the process of reconverting from war to peace operations, 
making for a substantial difference in a “pretty good” quarter 
of 1947 over 1946. 

W. A. Bresnahan, director of A. T. A.’s research, said 
expenses were still absorbing ‘“‘too great a portion of revenue.” 
Aggregate gross revenue of the reporting carriers was given 
at $313,236,790 in the 1947 quarter as compared with $229,- 
765,523 in the 1946 period, with expenses $295,893,038 in 1947 
as against $226,095,423 in the 1946 quarter. Intercity miles 
rose in 1947 from 499,706,605 to 629,510,371, and intercity 
tons hauled from 27,924,547 to 36,205,704. The A. T. A. said 
all nine geographical regions reported an increase in gross 
revenues, expenses, intercity mileage and intercity tonnage, 
and that operating ratios had improved in every region. 

Data for types of carriers as given by the A. T. A. follow: 


Common Carriers of General Freight: A separate study for Class I 
Common Carriers of general freight showed that 844 such carriers had 
aggregate gross revenues of $192,721,413 in the first quarter of this 
year, as against $137,481,692 in the same quarter of 1946, an increase 
of 40.2 per cent. Their expenses increased 33.4 per cent from $136,314,- 
840-in last year’s first quarter to $181,902,860 in the first quarter of 
1947. Inter-city miles operated were 404,892,452 compared with 331,533,- 
570 in the first quarter of 1946, an increase of 22.1 per cent, and inter- 
city tons hauled were 17,016,706, as against 14,086,675, an increase of 
20.8 per cent over last year’s first quarter. Operating ratios were 94.4 
in this year’s first quarter and 99.2 in the first quarter of 1946. 

Other Types of Carriers: Following is a brief summary of the 
operating results for other major classes of carriers: 

Contract carriers—gross revenues increased 43.9 per cent; expenses 
were up 35.2 per cent; intercity mileage increased 36.8 per cent; inter- 
city tonnage increased 37.8 per cent; the operating ratio improved from 
98.5 to 92.5. 

Local cartage carriers—gross revenues increased 21.5 per cent; 
expenses increased 19.8 per cent; intercity mileage increased 13.5 per 
cent, intercity tons hauled increased 31.2 per cent; the operating ratio 
dropped from 95.8 to 94.4. 

Household goods carriers—gross revenues decreased 2.2 per cent; 
expenses increased 3.2 per cent; intercity mileage increased 13.0 per 
cent; intercity tonnage increased 6.3 per cent; the operating ratio went 
up from 95.3 to 100.6. 

Heavy machinery carriers—gross revenues increased 20.9 per cent; 
expenses increased 23.8 per cent; intercity mileage increased 22.1 per 
cent; intercity tonnage increased 22.3 per cent; the operating ratio 
went up from 93.3 to 95.5. 

Petroleum products carriers—gross revenues increased 34.7 per 
cent; expenses increased 25.4 per cent; intercity mileage increased 
19.4 per cent; intercity tonnage increased 25.4 per cent; the operating 
ratio was down from 102.2 to 95.1. 

Agricultural carriers—gross revenues increased 4.7 per cent; ex- 
penses increased 7.2 per cent; intercity mileage went up 1.4 per cent; 
intercity tonnage was up 17.9 per cent; the operating ratio increased 
from 103.2 to 105.7. 

Motor vehicle carriers—gross revenues 
expenses increased 127.9 per cent; intercity mileage increased 147.0 
per cent; intercity tonnage increased 160.8 per cent; the operating 
ratio was down from 109.6 to 94.0. 

Building materials carriers—gross revenues increased 34.2 per cent; 


increased 165.7 per cent; 
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hard expenses increased 30.8 per cent; intercity mileage increased 13.3 per 
cent; intercity tonnage increased 16.0 per cent; the operating ratio 
was down from 96.8 to 94.3. 
~ Film carrieys—gross revenues increased 29.2 per cent; expenses 
d its increased 21.6 per cent; intercity mileage decreased 18.8 per cent; 
K. intercity tonnage increased 5.0 per cent; the operating ratio went down 
from 98.7 to 92.9. 
eee 
l 0 2 2 
yna. | May Truckloadings Under April 
Park §# But Over May, 1946 
The volume of freight transported by reporting motor car- 
Club riers in May decreased 1.3 per cent below April but increased 
July 2.4 per cent over May of last year, according to statistics com- 
ark. piled by the Department of Research of the American Trucking 
Associations, Inc. 
Comparable reports received by A. T. A. from 269 carriers 
od as in 42 states showed these carriers transported an aggregate of 
2,357,328 tons in May, as against 2,388,494 tons in April and 
7 per @ 2,301,265 tons in May, 1946, said the A. T. A., adding: 
" = The A. T. A. index figure, computed on the basis of the average 
3 monthly tonnage of the reporting carriers for the three-year period 
ations, of 1938-40 as representing 100, was 193. 
uarter Approximately 85 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this category 
, said decreased 1.7 per cent below April but increased 2.2 per cent over 
enue.” § May, 1946. 
given Transportation of petroleum products, accounting for about 5 per 
$229,- cent of the total tonnage reported, showed decreases of 9.6 per cent 
; below April and 2.4 per cent below May, 1946. 
n 1947 Carriers of iron and steel also hauled about 5 per cent of the total 
miles tonnage. Their traffic volume increased 5.4 per cent over April and 
tercity 14.0 per cent over May, 1946. 
\. said Another 5 per cent of the total tonnage consisted of miscellaneous 
gross commodities, including wood, textiles, groceries, chemicals, cement, 
nnage coal, tobacco, household goods, heavy machinery, packing house prod- 
ucts, motor vehicle parts, cotton, citrus and rayon yarn. Tonnage in 
this class increased 9.4 per cent over April and 1.3 per cent over 
follow May, 1946. 
The May tonnage of carriers reporting from the Eastern District 
Class 1@ represented a decrease of 3.1 per cent below April but increased 3.2 
iers had @ per cent over May of 1946. 
of this Carriers in the Southern Region reported an increase of 8.7 per 
increase @ cent over April but decreased 9.3 per cent below May, 1946. 
3136,314,- Tonnage reported from the Western District revealed an increase 
pong My of 0.1 per cent over April and 3.8 per cent over May of last year. 
1d inter- 
rease of ROAD BUILDERS’ CONVENTION 
vere 94.4 The forty-fifth annual convention of the American Road 
6. of the Builders’ Association will be held in Washington, D. C., January 
. 26-28, 1948, according to an announcement by J. T: Callaway, 
expenses | President. 
it; inter- “This meeting will be of the utmost importance to the post- 
ved from § war highway construction program,” said Mr. Callaway. “Be- 
tween now and next January, $1% billion worth of highway 
er cent; @ projects will be placed under contract. The volume of building 
oe contracted for and built in 1946 and 1947 did not measure up to 
mg te our hopes. But 1948 should see most of the obstacles removed, 
per cent; 2nd our program on its way to a peak of $2 billion annually. 
13.0 per ™ Deliberations at this convention will have vital bearing on the 
atio went @ expenditure of this huge sum, and on the problems of meeting 
today’s ever-increasing traffic demands.” 
per cent; eet Shel eae es SASS 
Sigh A. T. A. NO-ACCIDENT DRIVING AWARDS 
one Eighty-four drivers of the Pacific Highway Transport, Inc., 
34.7 perf Seattle, Wash., have been presented safe driving awards by 
increased § the American Trucking Associations, Inc., for driving without 
operating § a single accident over periods ranging from one to six consec- 
utive years, says the A. T. A., adding: 
cent; ex- 
per cent; Topping the list with six years each were P. L. Rabey, U. W. 
increased Wright, R. M. Garrett, W. T. Roberts, Hobart Longworth, Albert 
Riegel, William B, Smith, H. T. Clark, John Leo, R. L. Noble, G. B. 
per cent; Spotten, and L. G. Stringfellow. 
ased 147.0 Others receiving the A. T. A. awards were F. M. Koreis, G. P. 
operating Main, V. C. Sprigg, L. M. Baxter, P. D. Duncan, W. D. Meyers, Stanley 
Wiklund, H, Anderson and P. P. Schwab, four years; L. B. Earley, A. F. 
per cent; Jones, J. D. Nottage, G. H. Lemke, A. A. Skeen, E. H. Oddson, Jay 
— 
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Whitman, C. H. Downes, Marvin Kennard, Brian McEachern, Fred 
Miller, and O. L. Schuster, three years; and H. G. Little, L. D. Carsner, 
A. S. Kennedy, W. E. Schmidt, Roy La Due, W. H. Weborg, Charles A. 
Smith, Donald Stowell, Fred Hofferber, Sr., and Q. R. ‘‘Pat’’ Tuttle, 
two years. 

One year awards were presented to J. A. Beeler, Walter Branford, 
T. N. Jovanovich, O. J. Nelson, F. C. McKenney, Rynie Elsasser, E. M. 
Emerson, W. V. Anthony, G. E, Anderson, B. T. Carr, I. E. McCracken, 
L. R. Johnson, E. F. Morley, A. P. Walb, A. M. Wood, E. D. Wood, 
V. C. Dye, A. I. Logan, W. G. Maier, B. R. Snelson, M. W. Barnett, 
E. H. McNeley, George Dolan, George Glass, Donnelley D. Teeters, 
James Whitlock, J. H. Anderson, J. A. Devine, V. C. Erisman, R. C. 
Cain, John Hahn, H. L. Hayes, H,. J. LaCasse, J. D. Megran, W. L. 
Norris, H. D. Perkins, D. Y. Pointer, W. J. Quarry, Menray Reed, 
L. F. Thiel, and Reese Thomas. 


CHEVROLET FLEET SALES MEETINGS 


E. P. Feely, newly appointed manager of Chevrolet Motor’s 
fleet sales department, and other fleet sales department officials, 
recently met with Chevrolet regional and zone officials and 
fleet users’ representatives in 10 key cities throughout the 
country. “The purpose of these meetings was to get first-hand 
observations, suggestions and reactions to Chevrolet policies 
from the interested people in each locality,” Mr. Feely said. 


DECATUR CARTAGE, FEDERAL BARGE TARIFF 


The Federal Barge Lines and the Decatur Cartage Co. 
have recently issued a joint tariff, effective June 16, naming 
barge-motor volume class rates between points served by the 
Decatur Cartage Co. in Illinois, Indiana and Ohio and such 
points as Baton Rouge, La., Memphis, Tenn., Helena, Ark., 
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and New Orleans, La. The tariff, No. MF IL. C. C. A-2, is gov- 
erned by National Motor Freight Classification No. MF I. C. C. 
No. 15, and carries its own exception ratings which are similar 
to those applying on all motor traffic. According to R. A. 
Baensch, vice-president, traffic, Decautr Cartage Co., the rates 
published reflect a differential of 10 per cent below the all- 
rail rate and were issued “to meet a growing demand from the 
shipping public for this type of service.” 

The Federal Barge Lines maintain weekly sailings from 
Chicago, Peoria and St. Louis. 


EXPORTATION OF JEEPS 


Willys-Overland Export Corporation has announced that in 
the past 15 months it has exported 27,586 jeeps and jeep station 
wagons with an f.o.b. Toledo value of $32,000,000. The export 
record of the company showing sales overseas, in Canada and 
Mexico, was accompanied by a forecast that 40,000 units will be 
exported during 1947. The company also announced that the 
city of Los Angeles has recently purchased a fleet of 21 jeeps 
for use in the maintenance of street traffic signals. 


FRUEHAUF TO ANNOUNCE NEW EQUIPMENT 
The Fruehauf Trailer Co. will shortly announce a new line 
of transportation equipment to supplement its commercial truck- 
trailer line, Harvey C. Fruehauf, company president, has an- 
nounced. “The new product will answer a pressing need of 


truck operators, whether they own one truck or an entire fleet,” 
Mr. Fruehauf said. 


BEKINS’ NEWS PROGRAM CONTINUED 

Bekins Van Lines has started its sixth consecutive year 
as sponsor of the Harry W. Flannery news analysis radio pro- 
gram, Bekins officials have announced. Mr. Flannery’s broad- 
casts are heard daily 5:30 to 5:45 p. m. Monday through Satur- 
day on the basic western network of the Columbia Broadcast- 
ing System. Mrs. Eleanor Roosevelt, Donald Nelson, Charles 
P. Taft, William Benton, and other nationally-known figures 


have appeared on the program as guests of Mr. Flannery, 
Bekins officials said. 


GEO. F. ALGER’S IMPROVED TERMINALS 

The George F. Alger Co. has announced the establishment 
of new terminals in Toledo and Cincinnati, Ohio. The new 
quarters in Toledo provide a terminal where none previously 
had existed, while the Cincinnati terminal offers greatly im- 
proved facilities over those formerly provided, the annourice- 
ment stated. Service to and from Pontiac, Mich., has also been 
greatly improved through entry into the Bruce Green terminal 
of that city, it was further stated. 


DEMAND FOR STAINLESS STEEL TRAILERS 


Growing customer preference for stainless steel trailers is 
indicated by an increasing number of large fleet orders for 
this light-weight, durable equipment, according to Roy A. Frue- 
hauf, executive vice-president, Fruehauf Trailer Co. “Within 
the past several months,” Mr. Fruehauf said, “a number of 
large fleet operators have purchased stainless steel Fruehaufs in 
lots of 100, 200 and even 400 in a single order.” 


FRUEHAUF EDUCATIONAL FOLDERS 


“A business organization is like an individual—like you!” 
is the heading of the first in a series of educational folders 
Fruehauf Trailer Co. is mailing to the homes of its employes 
with a personal message from Harvey C. Fruehauf. Describing 
the program, Les Allman, vice-president of Fruehauf, said, “The 
employe who is well-informed on matters concerning his com- 
pany’s business can more readily appreciate his common interest 
in the firm’s prosperity . . . must realize that he is actually in 


et glam with the employer—that their interests are iden- 
tical.” 


CRAMER “DROPOSITORY” 

; The Cramer Safe & Office Equipment Co., Kansas City, 
Mo., has announced a new type of depository unit, the Cramer 
Dropository. Made of heavy cast steel, the Dropository is in- 
tended for use by trucking concerns, dairies, cab companies, 
banks, and all types of businesses where it is necessary that 


money be deposited by various individuals, officials of the com- 
pany said. 


DIAMOND T SUPER-SERVICE ENGINES 


Larger and more powerful Super-Service engines have 
been adopted as standard in Diamond T models 40HH and 509, 
officials of the Diamond T Motor Car Co have announced. 
Advancements in manifold and explosion chamber design, in- 
creased compression ratios with higher efficiency with standard 
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commercial gasoline, and improved valve timing with higher 
lift cams are the product of research and experimental program, 
which also included the developments of more effective carbure- 
tion, distributor timing and cooling, the Diamond T officials 
said. A booklet, elaborately illustrating and explaining the 
basic elements of Super-Service construction, is being dis- 
tributed to dealers, service shops and fleet owners. 
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DE SOTO-PLYMOUTH DEALERS’ RADIO SHOW 


More than 3,000 De Soto-Plymouth dealers from coast to 
coast will sponsor “Christopher Wells,” a new radio adventure 
show, this fall, according to an announcement by J. B. Wagstaff, 
vice-president in charge of sales for De Soto. The show will be 
heard on Sunday evenings at 10:00 p.m., E.S.T., over the 
Columbia network, Mr. Wagstaff said. The first broadcast will 
be on September 28. 






































MONON CELEBRATES CENTENNIAL 

Employes of the Chicago, Indianapolis & Louisville Railway 
participated in meetings held July 7 at the Chicago general 
office and the Lafayette, Ind., shops in commemoration of the 
railroad’s centennial, according to an announcement by J. W. 
Barriger, Monon president. Mr. Barriger also announced the 
publication of an employes’ magazine, the first issue of which 
will appear July 25. A contest for the selection of a name for 


the magazine by Monon employes is now in progress, Mr. Bar- 
riger said. 











NEW DIAGRAPH-BRADLEY SALES MANAGER 


O. K. Patterson has been appointed sales manager of the 
shipping room supply division of Diagraph-Bradley Industries, 
Inc., with headquarters in St. Louis, Jack Burton, vice-president 
and general manager of Diagraph-Bradley, has announced. Mr. 
Patterson was formerly in charge of the eastern division, work- 
ing out of New York City, Mr. Burton said. 












N. Y. C. EAST-WEST TRAINS TO GET NEW CARS 


The New York Central System has placed an order for 200 
streamlined passenger cars to be used on east-west runs, 
officials of the railroad have announced. The additional cars 
will include 174 sleepers, 15 diners and combination diner 
lounge, and 11 train service cars. Featured in the order will 
be four full-length diners devoted entirely to seating, with the 
kitchen in an adjoining car, the announcement stated. 









CANADIAN REFRIGERATION CAR EXPERIMENT 


A shipment of 30 tons of frozen British Columbia halibut 
has arrived in Montreal from Vancouver, B. C., in a co-operative 
national experiment, sponsored by the Canadian National and 
Canadian Pacific railways, that may revolutionize present meth- 
ods of rail-car refrigeration, according to officials of the Cana- 
dian National Railways, co-sponsors of the experiment with the 
Canadian Pacific Railway. 

The shipment left Vancouver in two bunker-type “reefers” 
over C. P. R. lines, each car containing approximately 30,000 
pounds of frozen fish destined for eastern Canadian markets. 
One of the cars was handled in the usual manner: serviced 
before departure and en route with an ice and salt mixture 
employed in the overhead “reefers.” To the bunkers of the 
other car was added ammonium nitrate in an effort to lower 
the temperature to a new constant low. C.N. R. officials pointed 
out that, whereas a temperature of 10 to 20 degrees Fahrenheit 
can be maintained with present overhead “icing” methods, a 
temperature of zero or lower is being sought. 










GRAND TRUNK’S CHICAGO-MONTREAL SERVICE 

Through sleeping car service between Chicago and Mon- 
treal has been made available daily, effective July 5, by the 
Grand 'Prunk-Canadian National Railways, George L. Bryson, 
passenger traffic manager, announced. Leaving on the Maple 
Leaf daily from Chicago at 9:40 a.m. (C.S.T.), the through cars 
will arrive in Montreal at 7:30 the following morning. West- 
bound, the through service will be operated on the Intercity 
Limited, leaving Montreal at 10:59 p.m. (E.S.T.) and reaching 
Chicago at 8:10 p.m. the next day. The new service, linking the 
middle west with the metropolis of eastern Canada, will afford 
aegreat convenience to both vacationists and business travelers, 
Mr. Bryson said. 


N. & W. PASSENGER EQUIPMENT 

The Norfolk & Western Railway’s fleet of modern, aif- 
conditioned reclining seat coaches will be increased by 16 with 
the completion of a reconditioning project now under way in 
the company’s Roanoke shops, N. & W. officials have announced. 
First of the up-to-date cars is expected to be in operation by 
July 15, with other equipment following it on the road at the 
rate of about two cars a month, the N. & W. officials said. 
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igher handle East St. Louis to Quincy ferti- 
ram, lizer shipments via their interstate 
bure- routes published in this tariff, but that 
icials they have routing tariffs that restrict 
- the the movement to the intrastate routes. I 

dis- do not have the C. B. & Q. Tariff num- 
ber, but the Wabash Railroad claims 
that their internal routing guide No. 
18150, ICC 6579, restricts the handling 
ast. to of fertilizer from East St. Louis to 
nture Quincy to the intrastate route through 
staff, Decatur, Illinois. This internal routing 
rill be guide was not named in Tariff 54-E until 
r the recently, when new Item 110 was pub- 
t will lished in Supplement 34, effective Au- 
gust 25, 1946. 
Our belief is, that so long as the tariff 
in question has interstate routes between 
ilway East St. Louis and Quincy unrestricted, 
coment the — has vi ce ore those 
of the §j Tariff Interpretation—Rates Apply Via The only routes named in this tariff TOUtES to be used regardless of the pro- 
J. W. Interstate and Intrastate Routes Where to apply between East St. Louis and ViSions of any special routing tariffs of 
d the || No Routing Provided in Tariff Quincy, Illinois, are interstate routes.  [4€, terested catriers. Supporting this 
which Illinois—Question: We are faced with This is made clear by the qualification waned Saas th “tt ie al ' mg ide 
ne for J, situation which probabl has con- “Applicable Only to Interstate Traffic,” f th ew b. h ‘Railr * gee cat ee 
Bar- y under the word “Routing,” which ap- 1, he Wabash Nalroad, starts our 
fronted others at times, and your advice, pears in Sections 10 and 11, beginning “Except as otherwise provided.” The 
Min Agent Raaset's Ereight Thent’s4c, 9% Page 89 and running through page  Bterslate route of the Wabash Railroad, 
g ICC 496, Item 250, on page 38, a specific TT. an exception Such as cibimnbated "by 
of the | rate is published on fertilizer and mate- The interstate route from East St. these words. 
istries, § rials to apply from East St. Louis, Illi- Louis to Quincy via the C. B. & Q. Rail- Answer: Item 250 of Agent Raasch’s 
ssident § nois, to Quincy, Illinois. road is route 320 on page 49; Quincy ICC No. 496, Freight Tariff No. 54E 
d. Mr. There are two railroads that serve being Station No. 1895; and via the  pyblishes a rate of llc per 100 lbs., on 
work- § these origin and destination points, Wabash Railroad, route 1285 on page _— Fertilizer and Fertilizer Materials from 
namely, the Wabash Railroad and the 77; Quincy being Station No. 12555. East St. Louis, Ill., to Quincy, Ill., with 
C. B. & Q. Railroad, and it happens Route 320 is described on page 78 as no reference as to routing or restriction 
Ss that each railroad has two routes from _ being via C. B. & Q. Railroad direct: as to whether the rate applies on inter- 
for 200 § East St. Louis to Quincy, one route be- § Route 1285 is described on page 82 as state or intrastate traffic. It is noted 
t runs, § ing wholly intrastate, the other inter- being via Wabash direct. I repeat, that that other items on the same page pub- 
al cars § state running through Missouri. An in- these are interstate routes only. lishing rates from and to Illinois points 
1 diner § teresting feature is that the interstate Both the Burlington and Wabash Rail- bear reference mark denoting “appli- 
ler will § routes are the shorter of the two. roads allege, however, that they do not cable only to Illinois intrastate traffic.” 
rith the 
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It is true that the routing appearing 
in Section 10 and 11, on pages 39 
through 77, is applicable only to inter- 
state traffic. Item 85, in Section 7, under 
the heading, “Rules and Regulations,” 
provides, “Routing Instruction” (Appli- 
cable on Interstate Traffic only.) 

It -is therefore established that the 
tariff in question publishes both inter- 
state and intrastate rates, but in general 
it appears that it only provides routing 
for interstate rates. 

Our opinion is that, regardless of the 
fact that no intrastate routing is pro- 
vided, the rates published apply both 
intrastate as well as interstate. In other 
words, in the absence of specific intra- 
state routing, the rates apply via all 
routes of the carriers parties to the 
tariff. To say that because the tariff 
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provides only interstate routing, it con- 
tains only interstate rates would, in our 
opinion, be erroneous. If it was not true 
that the rate in question applies both via 
interstate and intrastate routes, regard- 
less of whether intrastate routing is 
published, what would be the purpose 
in restricting other items by stating, 
“Applicable only to Illinois Intrastate 
traffic’ and not provide a route? 


It is not necessary that a tariff con- 
tain routing. When a tariff is silent as 
to routing the routing is open and the 
rates apply via all routes of all of the 
carriers parties to the tariff, and this 
we believe to be true in this instance 
where no routing is provided in connec- 
tion with the rates as to intrastate 
traffic. 
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Perishable Foods—Liability of Carrier 
for Freezing 


New York—Question: In the early 
part of December, 1945, a freight solici- 
tor for a freight forwarder advised me 
that his company was starting a Heated 
Car Service to Los Angeles, California, 
Oakland, California, Portland, Oregon, 
San Francisco, California, and Seattle, 
Washington. He stated the tariff cover- 
ing this service was at the printers, and 
a copy would be mailed to me as soon 
as possible. 

On December 4, 1945 I had a shipment 
of freezable nature, and telephoned this 
freight forwarder for information re- 
garding this protective service. They 
advised their tariff would not be effec- 
tive until December 24, 1945, but stated 
they would give protective service, if I 
marked my bill of lading “Heated Car 
Service” “Keep from Freezing.” I 
marked my bill of lading in this manner, 
and delivered the shipment to their 
regular terminal and they accepted the 
shipment with these notations. 

The entire shipment arrived at destina- 
tion frozen, and was refused by con- 
signee. 

They have declined our claim, on the 
basis that their tariff was not effective 
at the time the shipment moved. 

I contend that, because they accepted 
the shipment with the above notation, 
our claim is in order, and they are re- 
sponsible for the full value of the ship- 
ment. 

We would appreciate your advising if 
there are any decisions on similar cases, 
and the outcome of same. Remember 
we called for information on this service, 
and they then solicited this shipment. 

Answer: A shipper, suing for damages 
to perishable freight, has the burden of 
proving the railroad’s negligence, but 
establishes a prima facie case thereof by 
evidence tending to show delivery to 
the carrier in good condition and de- 
livery by the railroad to the consignee 
in bad condition. A. Rouw & Co. vs. St. 
L.-S. F. Ry. Co. 290 S. W. 939; American 
Railway Express Co. vs. A. Rouw & Co., 
294 S. W. 461; Fean vs. Alabama Great 
Southern Ry. Co., 159 N. E. 487. 

Ordinarily, when a shipper shows that 
goods were delivered in good condition, 
and when they arrived at destination 
they were in a deteriorated or damaged 
condition, the burden is shifted to the 
carrier to explain or account for the 
damaged condition of the shipment or to 
respond in damages. Wentworth Fruit 
Growers’ Association vs. American Rail- 
way Express Co., 1 S. W. 2nd 1028; 
C. & O. Ry. Co. vs. W. C. Crenshaw & 
Co., Inc., 138 S. E. 467. 

However, the following cases hold 
that a railroad by its contract to carry 
safely does not insure perishable freight 
against the effect of temperature en- 
countered by it during the period ordi- 
narily required by it for transporta- 
tion, unless the circumstances under 
which the contract of carriage is made 
are such as to imply an undertaking 
to that effect on the part of the car- 
rier or there are tariff provisions which 
specifically authorize such a contract of 
carriage. W. H. Blodget Co. vs. New 
York C. R. Co., 159 N. E. 45; Jackson & 
Perkins vs. Mushroom Transportation 
Co., 41 Atl. 2d 635; Brennison vs. P. 
R. R. Co., 110 N. W. 362; Pacific Fruit 
& Produce Co. vs. Northern Pacific, 186 
Pac. 852. 

In the second case immediately cited 
above, the court said: 

Defendants operated no heated trucks and 
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had no heated terminal stations; the freight 
tariffs provided for transportation in un- 
heated trucks and contained no provision 
that shipments at rest in their terminals 
would be protected by artificial heat. The 
consignor and the consignee were bound by 
the tariffs. . . . Defendants omitted nothing, 


provided for by their tariffs, that would pre- ~ 


vent subjecting the plants ‘to extreme heat 
or cold’ while in transit or at rest.... 

The evidence supports the conclusion that 
the damage resulted from the shipment of 
property liable to freeze during the low tem- 
peratures stated above, in unheated trans- 
portation facilities and that defendants per- 
formed their contract of carriage without 
negligence. 


In Northern Wisconsin Produce Co. 
vs. Chicago & N. W. Ry. Co., 234 N. W. 
726, the court held that the carrier was 
not liable for the freezing of a less than 
carload shipment of eggs, accepted on 
a bill of lading calling for “carriers pro- 
tective service,” where there was no 
tariff provision for such service. 

We find no cases involving an under- 
taking to protect goods from freezing, in 
the absence of tariff provisions provid- 
ing for such protection. See, however, 
Close vs. Mo. Pac. R. Co., 191 Sou. 596, 
and A A A Highway Express vs. Bone 
& Hendrix, 25 S. E. 2d 658. 


Tariff Interpretation— Application of 
Rules 5 and 12!'% of National Motor 
Classification 


Michigan.—Question: We request your 
assistance concerning a shipment of one 
steel die, n.o.i., finished surfaces unpro- 
tected, moving between two points pro- 
vided with rates in Central States Tariff 
No. 226A, MF ICC No. 17. The shipment 
is dated March 7th, 1947, and weighs but 
90 pounds. 

In your opinion, should rule 5 of the 
Classification be applied, because the un- 
finished surfaces were not protected, 
and rule 12% also be applied for the 
reason that the article weighs less than 
500 Ibs., or, should it be charged for 
on the basis of rule 5 only? 

Answer: Rule 12% of National Motor 
Freight Classification No. 8, Charges on 
Indnvidual Minimum Weight, reads in 
part: 


When, in the description of an article, an 
individual minimum weight per piece of loose 
freight is specified in connection with a rating, 
no provision being made for loose pieces 
weighing less than the specified minimum 
weight, the total charge for a number of loose 
pieces of a lesser weight shall be the same 
as would accrue on a like number of similar 
loose pieces,.each of the specified individual 
minimum weight. 


Rule 5, Section 6(c) of the same issue 
reads: 


When an article is found in transportation 
(or to have been transported unintentionally) 
not packed or prepared for shipment in ac- 
cordance with this Classification or applicable 
tariffs governed thereby, the freight charges 
on such articles shall be 20 per cent higher 
for shipments on which LTL or any quantity 
ratings are applicable . . . than the charges 
resulting from the application of the highest 
tating provided in this Classification or sup- 
Plements thereto (not commodity rates or ex- 
ception ratings) for the same article in any 
shipping form or container for the quantity 
transported. 


Inasmuch as the problem presented is 
One in which the classification provides 
a specific rating on one loose steel die 
N.O.1., subject to an individual minimum 
Weight per piece and also one in which 
the commodity was improperly packed, 
we are of the opinion that the provisions 
of Rule 12% and Rule 5 are applicable 
to the shipment. 
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LYKES FAST SHIPS CUT TIME TO 





YOUR EXPORT MARKETS! os a 


LYKES LINES 


OS, 
<7” 


These new C-type vessels are the queens of LYKES regularly sched- 
uled cargo fleet between American Gulf ports and the countries eagerly 
awaiting America’s products of industry and agriculture. 

Your exports, on their way from the Midwest and South to overseas 
markets, receive advantageous freight rates via natural shipping routes 
southward to United States Gulf ports. From these logical exits, 
LYKES American flag ships deliver your goods to destinations abroad 


by direct ocean trade lanes. 


LYKES outstanding record of dependability stems from long expe- 
rience in ocean transportation. Fast, modern cargo vessels, time-saving 
loading and unloading facilities, careful handling of specifie types of 
shipments, all contribute to the solution of your export and import 


problems. 


LIMITED PASSENGER ACCOMMODATIONS 


Write for the new folder, “LYKES LINES AND GULF PORTS’ 
Address Lykes Bros. Steamship Co., Inc., Dept. D, New Orleans, La. 


American Flag 


LYKES U. K. LINE—From Tampa, New 
Orleans, Houston, Galveston and other 
West U.S. Gulf ports to England, Scot- 
land, Ireland and Wales. 


LYKES CONTINENT LINE—From Tampa, 


New Orleans, Houston, Galveston and 
other West U.S. Gulf ports to Continen- 
tal Europe, Scandinavia and the Baltic. 


LYKES AFRICA LINE—From U. S. Gulf 


ports to South and East Africa. 


LYKES ORIENT LINE—From U.S. Gulf ports 


to the Philippines, Japan, China and 
other Far Eastern areas. 


Trade Routes 


LYKES MEDITERRANEAN LINE—From U.S. 
Gulf and South Atlantic ports to Spain, 
Portugal, North Coast of Africa and the 
Mediterranean and Black Sea areas. 


LYKES WEST COAST OF SOUTH AMERICA LINE 


—From U. S. Gulf ports to Colombia, 
Ecuador, Peru and Chile. 


LYKES WEST INDIES LINE—From Houston, 
Galveston, Lake Charles and other West 
U. S. Gulf ports to Cuba, Puerto Rico, 
Dominican Republic, Haiti, Aruba, Cura- 
cao, Venezuela, East Coast of Colombia 
and Canal Zone. 


LYKES LINES 


Lykes Bros. Steamship Co., Inc. 


Offices at: NEW ORLEANS, 


HOUSTON, GALVESTON, 


NEW YORK, 


Baltimore, Beaumont, Chicago, Corpus Christi, Dallas, Kansas City, Lake Charles, Memphis, 
Milwaukee, Mobile, Port Arthur, St. Louis, Tampa, Washington, ee 


OFFICES AND AGENTS IN 


PRINCIPAL WORLD PORTS 





NEW, FASTER 4-ENGINE 


AIR CARGO SERVICE 
COAST-TO-COAST 


Giant United Cargoliners get — 


the goods there first, speed 
your sales. Attractive rates. 
* 


UNITED AIR LINES 
Pickup and Delivery 


HL 


TRANSFER 


Ele. 38 HAMPDEN ST. 
SPRINGFIELD, MASS. 


Aw 


Si Serving the WEST 
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TRAFFIC WORLD 


NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue of 
THE TRAFFIC WORLD. New assignments now on the Commission’s docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to show the change in this docket will be noted elsewhere. 


July 14—Binghamton, N. Y.—U. S. Ct.—Ex- 
aminer Kephart: 
MC 95955, Sub. 5— Narrowsburg Express 
Lines, Ls a ae” pa eS 
July 14—Camden, N . J.—U. S. Ct.—Examiner 
Gaffney : 
MC 1105, Sub. 1—B. Kessler, Philadelphia, 
Pa., contract carrier applicati on. 
MC 107054, S Sub. 2—F. A. Dalesandro, Vine- 
land, N. J., common carrier application. 
re, Wyo.—State Comm.—Jt. 


MC 41274, Sub. 11—Nielsen & Petersen, 
Grand Island, Ne 
July 14—Chicago, ill.—State Comm.—Exam- 
iner Gray: 
Fourth Section Application 22618—Sugar 
from West to Centralia, Ill. 
July 14—Columbus, Oo.—P. O. Bldg.—Jt. Bd. 


MC 102343, Sub. 3—John Kauser Trucking 
Service, Paulding, O., common carrier ap- 
plication. 


ae, are 0O.—P. O. Bidg.—Jt. Bd. 


mc 1 i08532—Y ellow Stripe Cab Co., Mans- 
field, O., common carrier application. 
July 14—Coiumbus, O Oo.—P. —Jt. Bd. 


MC 108644—R. G. Marks, Massillon, O., 
contract carrier applicatio n. 
July 14—Ft. Wayne, Ind.—U. S. Ct.—Exam- 
iner Joyner: 
MC 1582, Sub. 5—Transport Motor Express, 
a 5 By Wayne, Ind., common carrier appli- 
a 
July 14—Hartford, Conn.—U. S. Ct.—Exam- 
iner Baker: 
MC 107440, Sub. 1—B, & L. Trucking Co., 
Plainfield, Conn. ., contract carrier appli- 


MG. 3782, Sub. 3—The Royal Motor Express, 
Fairfield, Conn., common carrier appli- 
cation 


July 14—Houston, Tex.—Lamar Hotel—Exam- 
we Peterson: 
C 108207, Sub. 1—Frozen Food Express, 
Mo alles, Tex., common carrier application. 
July 14—Indianapolis, Ind.—Fed. Bldg.—Ex- 
aminer Parker: 
* MC 108708—C. J. McCormick, Vincennes, 
Ind., contract carrier application. 
July 14—Kalamazoo, Mich.—Chamber of Com- 
merce—Examiner Badian: 
MC 100337, Sub. 15—McKinley Driveaway 
Co., Kalamazoo, Mich., common carrier 
application. 


July 14—Kansas City, Mo.—Hotel Pickwick— 
Jt, Bd. 36: 


MC 2475, Sub. 2—L. Bristow, Paola, Kansas, 
common carrier application. 

MC 66886, Sub. 2—Belger Cartage Service, 
—— City, Mo., common carrier appli- 
cation 

July 14—Laredo, Tex.—U. S. Ct.—Jt. Bd. 77: 

MC 108808—Texas Transfer Co., Laredo, 

Tex., common carrier application, 


and SOUTHWEST 


MC 108464—Lineas Unidas Del Norte, Ta- 
cuba, Mexico. 

July 14—New Orleans, La.—Jung Hotel—Ex- 
aminer Griffin: 

Ww- weer Sub. 1—Arrow Line extension Gulf 


po 
July 14—New York, N.. Y.—641 Washington 
St.—Examiner Harrison: 
MC 16682, Sub. 32—Mural Trucking Service, 
oo + york, N. Y., common carrier appli- 


pre 5 ow TE City, Okla. — Oklahoma- 
Biltmore Hotel—Jt. Bd. 88: 

MC 59237, Sub. 1—Mid-Continent Coaches, 
Inc., Oklahoma City, Okla., common car- 
rier’ Pama Fm 

July 14—Omaha, Neb. —Hotel Fontenelle—Ex- 
aminer Proudley 

MC 82492, Sub. 3 Michi an & Nebraska 
Transit Co., Grand Rapids, Mich., com- 
mon carrier application. 

July 14—Rapid City, S. D.—Alex Johnson 
Hotel—Examiner Albus: 

Finance 15626—Application of Rapid City, 
Black Hills & Western RR. for a certifi- 
cate permitting abandonment of its entire 
line extending from Rapid City to Mystic, 
in Pennington County, S. 

~~ Va.—Fed. Bidg.—SJt. 


MC 106617, Sub. 2—Venable Motor Carrier, 
Kilmarnock, Va., common carrier appli- 
ca 


July 14—Richmond, Va.—Fed. Bldg.—Exam- 
iner Hurley: 


MC 108432—Paul Sabo Transfer & Storage, 
Phoebus, Va., common carrier applica- 


tion 
July, 14~Seattle, Wash.—Fed. Bldg.—Jt. Bd. 


MC 108438, Sub. 1—Orcas Island Auto 
Freight Service, Bellingham, Wash., com- 
mee ret application. 


M 78—Oilver Satra Transfer, East 
on Wash., common carrier appli- 
cation 


July, 14—Topeka, Kan.—State Comm.—Jt. Bd. 


MC 108724—T. Torkelson, Jr., Everest, 
Kan., common carrier application. 


See, N. J.—U. S. Ct.—Examiner 


urns: 
MC 108693—D. R. Lambert, Pittstown, N. J., 
contract carrier application. 


Se D. C—Examiner 


MC 35570, Sub. 2—Myers Coal Co., Charles- 
town, W. Va., common carrier application. 
omy, (ie Atianta, Ga.—State Comm.—Jt. Bd. 


MC 2202, Sub. 44—Roadway Express, Inc., 
Akron, O., common carrier application. 
MC 100636, Sub. 14—Simpson Trucking Co., 
Atlanta, Ga., common carrier application. 


July ? teas Ga.—State Comm.—Jt. Bd. 
MC 43608, Sub. 7—Howard Motor Lines, 


PULLING FAST FREIGHT 
On the MINNEAPOLIS & ST. LOUIS RAILWAY 





